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Foreword e 


The staff of INTERURBANS is responsible 
only for +he organizing of the material here- 
in. Credit for its origination is hereby 
acknowledged: mainly to Russell L. Olson and 
Edwin H. Nelson, who with the help of Fred 
Howarth brought together the data from many 
and varying sources. 

First of all, we would like to dedicate 
Special 14 to the memory of Mr. Charles J. 
Sulzbach, Minneapolis! most outstanding rail- 
fan, who was killed in the Labor Day 1950 
crash of two railfan special trains on the 

_ Milwaukee Rapid Transit & Speedrail line. 
Much of the material and many of the illus- 
trations are taken from his collection which 
was accumulated during his research for just 
such a history as this. 

The history climaxes years of research by 
various people (to whom credit is given be- 
low). Special 14 includes not only the his- 
tory. of the Twin City Rapid Transit Company 
but also those of the other electric railway 
companies in the Twin Cities area, because 
theee latter companies were closely connected 
with TERT through trackage rights or equip- 

_ Ment.purchases. 

Our research was hampered by the lack of 
certain old records. Many of the records 
kept by the companies relating to their 
earliest beginnings are no longer in exist- 
ence; some were accidentally destroyed and 
others were thrown away because someone felt 
they could no longer serve any useful purpose. 
Under such circumstances, we believe that we 
have presented as complete a history as is 





possible. 


sei We are very grateful to those individuals 
' and organizations who generously gave their 
time and assistance to make this history poss- 
ible, and we would like to extend credit to 


| them as follows: 


nt To the following officials, employees, and 
former officials of the Twin City Rapid Tran- 
_ sit Company through whose cooperation we ob- 
' tained the majority of the TCRT material used 
D. J. Strouse, Sibbald MacDonald, 
E. J. Whittlesey, L. G. Barnes, W. P. Jacobsen, 
L. E. Erickson, F, A. Ossanna, Raymond Cotten, 
and. Frank Lund. 

Mr. A. A. Kranhold of the Minneapolis & 
Northern Railway and later the Minneapolis, 
Anoka & Cuyuna Range Railway. 

Mr. Myron Handy of the Minneapolis Filtrat- 
ton Plant Railway. 

Mr. C. P. Bratnober of the Central Ware- 
house Company. 

For data on the Stillwater line: Mr. H. 
Callander, Robert Schumacher, W. J. Olsen, 
W. K. Blewett and Maurice W. Nash. 

"The Valuation of the Minneapolis Street 
Railway Company, 1916," by F. W. Cappelin, 
Engineer of the City of Minneapolis. 

"The Electrical Northwest," published in 
St. Paul from October 1891 to December 1894. 
"The Street Railway & Electrical News," 
published in St. Paul from October 1891 to 

December 1894. 

The Anoka Herald. 

The Minneapolis Star & Tribune. 

St. Paul Dispatch & Pioneer Press. 

Minnesota Railroad & Warehouse Commission. 

Minnesota Historical Society. 

Minneapolis Public Library. 

James J. Hill Reference Library. 

Electric Railway Journal. 
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Mr. Thomas Lowry, Founder and President 
of TCRT until 1909. The streetcar lines 
he built molded the design of Minneapolis 
and St. Paul for all time. 


Ss 
DARKS LAKES 
FALLS. HOUNDS 


“Sightseer” Time Table 


(Except Sundays and Holidays~Rain or Shine) 


Leave Ryan Hotel | g. 
St. Paul j 8:40am. 2:00 pm. 


Arriveon return - - 12:10pm, 5:30pm. 


Leave West Hotel | g.: Hs 
He thileaade \ 9:30 am. 2:50 pm. 


Arrive on return - - - 1:00pm. 6:20 pm. 
Time 3% hours. Distance 40 miles. 
Fare 50 cents. No tickets required. 


You pay on the car. Children full fare. 
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Front Cover: Top Left: 1217 undergoing 

rehabilitation at Snelling 
Shops, 1916. 

Top Right: Columbia Heights car north- 
bound on 3rd Ave. Bridge, 1948. (JS) 

Lower Left: _Selby-Lake car emer ing from 
Selby Tunnel, St. Paul. (3S) 

Center Right: Double-deck car 1145 at 
Excelsior, 1909. 


Lower Right: Nicollet Station, 1904. 
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When the staff of INTERURBANS was invited 
by a group of Twin Cities electric railway 
historians to publish this work, the response 
was mixed. There was the natural urge to be 
instrumental in preserving to some degree a 
famous electric railway system which was being 
dismantled by a new ownership; there was the 
expected feeling to restrain ourselves from 
venturing too far afield---away from our own 
Pacific Coast, the scene of all our previous 
efforts; there was the worry of obtaining 
enough in material (facts, pictures, plans) 
to bring Special 14 up to our standard; there 
was the belief that some other organization 
nearer to the Twin Cities should undertake a 
Job of such magnitude. After taking all these 
points into account, we determined to publish 
the work you now hold in your hands. If it 
merits your approval, we will be encouraged to 
widen our field of subject matter considerably 
in the future. s 


INTERURBANS' Special 14 deals with all the 
electric railways which ever operated in the 
Twin Cities area. In addition, attention is 
paid to Duluth, which in the matter of rolling 
stock, was a smaller version of Twin Cities 
Rapid Transit Company. 

Minneapolis lies on the forty-fifth para- 
ilel, 1,145 miles west of Portland, Maine, and 
1,435 miles east of Portland, Oregon, as the 
crow flies. St. Paul is ten miles east of 
Minneapolis, City Hall to City Hall. The Twin 
Cities are divided by the Mississippi, 1,596 
miles from where it pours into the Gulf at New 
Orleans. 

8t. Paul, the capital city of Minnesota, 
has seen itself surpassed, by Minneapolis, new 
in the 1870s, now the home office of the big 
five of the milling industry. The bulk of 
Minneapolis! population is Scandinavian, but 
the city is still more or less the property 
of the New Englanders who settled it, won a 
city from the wilderness, and still dominate 
it today. Minneapolis is lusty and confident, 
looking to the future always, truly the be- 
ginning of the West. 

But if Minneapolis is the beginning of the 
West, St. Paul is the ending of the East. It 
is hilly, cramped and set in its ways. Its 
streets are narrow, its buildings small. It 
is a city grown old; its people, complacent. 
It seems as old as Boston, yet is only a few 
years older than Minneapolis. 

Modern civilization in the region began in 
1680, when one of LaSalle's men, Father Louis 
Hennepin, discovered a waterfall in the upper 
river and named it the Falls of St. Anthony. 
For the next century and a half the French 
came and went, trading in furs, leaving nothing 
but their names: Nicollet, Duluth, Faribault. 

By 1819 the frontier had reached the Falls 
of St. Anthony; there was an American trading 
post at Mendota, below the falls, and that 
year Colonel Leavenworth began building Fort 
Snelling, which was christened in 1824. 1830 
saw a small trading post in action down the 
river; its chief business was in providing 
highly cut whiskey to soldiers. This became 
the city of St. Paul (1841). By 1849 St. Paul 
had a population of 1,300. That year Minnesota 
became a territory, and St. Paul was chosen as 
its capital. 

Meanwhile the town of St. Anthony was grow- 
ing up to the west of St. Paul. In 1852 land 
was opened for settlement west of the river, 
directly across from St. Anthony. A town was 
laid out and in 1854 it got its name: a com- 
bination of "Minnehaha"(Laughing Water) and 
the Greek suffix "polis": Minnehapolis. In 
the interest of euphony the "h" was dropped. 
In 1872 the towns of St. Anthony and Minn- 
eapolis were reincorporated into the city of 
Minneapolis. 

Railroads and the lumber industry both 
arrived in the 1860s. Jim Hill made St. Paul 
the heart of a rich, fast developing area and 
his First National Bank of St. Paul rendered 
his empire independent of Wall Street. His 
agents combed the Scandinavian countries to 
start settlers his way, and as his railroads 
opened up the plains, his workers homesteaded 
the land alongside. 

Minneapolis benefited even more than St. 
Paul, for Minneapolis had the cheap waterpower 
of St. Anthony Falls and the mills that built 
the city were established beside the falls. 
By 1880 Minneapolis had passed St. Paul in 
population, to the latter city's abounding 
dismay. 





Typical of the standard type cars distinctive of the Twin Cities is car 1510, shown here 


at the end of the Snelling Ave. line in 1949. 


The Northern Pacific and the Great North- 
ern funneled the trade of the whole vast 
northwest into the Twin Cities. The early 
1900s were great years for both cities, sit- 
uated as they were at the halfway point of a 
rich transcontinental route, tapping the big 
Northwest of its cattle, wheat and timber--- 
from Minnesota to Washington. 

The opening of the Panama Canal in 1915 
greatly cut down the trading area of the Twin 
Cities, for a load of lumber could be shipped 
more cheaply from Everett to Newark and west 
by rail to Ohio than to make the direct trip 
by rail via the Twin Cities. So the Twin 
Cities lost much of their empire and have 
since had to remain content with that area 
consisting of Minnesota and the Dakotas. 

The lumber industry died about 1915, but 
the Twin Cities have still the milling indus- 
try dnd the iron mines. Cheap labor has been 
instrumental in making Minneapolis a manufact- 
uring center of first line importance. The 
names of its manufacturers are familiar in 
households from coast to coast: Washburn, 
Crosby, Pillsbury, Hamm, Weyerhaeuser---and 
Tom Lowry. In the Twin Cities it was said 
for many years that you didn't ride street- 
cars---you rode Tom Lowrys; this, at perhaps 
long last, brings us to our subject. 


Thomas Lowry was the builder of the Twin 
City Rapid Transit Company. His story will 
be found in detail on the following pages. 
Suffice it to say here that Lowry stamped 
his name so indelibly on TCRT that at times 
the two names were synonymous in the minds 
of Twin Cityans. His companies were: 


THE TWIN CITY RAPID TRANSIT COMPANY was 
incorporated in 1891 with a capital stock 
of $5,000,000, as a holding company which 
purchased all of the stock of the Minneapo- 
lis Street Railway and the St. Paul city 
Railway companies. 

THE MINNEAPOLIS & ST. PAUL SUBURBAN 
RAILROAD COMPANY was incorporated in 1899 
with a capital stock of $3,000,000, all 
held by TCRT, to operate the suburban lines 
of TCRT. 

THE MINNETONKA & WHITE BEAR NAVIGATION 
COMPANY was incorporated in 1910 with a 
capital stock of $250,000, all held by TCRT, 
to operate the steamboat lines, restaurants, 
and amusement entreprises of TCRT. The : 
M&WBNCo is now dormant. 

THE RAPID TRANSIT REAL ESTATE CORPORATION 
was incorporated in 1919 to acquire the 
real estate owned by TCRT but not used in 
the operation of the street railway system. 
This corporation is now dormant. 


Twin City Rapid Transit Company constructed 
hundreds of these cars in its shops, even building their trucks. 


(FH) 


THE TWIN CITY MOTOR BUS COMPANY was ori- 
ginally an independent company which started 
bus operation in the Twin Cities, and gave 
service in harmony with TCRT. The entire 
capital stock of TOMBCo was purchased by, 
TCRT during 192-26. All TCRT bus opera- 
tions are run by this subsidiary. 

THE TRANSIT SUPPLY COMPANY is the fiscal 
agent for TCRT, and is in charge of accoun- 
ting, purchasing, the Snelling Shops. 

The Minneapolis Street Railway operates 
the entire street railway system located 
within the corporate limits of the City of 
Minneapolis. It owns all of this operated 
property except for the Lake Harriet right 
of way, which is owned by the Minneapolis & 
St. Paul.Suburban RR. This section com- 
prises 5.9 miles of single-track equivalent, 
stretching from Irving Ave. So. & 31st St., 
to the city limits at France Ave. So. & 
lth st. It also operated the Fort Snelling 
line, comprising ..5 single track miles on 
The United States Government Reservation, 
and the 1.5 miles of track on the Columbia 
Heights line north of 37th Ave. N.E., via 


.Central Ave. and Oth Ave. N.E., to Sth St. 


N.E., for the M&StPs. 

The St. Paul City Railway operates the 
entire street railway system located within 
the corporate limits of the City of St.Paul. 
It also operates, for the Minneapolis & 

St. Paul Suburban, 8.78 miles of the South 
St. Paul line (single-track equivalent), 

and 5.09 miles of the Stillwater line, from 
East 7th St. & Duluth Ave. to the city 
limits. Other property consists principally 
of the Selby Tunnal, and land on which are 
or were located office buildings, car 
stations, substations, and shops, plus the 
power transmission system. 

The Minneapolis & St. Paul Suburban RR 
owned the following lines, and operated 
those portions outside the city limits of 
Minneapolis or St. Paul; 


Single Track 
Lake Minnetonka lines 49.00 miles 


(including Hopkins) 


Columbia Heights line 1.54 
Robbinsdale line 1.85 
St. Louis Park line 2.10 
Stillwater line 32.73 
Mahtomedi branch 1.80 
White Bear branch AAT 
South St. Paul line 28.78 

Total 102.27 
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BEGINNINGS: The first attempt at providing 
public seane por sercon in the 
Twin Cities occurred in 1866, when on the 
16th of December a group of St. Paul busi- 
nessmen, George L. Becker, Parker Paine, 
A. H. Wilder, John L. Merriam, and Louis 
Robert, applied for a franchise to use all 
St. Paul streets except Jackson Street for 
horse cars. However, no construction was 
undertaken until 1872, when a line was built 
by the St. Paul Street Railway Co., incor- 
porated on May 9th of that year: This line 
extended from Seven Corners, along 3rd St. 
and what is now Kellogg Blvd., to Wabasha 
St., to hth St., to Jackson St., to 7th St., 
to Locust St., to Lafayette & Westminster 
Sts., with a barn located on St. Peter St. 
between th & 5th St. ‘The first horse car 
left the corner of hth & Wabasha at ).00 pm 
on 15 July 1872, over the two-mile route. 
‘In 187 sthe St. Paul Street Railway encoun- 
tered financial difficulties, and Governor 
Marshall and his associates became interes- 
ted in the company. However, in 1877, the 
firm defaulted on its bonds, and the fran- 
chise and property were sold at a sheriff's 
sale on September 28th to Thomas Cochran, 
Jr., as trustee. On 16 November 1877, the 
SAINT PAUL CITY RAILWAY COMPANY was incor- 
porated, and it acquired the assets of the 
defunct St. Paul St. Ry. Co., to resume 
operations. -In 1882, a local syndicate 
composed of Herman Greeve, Ansel Oppenheim, 
Arnold Kalman, and Frank B. Clarke,obtained 
control of StPCR. They immediately began 
to instill new vitality in the property by 
extending old lines and building new ones, 
along with the construction of more horse 
car barns. These improvements enteiled 
considerable expense, and insufficient 
revemmes caused such concern by 1886, that 
Thomas Lowry was persuaded to take over 
their investment. 

The MINNEAPOLIS STREET RAILWAY COMPANY 
was organized on 1 July 1873, with the 
following incorporators: D. Morrison, W. D. 
Washburn, Wm. S. King, R. J. Mendenhall, 

W. P. Westfall, J. C. Oswald, Paris Gibson, 
W. W. Eastman, R. B. Langdon, and W. W. 
McNair. Colonel King and Thomas Lowry 
brought the proposition to the attention o: 
Philo Osgood of Illion, New York, and 
friends, who, on 13 August 1873, subscribe 
for the majority of the stock. At the 
annual directors meeting, on 9 July 1875, 
the following officers were elected: 
president, Philo Osgood; vice-president, 
Thomas Lowry; secretary, William S. King; 
treasurer-general manager, James Tuckerman 

On the same day as the directors meetin 
the City Council of Minneapolis passed an 
ordinance granting a franchise to the com- 
pany for fifty years from 1 July 1873, for 
the construction and operation of a street 
railway system. This ordinance provided 
for the building of two routes. The first 
route, to be completed within four months, 
was to extend from the St. Paul & Pacific 
Railroad crossing at Washington and Fourth 
Avenues North, along Washington to Hennepin 
Avenue, thence on Hennepin, across the Miss- 
issippi River, along Central Avenue S.E., 
to kth St. S.E., and along lth st. S.E. to 
1th Avenue S.E. The second route was to 
extend from Plymouth and Washington Avenues, 
along Washington to 12th Avenue South, 
thence along the most practical route to 
Franklin Avenue, and was to be built within 
one year. The city council reserved the 
right to designate other lines of railway 
as lines demanded by the public necessity, 
and also to designate extensions of existing 
lines. - Bt (Adis tt fa Cm0 

The cars td be used upon such tracks 
were to be propelled with animal or pneuma- 
tic power as the company preferred, provi- 
ded that no power or machinery should be 
used after it proved to be a public nuisance. 
Cars were to equal those of other cities in 
style and quality. The fare within the 
city limits was specified as five cents. 
The city council reserved the right to alter 
the fare structure at the end of five years, 
with the provision that the fare would not 
be made less than five cents on any one 
route up to three miles long. This 
ordinance was accepted by the company on 
18 August 1875, and was confirmed and rati- 
fied by Act of the State Legislature on 
4. March 1879. ‘The company proceeded to 
build the lines in accordance with the 
grant, and operation began with two cars on 
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Top Left: 
Riverside & 27th Ave. South line; 


Top Right: 


Minneapolis Street Railway horse car of 1888 type, running on the 6th Ave. North, 


photo taken at Riverside Ave. & 24th St. 


Hennepin Ave. & 12th St. in the '80s; a closed horse car-is seen passing the old 


Hennepin Ave. Methodist Church on its way to Lyndale & Lake. 


Lower Left: 


Closed horse car 17 passes the then-new Central High School in 1878; 


at that 


time the horse car lines were reaching toward Franklin Ave., the city limits. 


Lower Right: 


Another Minneapolis Street Railway open horse car, this one running 


on the 


Plymouth & Bloomington Aves. via Court House line. « 








2 September 1875. The first day's receipts 
were $21.50. At that time, the area of the 
corporate limits of the city was eleven 
square miles, and the total length of the 
street railway was two and pne-tenth miles. 


THE HORSE CAR PERIOD: As might be expec- 
ted, very few of 

the streets were paved, nor in fact was sany 
grade established. The tracks were there- 
fore laid to conform to the surface of the 
street as travelled. Construction consisted 
of five-by-five-inch wooden stringers spiked 
to wooden crossties. Bent iron plates, 
weighing twenty-three pounds to the’ yard, 
were spiked to the stringers, thus forming 
the rails. Contract cost of the completed 
track was $6,000 per mile. 

The primitive type of car in use at that 
time measured ten feet between bulkheads, 
and weighed about 1,000 pounds. The driver 
was exposed to the weather on his open 
platform, from which he guided a single 
horse. Two longitudinal seats accommodated 
fourteen passengers inside the car. Service 
was provided from five a.m. to eleven p.m, 
with a fifteen-minute headway. Maximum 
speed was supposed to be six miles per hour. 
Cars were painted a distinctive color for 
each line and used only on that line. 
Interior illimination was provided by a 
feeble and odoriferous 011 lamp. A small 
sheet-iron stove in the middle of the car 
supplied a meager amount of heat in cold 
weather, with about a foot of hay on the 
floor to aid in keeping the passengers! feet 
warm. In consideration of the character of 
the track and equipment in use at that time, 
it was no surprise for the cars to become 


derailed. The passengers would then get 
off and help the driver in hapeaa the car 
back on the track, or in pushing it up a 
grade. 

A fare box was placed in the front end 
of each car, and the passenger was expected 
to deposit his nickel in it when entering 
the car. Many an early patron remembered 
how the driver reminded him, by stamping on 
the gong, that the passenger had not placed 
his fare in the box. Receipts averaged $37 
a day in 1875, $55 in 1876, and $85 in 1877, 
by which time eighteen cars were being 
operated. Horses cost from $135 to $150 
each, six being required in relays for each 
car during a day's service. At some times 
the company did not take in enough fares to 
meet the payroll, and workers were occasion- 
ally two to three months behind in receipt 
of wages. The first barn was at 3rd Avenue 
North & Second Street, the entire shop 
force consisting of one man int he mechani- 
cal department and one blacksmith, 

Because of the early recognition that 
MINNEAPOLIS STREET RAILWAY and SAINT PAUL 
CITY RAILWAY were destined to become impor- 
tant factors in real estate values, constant 
demands were made after 1876 for extensions 
of existing lines and the building of new 
lines. The street railway service gave pro- 
perty in the outlying districts a greatly 
enhanced value, and permitted persons of 
moderate income to own their own homes and 
still be able to reach their work with a 


1 


comparatively short street car ride for only . 


five cents. Many routes were built into 
sparsely-settled territory, and new barns 
erected at several locations. By 1890, the 
system had expanded so that Minneapolis had 


a ::::”.’:”:” “hmmm waaoaoa—' 


218 horse cars and 1018 horses operating over 
66.7 miles of track, while St. Paul had 159 
horse cars and 900 horses and 53.3 miles. 

The horse car lines had scarcely been com- 
pleted when work of electrifying the entire 
system began. This required complete recon- 
struction and resulted in the loss of most of 
the original investment. Street railway se- 
curities at that time were of dubious value, 
and those of the Twin Cities were no except- 
ion. Their worth depended not only on effic- 
cient management but also on the growth and 
prosperity of the community. This imposed 
enormous financial. burdens in expanding fac- 
ilities to meet the public demand for more & 
better service. Unprofitable horse car oper- 
ations, plus the heavy cost of experimental 
cable lines, made unusually difficult the 
project of financing the conversion to all- 
electric operation. 


CABLE LINES: For several years inventors 

had been working to develop a 
system of street railway operation which 
‘would replace animal power and make it 
possible for larger and better cars to be 
used and a faster service obtained. The 
first result of the efforts of these inven- 
tors was the development of the cable lines, 
which had been adopted to a limited extent 
in some of the larger cities. Different 
phases of this new system were brought to 
the attention of MSR and StPCR, and a com- 
mittee of ten from the city councils visited 
Cleveland, Baltimore, Richmond, Boston, New 
York, and Philadelphia, at the expense of 
the Twin Cities companies, for the purpose 
of informing themselves as to the best 
system for cgble railways, and also to ob- 
tain any available data regarding the newly- 
invented electric railway. 

St. Paul is a city of hills, and cable 
operation lent itself nicely to several 
lines. East 7th Street is one long hill 
from downtown St. Paul to halfway to the 
city limits. The downtown area of St. Paul 
rests in a three-sided bowl, with the 
Mississippi River cutting thru. Hills on 
the western and northern sides are quite 
steep, and retarded the expansion of horse 
car service. In 1887 a cable line was built 
from Broadway to St. Albans, along 3rd & kth 
Sts. and Selby Ave. This route surmounted 
Selby Hill on a 16% grade extending from 
Pleasant Ave. to Summit Ave. A steam power 
house and carbarn was built at Dale & Selby, 
and the line opened for revenue traffic on 
16 January 1888. A few days later, on 27 
January, a grip failed te hold a car coming 
downgrade, the cars running off the track 
killing one person and seriously injuring 
several others. This accounts for later 
reports listing only eleven grip cars on 
the line, instead of the original twelve. 
An extension to Selby & Fairview was com- 
pleted in 1890. 

A second cable route was constructed on 
East 7th St. from Wabasha St. to Duluth Ave., 
with a powerhouse and carbarn at 7th & 
Duluth. This line began regular service on 
1) January 1889. With the coming of the 
trolley cars, the East 7th St. line was 
electrified in August 1893. Regular trolley 
cars were also put on the Selby Ave. line 
in 1898, but a counterweight system using 
old cable cars was installed on Selby Hill, 
the regular cars being pushed uphill and 
led downhill. 

wee In 1888, Anderson & Douglas petitioned 
the Minneapolis City Council for an electric 
street railway franchise. After numerous 
meetings and investigations, the city coun- 
cil passed a resolution on 19 July 1889, 
directing MSR to install cable trackage on 
two routes. Double track was to be laid 
thruout. Notwithstanding the fact that at 
that time MSR did not believe that the cable 
railway or any new motive power had been 
demonstrated to be a practical success, and 
therefore the time was not ripe for making 
any radical changes necessitating a heavy 
expenditure, MSR agreed to the terms of the 
resolution, and at once placed orders for 
especially-designed steam engines, as well 
as a large quantity of track supplies for 
the two lines. Soon afterward, however, 
the company decided that electric cars, 
drawing current from overhead wires, would 
be more satisfactory, and all cable line 

| supplies were eventually sold for scrap. 
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Here is an 1894 photo showing the type of grip car used by the cable railway 


lines in St. Paul. 
@ on the Selby line. 


This.particular grip car and its open trailer were in use 
From 1898, when the Selby line was electrified, until 1906, 


when the Selby tunnel was constructed, these grip cars pushed electric cars 
up the steep grade and preceded them down the hill---most unique! 


THE GREAT MERGER: Thomas Lowry obtained 
control of the St. Paul 
City Ry. Co. on September 15, 1886, thus 
bringing both StPCR and MSR under his super- 
vision as president of each. Calvin Good- 
rich was also an officer of both companies, 
but otherwise separate sets of directors 
and officers were appointed. As the two 
systems had spent $6,000,000 on electrifica- 
tion, instead of the estimated $2,500,000, 
Mr. Lowry went to New York early in 1891 to 
arrange loans for each company. Separate 
loans were not forthcoming, but when he 
convinced some banking interests of the 
earning power ofa combined system serving 
a total of over 500,000 people, it was 
suggested that if he would form TCRT, he 
would then be given a loan. As a result, 
TWIN CITY RAPID TRANSIT COMPANY WAS incor- 
porated on 3 June 1891, under the laws of 
the State of New Jersey, for the purpose of 
acquiring the stock of StPCR and MSR. From 
1 January 1892, StPCR and MSR were operated 
as a consolidated system. 

MAIL SERVICE: This was instituted 1 August 
1891, when twelve cars on 
the Minneapolis-St. Paul interurban line 
were equinped with mail boxes. These were 
similar to the regular street-corner mail 
boxes. Made of sheet iron, they were 
fastened to the street cars on the right 
hand side, so that persons wishing to depo- 
sit letters could do so without boarding 
the cars, but also in a convenient position 
for passengers. (apparently there were 
letter slots on both front and back of the 
box). Each mail-box car carried a flag and 
was appropriately marked U. S. MAIL. 

Boxes were painted the same color as the ca 
car, and were emptied at both ends of the 
run by postal agents. By 189), the service 
had been increased so that all cars in both 
cities were equipped for it. This was dis- 
continued later, and mail boxes removed 
from the cars. Newspapers, packages, and 
pouch mail were carried in the front vesti- 
bules of cars on various lines until 1951. 


EARLY EXPANSION: Twenty cars built by the 
z Northern Car Co. from 
designs furnished by TCRI were put in ser- 
vice on the Minneapolis-St. Paul via Uni- 
versity Ave. line in 1892. While commodi- 
ous and comfortable, they were found to be 
weak in construction, and were soon in the 
shops being rebuilt, after every effort 
had been made to purchase a type of car to 
meet TCRI requirements, two cars were built 
in the company shops in 1898. ‘These proved 
so satisfactory that the home construction 
of mors cars was decided upon, and the manu- 
facturing facilities of the shops increased 
until TCRT soon made all its own rolling 
stock. In 1907, the shops were moved from 
Minneapolis at Nicollet Ave. & 31st St.,° to 
a sixty-acre tract bordered by Snelling, 
University, Pascal, and St. Anthony Avenues. 
in st. Paul. Back in 190), TCRT moved into 
into its new office building in Minneapolis 
at Hennepin Ave. & llth St. This building, 
and the one in St. Paul at 10th & Wabasha, 
also housed a substation each. 

The present power station, on the north 
side of the Mississippi River at 10th Ave. 
S., was placed in operation in December 
1903. Alternating current at 13,200 volts 
is generated by steam turbines and fed to 
the trolley wires at 600 volts DC from local 
substations. Normally the boilers are oil- 
fired, but are arranged for easy conversion 
to burn coal, an emergency supply of the 
latter being stored on the ground outside 
the power station. 

The first line connecting the two cities 
was the present route on University Avenue, 
originally a horse car line. Como-Harriet, 
the second intercity route, was opened from 
Lake Harriet to St. Paul on 1 July 1898. 
The Lake St. crosstown line was opened on 
27 May 1905, and with the completion of a 
new bridgé across the Mississippi River on 
21 May 1906, thru cars were operated with 
the Selby Ave. line in St. Paul, thus pro- 
viding the third route. 

TCRT purchased the St. Louis Park and 
Robbinsdale lines from independent operators 
in December 1906. 
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It may seem unheard of that as late as 
August 1890, steam trains operated on the 
streets of downtown Minneapolis. Yet the 
"Motor Line" played an important part in th 
the early development of the area bounded 
by lth Avenue So. on the east, 26th Street 
on the south, and Lake Calhoun on the west. 
Except for a few farm houses and a cottage 
here and there, that wide territory which 
today is solidly built up, was in 1890 a 
vast plain. However, there were Lakes 
Calhoun and Harriet, which could be made 
into pleasure resorts, and thus prove a sou 
source of revenue. There was Lakewood 
Cemetery, to which people might like to make 
a short temporary visit. A railroad was 
needed to develop these possibilities, so 
on 1 July 1878, the Lyndale Railway was in- 
corporated by Colonel William McCrory and 
Willism B. Hawkes of Columbus, Ohio, and 
Samuel E. Neiler, Robert S. Innes, and 
Judson N. Cross of Minneapolis. Colonel 
McCrory was the president, general manager 
and chief advocate of the road which he 
dreamed might run to Fort Snelling and St. 
Paul, as well as tap all the small towns in 
the western part of the state, and so bring 
them closer to Minneapolis. Within a year 
after the company was organized, the first 
line was opened for business under the name 
MINNEAPOLIS LYNDALE & LAKE CALHOUN RAILWAY. 
Lyndale was the name of Col. McCrory's farm. 

The MOTOR LINE derived its name from the 
fact that the steam locomotives which were 
used for pulling the trains were housed in 
so as to be less objectionable when running 
thru the streets and.less likely to frighten 
horses. The track was laid to three-foot 
gauge. The route left the intersection of 
Nicollet Avenue And First Street, directly 
opposite what was then the Gale Market House. 
There was a short siding between Nicollet & 
First Avenue South, to permit the motor to 
run around the cars after arrival. Leaving 
Nicollet, the track randlong First Street 
to First Avenue South (now Marquette), to 
13th Street, to Nicollet, to 31st Street, 
to Hennepin, then along a curving right of 
way to the east shore of Lake Calhoun at 
34th Street, for a total of ..5 miles. 

There was great rejoicing one summer day 
in 1879 when the first motor train tooted 
its way out First and Nicollet Avenues to 
Lake Calhoun. However, it was a railroad 
built and operated on a shoestring, for 
there was only the flimsiest of financial 
structures supporting the enterprise, and 
the company was frequently only one lap 
ahead of the sheriff. The single track was 
laid with 35-1b iron T-rail. The first 
rolling stock consisted of motors 1 & 2 and 
closed trailers 1 & 2. The passenger cars 
were about the size of the present street 
cars, and seated sixty people on bench-like 
affairs along each side of the car. A coal 
stove in the center furnished heat in the 
winter, and a kerosene lamp at each end, as 
well as kerosene chandliers along the ceiling 
provided illumination. The motors and cars 
were second hand from an eastern railroad. 
The first two motors were weaklings and had 
all they could do to haul one or two cars 
up the steep hill on Nicollet Avenue from 
19th Street to 23rd Street. When the track 
was slippery, trains had a difficult time 
making the grade, and had to be sure of a 
full head of steam before tackling this 
stretch. 

Trains left Bridge Square on their first 
timetable in 1879 every forty-five minutes. 
The inbound trains from Lake Calhoun were 
passed ona siding at Nicollet Avenue and 
eth Street. Each motor pulled a trailer 
of the same number. Running time to Lake 
Calhoun was thirty minutes, Folks were 
supposed to have gone home for the night 
when the last train left town at 10.15 pm 
for Lake Calhoun. Each motor had a combi- 
nation engineer-fireman for a one-man crew, 
while the cars were in charge of a combi- 
nation conductor-brakeman. In later years, 
each car on a train was in charge of one 
man. The trains made flag stops at all 
street intersections, and in bad weather, 
passengers were lucky to make connections 
with a cross-walk on the unpaved streets. 
Since there were no wyes or turntables, the 
motors ran forward to Minneapolis, and back- 
ward to Lake Calhoun. 





One of the tiny steam motors and its passenger trailer is shown here at the 


junction, 3lst & Nicollet, about 1886. 
typical horse car body of that period. 


In March 1879, the Motor Line was given 
the right to build a canal connecting Lakes 
Calhoun and Harriet, and to operate boats 
on those lakes to carry freight and passen- 
gers. The company never availed itself of 
this privilege, however, as it was found 
that Lake Harriet was several feet higher 
than Lake Calhoun. For a short period, tho, 
it did operate a fair-sized passenger steam- 
boat, the HATTIE, on Lake Calhoun. This 
boat made regular trips around the lake, 
but did not meet with any noticeable success, 
and was soon discontinued. One summer 
evening in 1892, the old boat, from which 
the machinery had been removed, was towed 
out into the lake and set afire, several 
thousand persons witnessing the spectacle 
of a ship burning at "sea". 

In February 18681, the name of the road 
was changed to MINNEAPOLIS LYNDALE & MINNE- 
TONKA RAILWAY, under which name it operated 
until April 1887, when it was taken over by 
the Minneapolis Street Railway. 

The route was extended to Lake Harriet 
in 1880, over what is now the trolley car 
right of way. Two new larger motors and 
some old cars were purchased from New York 
and Philadelphia. Seven second-hand open 
cars were also obtained. There were no 
safety appliances of any kind on the cars 
to keep the passengers from falling off, but 
the line carried over one million people in 
its first five years of operation without 
an accident. 

To tap the lucrative Lake Minnetonka 
resort traffic, an extension was built from 
Lake Harriet to Excelsior in 1881. Two new 
standard steam locomotives were purchased, 
and these were named ROBERT S. INNES and 
WILLIAM B. HAWKES in honor of two of the 
company's officers. The fifteen miles of 
new line were completed in short order, and 
the first revenue train over the extension 
was the Westminster Church Sunday School 
picnic special on 15 June 1882. The loco- 
motives pulled the trains from Lake Calhoun 
to Excelsior, while the motors were used 
from downtown Minneapolis to Lake Calhoun. 
The locomotives never showed themselves 
north of the shops at 3lst & Nicollet. The 
original shops had been at Lake Calhoun, as 
part of a tentative plan to erect an office 
building at that location. Such offices as 
the company had during independent operation 
were over the old Northwestern National Bank 
at 1st Avenue S. & Washington Avenue. 


Note the motor's resemblance to the 
ML&M station in background. 


Two daily trains were run to Excelsior 
during the winter months, and six in the 
summer season. Running time was eighty 
minutes one way. Fares were very high for 
that period. From lst Avenue South and 
Washington to 26th Street, the fare was 
five cents; to 3lst Street, ten cents; to 
Lake Calhoun, fifteen cents one way, or 
twenty--five cents round trip; to Lake 
Harriet, twenty cents one way, thirty-five 
cents round trip. The round trip to Excel- 
sior was seventy-five cents in the summer, 
and one dollar in the winter. Turntables 
were installed at Lake Calhoun and Excelsior 
for the locomotives used between those 
points. All the cars were painted a bright 
yellow, while the motors were painted black 
with gold trim. Cars were connected with 
link and pin couplers. There was one 
express & package freight car in service, 
This was painted blue, with the word 
DESPATCH in gold letters on each side. It 
operated to Excelsior from the Milwaukee 
Road connection at 29th Street & Nicollet 
Avenue, but drew very little business, 

Colonel McCrory now thought the time was 
ripe to put an excursion boat on Lake Minne- 
tonka to take care of his Motor Line custo- 
mers. A boat was built to his specifica- 
tions at Dubuque, Iowa, and partially dis- 
mantled for shipment to Excelsior on flat 
cars. Soon reassembled for service, the 
CLYDE was 150 feet long, and was the only 
steel-hulled boat ever launched in Lake 
Minnetonka. Slim and narrow, she resembled 
somewhat the deep-draft boats on the Great 
Lakes. Her upper deck gave her a top-heavy 
appearance, and as she curved and careened 
in the wind, she seemed as if about to cap- 
size. Due to rumors that she was dangerous, 
the CLYDE was soon sold and carted away. 
The Colonel had learned that directing his 
narrow-gauge railway was enough trouble, 
without taking on steamboats and competition 
with the established fleet of Minnetonka 
boats. 

Business grew, and the ML&M Ry bought 
two new engines and two new deluxe cars for 
the Excelsior trains. Frequency of the 
Leake Calhoun trains was increased to every 
twenty minutes. About this time, people 
began vigorously objecting to the smoke and 
noise of the trains on lst Avenue South. 


INTERURBANS 
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Above: A motor and four closed cars near Nicollet Shops, 1889. ; 


Lower Right: Motor, two opens and two closeds near King's 
Pavilion, Lake Calhoun, about 1885. 


Indignation meetings were held, as a result 
of which, ML&M was ordered to stop its 
trains at Washington Avenue instead of lst 
Street and Nicollet Aveme. People then 
soon objected to the switching of trains at 
Washington, so the trains were stopped at 
lth Street, and backed down to Washington. 
That still did not satisfy the objectors, 
so the trains were stopped at 6th Street, 
the motors left there, and each car hauled 
to Washington Avenue by four horses. The 
city council recommended discontinuing steam 
operation within the city, but the railway 
replied that no other suitable form of 
motive power was available. 

A new route had been built out Nicollet 
to 37th Street, east to Hiawatha Avenue, 
then parallel to the CM&StP tracks as far 
as Minnehaha Falls; also a branch on 
Nicollet from 37th to 50th, all in 1885, 
The shops had been moved from Lake Calhoun 
to lst Street & Nicollet, and a roundhouse 
built there. The original route was now 
double track as far as Lake Calhoun. Six 
large new passenger cars were received from 
an eastern builder and put in service. To 
see two or three of these long cars ina 
train running 1st Aveme or Nicollet was to 
witness the last word in passenger equipment 
for those days. The average train had 
started with one car, then grown to two or 
three cars, but many an excursion special 
or the 6.05 "Business Men's Limited" fre- 
quently boasted four or even five cars. 
Then came four other new closed cars built 
by Pullman, surpassing the previous models 
in deluxe fittings and trimmings. More new 
open cars were also purchased, the roster 
reaching a height of fifty-six passenger 

» cars, nine freight cars, and fifteen motors 
or Locomotives. 

In its anxiety to find some means other 

C than steam to get its trains into downtown 
Minneapolis, ML&M tried some Van Doepole 
electric cars to pull the steam coaches be- 
tween Sixth Street and Washington Avemue. 
Apparently because this use of electricity 
was too new to be successful, the operation 
was soon discontinued. 

Charles A. Pillsbury took over the line 
in 1885, but was unable to boost business 
enough to overcome the deficits incurred by 
winter operation, although capacity crowds 
.were carried during good weather in the 
sumer. The route between Lake Harriet and 
Excelsior was abandoned in August 1886, the 
two locomotives being transferred to service 
‘between 31st Street Junction and Minnehaha 
Falls. Purchase of the Motor Line by the 
‘Minneapolis Street Railway became effective 
on 1 April 1887. Gradual electrification 
of MSR's routes replaced the steam motor 
service, ‘The last steam train made its way 
along lst Avenue So. and Nicollet on 
19 August 1890, and the first electric car 
ran on Nicollet to 31st Street on 22 Septem- 
‘ber 1890. Steam’ operation on other portions 
(of the former ML&M routes ceased entirely 
in the summer of 1891. 
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EARLY ELECTRIC LINES 


INTRODUCTION OF ELECTRICITY: In June 1889, 

Archbishop 
Ireland and Thomas Cochran concluded an 
agreement with the St. Paul City Railway Co. 
to build, equip, and operate two electric 
lines, one from 7th and Wabasha out Oakland 
and Grand to Cleveland as an extension of 
the existing horse car line to Victoria and 
Grand, the other from th and Wabasha, out 
th to 7th to Randolph to Cleveland. The 
company agreed to have the road running 

within six months, providing a bonus was 
raised and paid to the company in install- 
ments extending over nine months, the first 
-installment not payable until rails were 
laid. 

When Thomas Lowry was first approaehed, 
he was skeptical as to whether electricity 
had become practical for street railway 
purposes. However, he finally agreed on 
the installation of the Grand Avenue line 
and the Randolph line,, provided the company 
was protected from loss. As neither the 
railway's charter nor any amendment thereto 
gave it the right to employ anything but 
horsepower along the streets of the city, 
an ordinance was introduced at a city coun- 
ceil meeting giving the railway the right to 
use electricity on these two lines and on 
other lines in the city upon which the fore- 
going lines would depend for connections 
with the business centers. 

Meanwhile, half a dozen other corpora- 
tions had applied to build rival and compe- 
ting lines. This precipated a contest 
which threatened to delay the anticipated 
improvements. StPCR gave public notice of 
its intentions to protect the exclusive 
rights it claimed to possess, and at once 
proceeded to lay its rails on 6th Street, 
heretofore’ left unobstructed by common con- 
sent. After much litigation and discussion, 
President Lowry of StPCR sent a letter to 
the Chamber of Commerce, in which he pro- 
posed that that body appoint a committee 
which would confer with proper members of 
the city council and representatives of the 
railway to see if an equitable adjustment 
could be made. 

The foregoing suggestion was acted upon, 
and meetings were held almost daily for a 
month. The city advanced the argument that 
there was a necessity of modifying the 
existing charter and ordinances to make 
them less burdensome to the city and more 
favorable to the demands and needs of the 
public. It was stated that then was the 
proper time to do this, as the corporation 
was asking for a new grant of privilege in 
demanding that it be allowed to employ 
electricity. StPCR said that in asking 
permission to use electricity, that it 
sought only to improve service, and that to 
try to make this an opportunity of abridg- 
ing or destroying the corporation's legal 
and vested rights was unwise and unfair. 
The situation boiled down to the council 
protecting the city's rights, the railway 
claiming its rights were being infringed, 
with the public anxious to withhold any in- 
proper advantage from the railway, but im- 
patient for electric operation. The result 
of the extended discussion was the granting 
to StPCR by unanimous vote of the city 
council the right to operate all of its 
lines by cable, electric, pneumatic, or gas 
power, at the option of the company. This 
ordinance was passed 19 September 1889. 

The Minneapolis City Council reserved 
the right to designate one of the existing 
horse car lines as a route upon which the 
Minneapolis Street Railway Co. should 
experiment with electricity as a motive 
power. When electricity, applied in any 
form upon such experimental line, should be 
proven a success, MSR could be ordered to 
operate in the same manner any other lines 
designated by the council. The company was 
required to post a bond of $25,000, to be 
forfeited in case construction was not com- 
pleted as specified. 

A resolution was passed by the city 
council on 1) September 1889, authorizing 
MSR to string overhead wires on its th Ave. 
So. line from the outer terminus at 3lth St, 
to lst Ave. So. & 3rd St., and requiring 
the operation of this route as a test of 
electricity as a motive power. In accor- 
dance with this resolution, the company pur- 
chased the necessary engines and dynamos 
for generating electric power, rebuilt horse 
cars into electric cars, and let a contract 
to the Thomson-Houston Electric Co. for con- 


verting the th Ave. line from horse car 
operation. This involved tearing up the 
light horse car tracks and replacing them 
with 70-lb T-rail. Poles to support the 
trolley span wires were erected on each 
side of the street. (On later conversions, 
center-pole bracket suspension was used. ) 
The main power house was located on 3rd 
Ave. N. & and St., a large brick building 
adjacent to the horse car barn at that 
point. In order to insure as far as possi- 
ble uninterrupted service, the company con- 
structed a five-foot-diameter tunnel from 
this power house, under 3rd Ave. and the 
railroad tracks, to the Mississippi River, 
thus reserving an ample water supply in 
case of any breakage in the water mains or 
other failure of the city water supply. 
The current was delivered from the the power 
houses to various points along the street 
car routes, by overhead insulated copper 
feeder wires. The original center poles 
with brackets for trolley wire were replaced 
after a few years by poles at the sides of 
the streets with span wire suspension.° 
Cars of most of these lines passed 
around the old Union Station loop, via 
Washington Ave., lst Ave.S., High St., and 
Hennepin Ave. First days of operation for 
Minneapolis lines were:, 


lth Ave. S. 2. Dec. 1889 
Washington Ave. N. 10 sept. 1890 
Minnehaha to Station 21 Sept. 1890 
First Ave. S. 22 Sept. 1890 
Lyndale Ave. S.: 28 Nov. 1890 
8th Ave. Ss. 7 Dec. 1890 
Kenwood 9 Dec. 1890 
University Ave.(to StP) 9 Dec. 1890 
Hawthorn Ave. 10 Dec. 1890 
Western Ave. 25 Jan. 1891 
31st St. to Harriet a May 1891 
Bloomington Ave. 28 May 1891 
Minnehaha Falls 14 June 1891 
University & Oak Sst. 14. June 1891 
6th Ave. MN. 1h, June 1891 
Central Ave. 28 June 1891 
and St. N.E. Aug. 1891 
Hennepin Ave. 13 Aug. 1891 
Bryant Ave. 16 Dec. 1891 
Cedar Ave. 17 Dec. 1891 
Monroe Sst. 19 Dec. 1891 
Plymouth Ave. 31 Dec. 1891 
Bryn Mawr 4 Aug. 1892 


Car bodies and trucks in use at that time 
had been built for the narrow-gauge (316") 
tracks. The change to standard gauge (l.183") 
involved the entire rebuilding of the cars 
and trucks in both cities. It was at first 
thought that the axles on the cars might be 
lengthened and the wheels spread apart so 
as to adapt the cars to standard gauge, but 
this resulted in unsightly and unsatisfac- 
tory cars. Consequently, it was necessary 
to substitute new cars for the narrow-gauge 
type. Cars selected for the lth Ave. line 
were modified horse cars of Pullman's latest 
design, having previously been pulled by 
two horses. The bodies of these cars were 
removed from the horse car trucks and in- 
stalled on heavy four-wheel trucks especial- 
ly designed to recive electric motors. 
FIRST ELECTRIC OPERATION: Reconstruction 
of the th Ave. 
line proceeded rapidly, so that it was ready 
for the first experimental cars on 2), Decem- 
ber 1889. Electric power was furnished 
from an engine and generator located in the 
old Pray Mfg. Co.'s building at 5th Ave. s. 
& Ist St. A few expert motormen were impor- 
ted from the east to operate the first cars 
and to educate the horse car drivers so 
that the maximum number of cars could be 
put in service when the line started regular 
operation. The public interest in this 
first electric line was evidenced by the 
close observation’on the part of all classes 
of people of the progress of construction 
from day to day. They eagerly awaited the 
announcement of the day when the line would 
be opened for regular service. On that 
memorable occasion, crowds of spectators 
lined both sides of the route, and at the 
post office terminus large numbers of people 
were waiting for the opportunity to take 
the first electric car ride. 

Various theories were expressed by the 
public regarding this new motive power. 
Many persons watched with alarm the opera- 
tion of the electric cars as they observed 
fire flying from the wheels and from the 
predictions were freely made that the first 
heavy snow storm would settle the electric 


TWIN _CITY LINES 





railway and put it out of business. Drivers 
were afraid their horses would be killed if 
the animals stepped on the street car 
tracks, and a great many people were afraid 
of the effect of the first lightning storm 
on the cars with their loads of. passengers. 
All of these apprehensive theories have 
since proved to be unfounded. 








(Prom the Daily Papers of Dec. 2h, 1889) 


TTS, 
TH AVE. ELECTRIC LINE IN COMPLETE OPERATION 


OPEN! 


At exactly l, o'clock yesterday afternoon, 
8 new electric cars on the lth Ave. Line 
began to move from 2nd Ave.S. on 3rd St. for 
the first time for the transportation of 
the public. The drivers and conductors, 
with long ulster coats buttoned all the way 
with brass buttons, filled out their chests, 
looked straight ahead and felt even more 
dignified than the passengers aboard, who 
looked out upon their friends standing upon 
the pavement. Ding, ding, ding, round the 
corner and straight out lth Ave. the cars 
swept majestically, while the hundreds of ' 
onlookers prounounced them "Just the thing" 
as they ran along as smooth as is possible 
to be conceived. As the last one turned 
the corner and entered upon its long run, a 
Son of the Emerald Isle thrust his hands in 
his pockets and exclaimed, "Well, yees can 
hang the loikes of me! I've heard of people 
talkin' through the tellmephone, and writin! 
letters on the tellmegraph, but ridin' on 
electricity is too much. They'll find 
McGinty yet!" 

During the remainder of the afternoon 
and evening and up to a late hour last 
night, the cars ran without interuption. 
Each car carried fully as many people during 
the time they ran as a lith Ave. horse car 
did during an entire day. Everybody pro- 
nounced it a grand improvement, especially 
in the matter of time. The electric cars 
made the round trip in 1,8 minutes, while 
the horse cars made it in 6), minutes. ‘The 
run to 16th St. is made in 1), minutes, 
while the horse cars run it in 16. The 
intention is to put on the remaining two 
cars today and from this on out to run on 
scheduled time. % 








EXCERPTS FROM AN 1892 RULEBOOK: Every 
person 
employed by the Company must devote himself 
exclusively to its service and must not 
connect himself directly or indirectly with 
any other trade or other business without ~ 
permission from the officers of the Company. 

At no time shall more than two employees 
ride free on the same car, and should an 
employee find that number on the car, he 
will take the next. 

In collecting fares, Conductor is nottte 
collect several fares or a whole seat before 
ringing them up, but mst register each fare 
promptly as collected. Passengers to be 
waited on as soon as they are comfortably 
located in the car, 

Conductors of open cars will take special 
pains to seat passengers and, when necessary 
get off and point out seats to passengers 
who may desire to ride but think car is 
crowded. 

Employees of this Company are forbidden 
to give any present of any kind to each 
other. Foremen will not accept cigars or 
other presents from employees under their 
supervision. 

On delayed or crowded cars you will not 
be allowed to run by passengers at street 
crossings except on an order from the 
Superintendent of Foreman. 














(The following are excerpts from a street 
railway magazine published in St. Paul) 


March 1891: "It is evident that the various 

railroad companies running 
short line trains between St. Paul and 
Minneapolis are in somewhat of a quandary 
as to what policy to pursue on account of 
the great amount of business being done by 
the interurban electric line, which has 
greatly reduced the business of the above 
companies in the passenger traffic between 
the two cities. As new 30-foot cars are 
being continually added to the electric line 
to meet the demands made upon them it is 
evident that the steam lines will soon find 
their business far below a paying basis and 
be compelled to discontinue all but regular 
through trains." 


April 1891: "TEN TRAINS STOP!" Slowly but 

surely the interurban electric 
cars have been undermining the passenger 
traffic of the short line railroads between 
Minneapolis and St. Paul. The number of 
passengers carried by the short line trains 
has fallen off 50% since the interurban 
cars were started. The Milwaukee (CM&StP) 
has been the greatest sufferer. The inter- 
urban enters into more direct competition 
with that line than with the Great Northern, 
as both the Milwaukee and the interurban 
reach Merriam Park and the more thickly 
settled portions of the Midway district. 
The Great Northern still has the traffic to 
and from st. Anthony Park, Hamline, and 
Como. Shortly after the interurban line 
started, the Milwaukee took off the ticket 
collectors on the short line trains. The 
volume of business had so decreased that 
they were no longer needed. Now it is pro- 
posed to reduce train service. Those trains 
which leave both St. Paul and Minneapolis 
at 7&9 a.m., and 3, 8, & 10 p.m., will be 
discontinued. The Milwaukee has several 
thru trains which will handle part of the 
business formerly allotted to the short 
lines. There will still be a train leaving 
Minneapolis at 3 p.m. & at 7 a.m., and one 
leaving St. Paul for Minneapolis at 3 p.m. 
The time of other thru trains will be e 
changed slightly so as to partially supply 
the loss of the short line trains. 

"Tt is understood that for sometime the 
Milwaukee Road has contemplated a reduction 
of the fare to 25 or 30 cents for a round 
trip between the cities, and the putting on 
of twice as many trains, or rather to have 
the present trains run half-hourly instead 
of hourly. By a reduction of the running 
time to 20 minutes which can be done with 
the powerful engines that have been pur- 
chased during the past year, no additional 
train crews would be needed and the wear 
and tear on the rolling stock would be the 
only considerable increase of expense. The 
reduction in price and running of trains 
half-hourly in addition to quickening the 
time of running, would have doubtless 
greatly increased the popularity of the 
short line, and would have won back much of 
its former patronage. This plan was knocked 
in the head by the agreement with the Great 
Northern, which has not felt the competi- 
tion of the electric line so severely, and 
therefore does not wish to make the change. 
If the line (electric) that is being peti- 
tioned for extensively to run thru the nor- 
thern part of the Midway district is put in, 
the GN will be more ready to concede to the 
demands of the public; so the day of cheap 
fares and quick time between the Twin Cities 
over both short lines (steam) is evidently 
not far distant; as the contemplated reduc- 
tion of the number of trains will doubtless 
prove unsatisfactory and will drive more 
people than ever to the electric line." 


May 1891: "The great convenience which the 
interurban street car service 
has been to the traveling public of Minnea- 
polis and St. Paul, as well as the need for 
‘a similar improvement in the handling of 
light freight, has caused a discussion of 
whether the street car company could not be 
induced to carry freight between the two 
cities. One of the schemes proposed is to 
work the line conjunction with the American 
District Telegraph Company's of the two 
cities. A car could run every hour as a 
trailer to a common passenger street car. 
While it was going around the loop,it could 
discharge its freight upon a wagon while 
another was loading it up with goods. 
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Recognize it? This is Hennepin Ave. back in 1896, complete with center poles and 


single-truck cars. 
no center poles remained in city streets. 


Previous to 1896, the only paving was 
oil-top, old-fashioned untreated ceday 
blocks laid upon pine boards, or granite 
blocks laid on a sand base. after an 
extended period of investigation to decide 
on an improved type of pavement, the city 
councils made contracts in 1896 for the 
paving of the business district streets wit 
with asphalt. TCRT made a vigorous protest 
against the use of this material in or 
adjacent to car tracks, as the life of this 
paving depended on an ‘absolutely rigid 
foundation, and it was not thought possible 
wholly to prevent vibration due to the 
passing of street cars. ‘The rails were 
laid in Portland cement, with welded joints, 
thus making a continuous track. Vehicular 
traffic was kept off the streets for four- 
teen days to allow the concrete to harden. 
This resulted in serious delays to service 
and a consequent loss of business. The 
paving adjacent to the tracks disintegrated 
in two years, and the ensuing repairs con- 
tinued to 1906. To remedy this, the company 
adopted a new method as follows: Six 
inches of crushed rock was thoroughly 
rolled by steam rollers; ties were laid two 
feet apart on this base, then 91-1b rails 
were spiked to the ties. The space between 
the ties was filled with firmly-tamped con- 
crete, and the spaces between all rails 
then paved with granite blocks, held in 
place by cement. This cost twelve dollars 

er running foot of double track, or over 
860, 000 per mile. In 1909, only five per- 
cent of the TCRT mileage in city streets 


The camera was pointed south from Bridge Square. 


After 1908 


remained as it was in 1896, and that was to 
be rebuilt during 1909. 

‘Constant rebuilding has been done thru- 
out the years. The heaviest rail in use at 
the present time is 102 to 11 pounds. 
Switches in the city streets and in carhouse 


“and yard tracks, are of the tongue-and- 


groove type. Railroad-type switches are 
used on PRW track. and in the track depart- 
ment yards at the Snelling shops. Electric 
track switches are used extensively at busy 
points. 

The original trolley wire used was 2/0 
grooved. TCRT was not satisfied with this, 
and between 1922 and 1931, over eighty per- 
cent of the old wire was replaced with new 
3/0 round trolley wire. The latter is used 
exclusively today. 

The first electric lines in both cities 
had both center-pole and span-wire suspen- 
sion for the trolley wire. The lith Ave. 
line in Minneapolis was the first to be en- 
tirely span-wire. Lines built before 1896 
had the center-pole suspension predomina- 
ting, but this was replaced with span-wire 
by 1908. A few short stretches with the 
ornamental center poles remained, such as 
the Como Park prw, and the last two blocks 
of the Minnehaha Falls line. 

Wooden poles were used on all of the 
suburban lines, and on several city lines. 
Most city lines today have the iron poles 
which the company developed and adopted as 
standard. Several experiments were made in 
the use of concrete poles, but they never 
attained wide-spread use, the remaining in- 
stallation being the eight blocks on 50th 
St.-of the Oak-Harriet line. 
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PERSONALITIES: An early-day street rail- 
way magnate, Colonel W. S. King, one of the 
organizers of the ill-fated attempt at in- 
stalling horse cars in Minneapolis in 1873, 
did not lose faith in the project. He was 
&@ newspaperman of the dynamic type who had 
been editor of the State Atlas and then be- 
came one of the founders and principal 
owners of the Minneapolis Journal. Colonel 
King believed the street railway in Minnea- 
polis had a future, and when Thomas Lowry 
came to him with a proposal that they revive 
the project and get the horse cars moving, 
the two joined forces. 

Thomas Lowry was a young man with lots 
of ambition and energy which was channeled 
into two lines. One, in general, was to do 
some worthwhile things for Minneapolis, 
where he had come to make his home eight 
years before. The other, more specific, 
was to evolve some means of transportation 
that would take people out to look at vacant 
lots that he owned at the edge of town, and 
then to take them back and forth to work in 
case they built homes. He had come to 
Minneapolis as a lawyer and practiced law 
at the start, but took on the sale of lots, 
houses, and business blocks as a side line, 
and was more real estate dealer than 
attorney in 1875. 

Minneapolis would have had street car 
lines sooner or later, but it is doubtful 
if they would have developed so rapidly or 
been in operation so early without the 
leadership of Thomas Lowry, a builder as 
well as a master organizer. Mr. Lowry be- 
came vice-president and general manager of 
the Minneapolis Street Railway when it was 
reorganized in 1875. The company was capi- 
talized at $250,000, and it was Mr. Lowry's 
first task to raise the money, which was an 
important sum in those days. He got help 
from the same industrialists of Illion, N.Y. 
who had furnished some of the equipment for 
Minneapolis's first venture into street car 
transportation in 1873. 

Mr. Lowry had never been a financier, 
but he learned fast. He never hesitated to 
borrow all the money he\ could get his hands 
on to extend or improve the street railway 
and buy new equipment for it. He pledged 
his own resources and credit to secure the 
loans, and always saw to it that they were 
repaid. He kept firm control of the early 
operations, but left the details to care- 
‘fully-chosen assistants while he concerned 
himself mainly with the big problems of 
financing, and became president in 1877. 

Incidents abound of the novel but always 
ethical methods he sometimes employed, for 
stories of Lowry's financial maneuvers 
drifted back from the east. One told of 
how Mr. Lowry, discouraged by the obstacles 
‘his little street car system was encoun- 
tering, went to Boston in hopes of selling 
it outright. Banks and financial houses 
were closed when he got there but he wan- 
dered around and found a bookkeeper at work. 
The latter gave hima lesson in finance and 
urged him to issue bonds against the car 
system for $500,000, one-fifth more than 
the price at which he had planned to sell. 
Mr. Lowry caught the idea. His first big- 
scale financial operation proved successful 
and the company was built up gradually to a 
sound basis of capitalization that provided 
emple working funds. 

The incorporation of the Twin City Rapid 
Transit Company to purchase the Minneapolis 
Street Railway and the St. Paul City Rail- 
way was his next venture, which came about 
in 1886. After this great merger, began 
the period of greatest development, lacking 
the color of formative days, but picturesque 
in its work of expanding the traction sys~ 
tem, from one that was still little above 
the one-horse stage, to a great metropolitan 
utility service. This saw the disappear- 
rance of the old horse cars, the shaping of 
plans which never materialized for the in- 
troduction of cable cars, and finally the 
installation of electric cars. The entire 
system was converted to electricity in two 
years, and several new lines built as well. 

After electrification, passenger revenues 
began mounting, and the company started to 
pay off some of the big indebtedness that 
had been piled up by construction of the 
system, followed in ten to fifteen years by 
electrification. But only a short while 
later, TCRT had to face the shock of its 
first great economic depression, the panic 
of 1893. It also encountered its first 
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industry. 





competition from .a new form of transporta- 
tion. This was the bicycle craze, which 
was at its height fram 1893 to 1896. It 
was difficult to give the public an ade- 
quate idea of the extent to which the bi- 
cycles cut into the company's earnings, but 
Thomas Lowry guided the company thru this 
and other crises. Citizens of the Twin 
Cities were saddened by the great builder's 
death on February 1, 1909. A statue of Mr. 
Lowry was erected at the intersection of 
Hennepin and Lyndale Avenues, and a park 
northeast of this spot was named for him. 

The system had been fortunate in that 
its destinies were in the hands of builders, 
men who keenly felt their responsibility 
for supplying transportation as good as 
their means would permit. As a result, 
there is one chapter in the annals of Twin 
City transportation that is different to a 
degree that made its street car service 
stand out in contrast with that of most 
cities. The system was never allowed to 
deteriorate, being agressively maintained 
in line with modern standards all thru the 
lean years. Altho an extensive motor bus 
system was developed, the street car has 
been the big fhing in the company's opera- 
tions. The management never deviated from 
the high standards in street car equipment 
that were established by the early builders. 

Calvin C. Goodrich succeeded Thomas 
Lowry as president in 1909, and served in 
that capacity till his death on December 
21, 1915. He continued his predecessor's 
policies, and did much to coordinate the 
lines in both cities and the suburbs. 

Thomas Lowry's son, Horace Lowry, 
succeeded Mr. Goodrich in 1915, and held 
the presidency until his death in 1931. He 
too, followed the standards set by his 
father and Mr. Goodrich, and under Horace 
Lowry the system reached its high mark, 
operating 1,021 cars over 530 miles of 
track. During this period, TCRT undertook 
its first operation of buses, but only as 
feeders to existing trolley lines. 

T. Julian McGill succeeded Horace Lowry 
in 1931, and remained president until his 
death on October 10, 1936. It was his lot 
to weather the great depression of 1931-33. 
The first major abandonments of trolley 
lines took place, the Lake Minnetonka and 
Stillwater suburban lines succumbing to 
buses. Also the conversion to one-man 
operation was started during his tenure. 

D. J. Strouse succeeded Mr. McGill in 
1936, and probably has had the most diffi- 
cult problems to contend with. . He guided 
the company thru the years of World War II 
and the decline in riding afterward. He 
introduced the PCC car to the Twin Cities 
in 1945, expressing the management's views 
at that time in the following manner: 


Since 1936, these men have directed TCRT: 
long-time official of the company and president from 1936 to 1949 

and the only one of the three to have any knowledge of the transit 
In the center is Charles Green, New York financier, who 
revolutionized TCRT because it didn't pay dividends. 
is Fred Ossanna, lawyer and politician, who directs TCRT today. 
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At left, D. J. Strouse, 


At the right 


"Believing that street cars are and always 
will be the best vehicle of mass transpor- 
tation in areas of dense population, we 
have been working, planning, and digging 
to cut expenses, and at the same time fur- 
nish the best service that our resources 
will permit. We are convinced that the 
street car is as necessary to most people 
as it ever was. The thousands who have to 
ride street cars, and the other thousands 
who prefer to, are entitled to good cars 
and good service, and they are going to 
have them", : 

This outlook was changed in November of 
1949 when Charles Green, a New York stock- 
holder, won control of the company after a 
proxy battle. Prior to his acquisition of 
power, TCRT's profits were being invested 
in new PCC cars and buses and modernization 
of the power plant. Because of this policy, 
no dividends had been paid for many years, 
and it was Green's contention that the 
stockholders should receive some dividends 
and that he could pay these and provide 
good service at the same time. He also said 
that the company would convert all rail 
lines to bus operation by 1958. Upon his 
taking the presidency, the rehabilitation 
of equipment was discontinued, cars there- 
after receiving only paint jobs and neces- 
sary repairs. Service was reduced, the 
main shops were shut down, and track main- 
tenance was cut to a minimum. Much antago- 
nism developed between Green and the city 
councils of both cities regarding methods 
used to reduce service. This caused 
several investigations to be launched into 
the company's affairs, one of which was by 
the Minnesota Railroad & Warehouse Commis- 
sion. Gradually the breach was healed, and 
no further mention was made of bus substi- 
tution until the time when Green stated 
that many street car lines would be retained. 
A split soon developed between Green and 
his legal counsel, Fred A. Ossana, and 
another proxy battle was waged, from which 
Ossana emerged the victor. Ossana intro- — 
duced additional economy measures, and 
further reduced service because of loss of 
patronage. An accelerated conversion plan 
was announced, to be completed by the end 
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The wejl-nigh incredible scrapping of 
one of the world's best electric railway 
systems, that of the Twin City Rapid Tran- 
sit Company, is one of the most sordid 
tales ever unfolded in the nation's press. 

National attention was focused on the 
TCRT situation when Collier's Weekly in 
its September 29, 1951, issue published 
an article by Gordon Schendel entitled, 
"How Mobsters Grabbed a City's Transit 
Line." We recommend your reading this 
article and, although space forbids the 
republishing of it here, a summary of it 
is in order: 

For about 60 years, TCRT had a com- 
pletely unspectacular history until 1948 
when Charles Green, a Wall Street specu- 
lator, chanced upon one of TCRT's annual 
reports. Conservatively managed for many 
years by prominent Twin City business men 
engrossed in their own large businesses, 
TCRT's policy was to use profits to pay 
off its $14,000,000 bonded indebtedness. 
Too, the $40,000,000 corporation with its 
3,000 stockholders was spending millions 
more modernizing its rolling stock; this 
included buying new streetcars.as well as 
new busses. 

Green weighed the company's very strong 
financial position against its dividend 
payment record and decided he had uncover- 
ed a "sleeper." He bought 6,000 shares of 
TCRI stock and sat back awaiting dividends. 

When no dividends appeared, Green sat 
down and wrote a letter to all 3,000 of 
TCRT's stockholders, demanding that they 
join him in ousting President Strouse and 
the directors. Strouse invited Green to 
Minneapolis for a talk, but the meeting 
was a stormy one and Green rushed back to 
New York City determined .to wage a "proxy"! 
fight to gain control. 

Green hired a prominent Twin City law- 
yer, Fred A. Ossanna, to aid him in his 
battle. More letters went out from Green 
to stockholders, and in November, 1949, he 
was successful in obtaining control of the 
company. Green became president, Ossanna 
its legal counsel. 

Green apparently wanted to show natives 
how a big-time New York operator worked; 
he went about this so belligerently and 
such a lack of diplomacy that he amazed 
even his own associates, who included with 
Ossanna some notorious underworld charac-— 
ters of the Twin Cities whose money bought 
them TCRT stock and a voice in its manage- 
ment. Green cut schedules relentlessly-—-- 
forcing thousands of citizens to freeze on 
street corners for long waits during Minn- 
esota's harsh sub-zero winter. He fired 
more than 800 employees---more than 25% of 
the total. personnel. He demanded first a 
15¢ fare, then 17¢. Worse, he completely 
discontinued lines with less patronage 
than he thought could be served profitably. 

Outraged citizen groups besieged the 
State Railroad & Warehouse Commission and 
the newspapers denounced Green, but this 
failed to deter the man. He threatened to 
force a profit out of TCRT even if he had 
to auction off the cars and busses and 
sell the rails for scrap iron. In dead 
earnest he threatened to liquidate the en- 
tire St. Paul operation because of insuff- 
icient profit in it. Finally the State 
Railroad & Warehouse Commission obtained a 
court order temporarily restraining Green 
from abandoning any more lines without a 
hearing. 

About this time, certain members of the 
new board of directors of TCRT decided to 
scuttle Green, whose heavy-handed tactics 
had so alienated the public. However, his 
shares were needed to keep the group in 
power and he was re-elected president in 
March, 1950, at the annual meeting. 

On May 12th, his opposition acted. It 
was announced that Green had been stripped 

’ of his authority to act as company spokes- 
man, and thereafter all official statements 
would come from Ossanna. 

President Green and the ambitious Fred 
Ossanna now clashed repeatedly and bitterly 
over company policies. Green finally sold 
his stock (at an estimated $100,000 profit) 
and Ossanna became head of the company. 

Streetcars had no place in the plans of 
‘either Green or Ossanna, for reasons which 
are obvious. To help cut down the cars, 
who should next appear on the scene but the 
famous (or infamous) B. M. "Barney" Larrick, 
he of the notorious "Let 'em hang on the 
numbers" speech when he was National City 
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Linest hatchet-man in Los Angeles. Barney 
has been in his element ever since, scrap- 
ping streetcars by the hundreds, disposing 
of brand-new PCCs for a song, just to get 
them off the property, and buying fleets 
of diesel busses. 

Green has slunk back to Wall Street and 
has made headlines since by repeating the 
same tactics---but his more recent victims 
include United Cigar-Whelan Stores and 
20th Century-Fox Films. 

Ossanna is in, the saddle at present but 
as Chairman Lindquist of the State Railroad 
& Warehouse Commission warned in his report 
to the governer on March 22, 1951: 

"The activities of this new stockholders! 
group, both before and after taking control, 
give good reason to fear that it may exploit 
the transit company for improper purposes." 





One by one the streetcar lines have been 
abandoned, the car stations closed, and the 
cars scrapped or sold. The company hopes 
to pull down the last trolley in June, 1954 
and such will probably be the case. 

Thereafter, it will be impossible to call 
them the Twin Cities---they'1l be just towns. 
ABANDONMENTS: The Green-Ossanna crowd took 
about four years to undo what 
had taken the Lowrys and Strouse et al some 
sixty years to build. Here is a list of the 


abandonments: 
St. Paul: 
3 Nov 51 --- E. 7th St.-Mahtomedi 
3 May 52 --- Dale Street 
17 May 52 --- Maria Avenue , 
" --- Randolph-Ford"Plant 
" --- Rice Street 
" --- W. 7th-Fort Snelling 
" --- So. St. Paul-Invergrove 
6 Sept 52 --- Payne Avenue 
" --- St. Clair Avenue 
n --- Snelling Avenue 
1 Nov 52 --- Cherokee Heights 
" --- Grand Avenue 
Wu --- Hamline Avenue 
" --- Mississippi Street 
10 July 53 --- Como Avenue 
" --- Selby Avenue 
31 Oct 53 --- University Avenue 
Minneapolis: 
16 Apr 50 --- Broadway 
19 Aug 50 --- Cedar Ave.-28th Ave. So. 
1 Aug 52 --- Ft. Snelling Shuttle 
18 Oct 52 --- Grand Ave. So. 
21 Feb 53 --- Bloomington Avenue 
10 Apr 53 --- N. Washington 
iW --- Cedar-34th Ave. So. 
16 May 53 --- Central Avenue 
10 Jul 53 --- Chicago-Penn-Fremont 
" --- Lake Street 
*15 Dee 53 --- Bryant-Johnson 
" --- Plymouth-E. 25th St. 
u --- Minnehaha Falls-Fort Snell. 
W --- University Avenue 
#1 --- Como-Oak-Harriet 


Jun 54 
" Intercampus 
n --- Nicollet-2nd St. NE.-Monroe 
1 --- Glenwood-4th Ave. So. 
* Tentative date. 










The total cost of conversion was stated 
to be $18,000,000, which includes cost of 
busses, modification of certain stations 
into garages, training programs, and other 


expenses. This figure does not include the 
loss on non-amortized depreciation of such 
items as power houses, track and under- 
ground cable removal. When all rail lines 
are finally abandoned, the loss on power 
stations, cars, track and wire will be at 
least $10,000,000. 

St. Paul approved the use of 51-passen- 
ger busses, which Minneapolis outlawed due 
to its axle-weight limits. Because of 
this, rail abandonments came about rapidly 
in St. Paul. In Minneapolis, TCRT stated 
it would remove six passenger seats from 
the 5l-passenger busses if forced to com- 
ply with the weight limit of 18,000 lbs. 
on the rear axle. The development of the 
air-spring for busses by General Motors 
solved the problem, bringing the big buses 
under the load limit. Thereafter, Minnea- 
polis abandonments resumed. 

Conversion got hung up at the last min- 
ute in October, 1953, when the. Minneapolis 
city council passed an ordinance requiring 
certain payments and guarantees on repaving 
streets; compromises were effected, but 
the four lines scheduled to go on October 
31st were kept in service several weeks 
longer. 

Major operating centers were disposed of 
in equally ruthless fashion: 

Duluth Station was closed May 17, 1952, 
and sold. 

Nicollet Station was closed 10 July 1953 
as a streetcar station; rebuilt to garage 
for busses. 

North Side Station was closed 10 July 
1953 as a streetcar station; rebuilt to 
garage for busses. 

Lake Street Station was closed on 15 
December 1953 (tentative); to be sold. 

Snelling Station continued operating, 
but only with standard cars for the Minn- 
eapolis end of the interurban line, until 
December 15, 1953 (tentative). Its fate: 
26 of the 37 acres will be sold in 1954 to 
become an urban shopping center. 11 acres 
at the Snelling & St. Anthony Aves. corner 
will be kept as St. Paul bus headquarters. 
New trainmen's quarters will be constructed 
there in 1954. 

East Side Station will remain in service 
until approximately June 1, 1954, when it 
is expected that the last streetcar lines 
will be converted. This property will be 
sold. 

The Main Powerhouse has been sold to 
the Northern States Power Company (along 
with three substations) for $1,500,000. 

All other substations, the St. Paul 
office building, rights-of-way, and a bus 
garage in St. Paul have been sold. 





So the pillage of the electric railway 
system of the Twin Cities is just about 
complete. The old cars will run a few 
short months more, then with the turning 
of their last wheel, the final curtain des- 
cends. One cannot help but feel sorry for 
those who must continue to depend upon TCRT 
for their transportation in future years. 
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The subject of Operation may be approached 
from a multitude of directions. In “the ab- 
sence of a better way, we have taken’up TCRT 
operation subject by subject, listing each by 
its own title. 


INTERURBAN (MPLS.-ST. PAUL LINE): 


was built (1890), Minneapolis and St. Paul were 
some distance apart. Between the two cities 
the country was open and the cars ran largely 
on private way. Therefore, the line was known 
as "The Interurban." 
provided at that time, with running time beii 
54 minutes to St. Paul, 51 minutes to Minhéa 
polis. This territory later built up soli 


At the time 
this line 









but the name "Interurban" stuck, being used © § 


even by the company itself. This line along 
University Ave. was always regarded as TCRT!s 
best; it always got the newest cars and many 
other features not used on other lines. Its 
entire length in St. Paul was equipped with 
safety islands. The Interurban was the last 
line to operate in St. Paul, running until 
October 31, 1953. 


DOUBLE TRACK: CRT track mileage was about 
95% double) track. Red & green 
signal lights (with contactors on the trolley 
wire) were provided at each end of single- 
track sections except on the Mahtomedi line 
and the Fort Snelling shuttle. Since the de- 
mise of the Bryn Mawr line in 1939, no local 
route had a long enough stretch of single 
track to require an intermediate siding. 


Practically all TCRT rolling 
‘ stock was single-end, thus 
requiring either wyes or loops to reverse 
direction. The few loops were at W. Broad- 
way & Washburn on the Robbinsdale line, at 
Washington Ave. N. & 42nd Ave. N. on the 
38th & Gamden line, at W. 44th St. & France 
Ave. S. on the Como-Harriet line, at Minne- 
haha Falls, at the Ford Plant, at both ends 
of the Intercampus line, and at Phalen Park. 
Portable crossovers were used when necessary 
due to street or track repairs. Almost all 
switches were of the single-point or paved- 
street type, even in the yards; the few re- 
maining railroad type switches being found 
on the Mahtomedi line, plus one at the end 
of double track on the Hopkins line. 


OWL SERVICE: 
ed on most lines. Principal 


meeting points for owl cars were at 5th & 
Hennepin in Minneapolis and at 7th & Wabasha 
in St. Paul. Running time on the western 
ends of the Glenwood-4th Ave. S. and the’ . 
Plymouth-E. 25th St. lines was sufficiently 
short to permit one owl car to cover both; 
leaving 5th & Hennepin, this car went first 
out Plymouth, then back downtown to lst Ave. 
N., south to 7th St. N., then out the Glen- 
wood line, returning to 5th & Hennepin in 
time for the next lineup. 


STATIONS: Cars were assigned to the various 

stations (car houses) upon deter- 
mination of the General Superintendent of 
TCRT. Each station placed its cars on its 
various tracks according to a definite pat- 
tern. This was so that each car got cleaned 
daily and inspected every other day for wheel 
and brake defects. 

Loaning of cars between stations was rare, 
due to the necessity of changing out the en- 
tire destination sign. Once a car was as- 
signed to a particular station, it tended to 
remain there permanently. 

Some lines were split between two stat- 
ions to cut deadhead mileage. 


SPECIAL EVENTS: CRT early followed the gen- 

eral practise of electric 
railway companies of artificially stimulating 
passenger traffic by constructing large amuse- 
ment parks at remote points on its lines (see 
Minnetonka and Stillwater lines). 

Several bathing beaches were available 
within the city limits of Minneapolis, the 
principal ones being at Lake Calhoun, Lake 
Harriet, and Lake Nocomis. 

The annual Minnesota State Fair was held 
at its own grounds, on the Como-Harriet line. 
During this or any other big event there, 
cars to and from other lines in both cities 
were run over the Como route direct to the 
Fair Grounds. Double loops with storage sid- 
ings enabled TCRT cars to handle enormous 
crowds here. 

Other specials were occasionally operated. 
One was the Swedish Picnic at Minnehaha Falls 


Hourly owl service was provid- 


Seven-minute headway was... 





OPERATION 


when every other Selby-Lake car leaving Lake 
& Hennepin ran through to Minnehaha Falls. 

Band concerts given during the summer at 
ten city parks brought out big crowds, giving 
TCRT cars considerable extra business. 

By 1920 the combination at Lake Harriet of 
concerts, pleasure boating and swimming made 
evening travel so large that a third track 
was constructed on the inbound side of the 
Private Way between Xerxes & Upton Aves.; 
extra cars were stored here evenings to meet 
the late rush about 10:00 PM. This was a 
double-end siding, but during the winter 
months the switch at the west end was removed. 
SELBY TUNNEL: The line over Selby Hill in St. 

Paul was electrified in 1898 
with a counterweight system using old cable 
cars, the regular electric cars being pushed 
uphill and led downhill. The grade on this 
stretch was stated as being 162. y 

In connection with plans to form a new 
intercity route over the Lake St. bridge to 
Minneapolis, it was decided to build a tun— 
nel under Selby Hill. Completed in 1907, 
the tunnel required the removal of 43,200 
cubic yards of earth and 2100 cubic yards of 
rock. It is 1500 feet long on a 7% grade, 
50 feet below the surface at its deepest 
point, 23 feet wide and 15 feet high after 
being lined with reinforced concrete. TCRT 
required motormen to take a minimum of one 


minute and fifty seconds downgrade between 
portals. 


enpme 





Comparison: one of the "big" PCCs 
beside the 299 at 5th & 5th, Mpls. 
CONDUCTORS: Most TCRT lines went one-man in 
the early '30s, but a half dozen 
heavy lines and the Intercampus Special con- 
tinued to use conductors; these were: 


Como-Harriet Two-man till end, 7-10-53 
Oak-Harriet Finally 1-man on 10-25-49 


Intercampus 8till two-man 
Nicollet-2nd Finally 1-man on 7-1-49 
Selby-Lake n m" " 4-4-52 
Chi-Penn-fre " " " 8-6-51 
Interurban | Two-man till end, 10-31-53 


As with other companies, TCRT was faced 
with the problem of aged conductors unable to 
operate one-man cars but not old enough for 
retirement. Como-Harriet and Interurban were 
kept partly two-man for them; as of mid-1953, 
six conductors were left on the Interurban, 
and ten left on Como. 

FREE LINES: Yes, there were lines in the Twin 
Cities which did not charge you 
to ride them. The Fort Snelling Shuttle never 
collected a fare, and Burns Ave. extension to 
the Maria line was similarly untainted by com- 
mercialism. The reason? The Burns Ave. line, 


for instance, was ordered run by the City Coun- 
It took in $3.00 a day, wages were $5 per 


ceil. 


man, hence a two-man crew collecting fares 


would cost TCRT $7 per day---but a one-man crew 


and free rides would cost but $5 per day. So 
the Burns Ave. line witnessed the stimulating 
spectacle on wash-days of mothers putting up 
lunches for their youngsters, putting the kids 
on the car to ride all day---free! 


ST. PAUL LICENSES: 
ordered TCRT to purchase 


annual licenses for all cars operated within 
its city limits. 
ing Minneapolis from following a like course. 
St. Paul charged $25 per car per year, and the 
small metal numbered license plate was affixed 
to the rear bulkhead on the conductor's side. 
Licensed cars were kept within St. Paul aa 
much as practicable; non-licensed cars weren't 
operated inside St. Paul city limits. 


The city of St. Paul early 


TCRT was successful in deter- 


ANTI-STRAPHANGER ORDINANCE: An anti-strap- 

: hanger ordinance 
was enacted in the Twin Cities in 1913 and 
was in effect for several years. It was en- 
acted to stop complaints about overcrowding 
of cars. This ordinance stated that between 
the hours of 5:00-8:30 AM, 11:30-2:00 PM and 
4:30-6:30 PM no more than 84 passengers were 
to be carried on any one car. TORT told its 
conductors that if more than 84 crowded on 
when he announced that the car was full, he 
should obtain the statements of five wit- 
nesses who were not among the ones crowding 
on to absolve himself of blame. 

Sig Severson, a retired TCRT 


REMINISCENCES: 
motorman (now living at 1420 


Jesse St., St. Paul) recalls the days when 
he used to carry convention parties to the 
amusement parks. ‘ 

"Passengers would often leave tips or big 
lunches for the crews on these special occas- 
ions. Often, on Saturday nights, the drunks 
riding home would try to give you a bottle of 
liquor or adrink, but the company's rules 
forbade that. The rulebook also said. that we 
couldn't take home the dead pheasants that 
crashed through the windshield either, but we 
all did. They made the best Sunday dinners 
ever. Pheasants weren't the only things the 
fast cars to Stillwater or Minnetonka killed; 
one motorman had a record of five cows. 

"Automobiles changed all that, though. 
When people started driving in the '20s, I 
knew the lines couldn't last." 

Coming more up to the present time, Fred 
Howarth recalls: 

"For my first assignment after completing 
student training, I drew the head end on a 
Saturday evening Selby-Lake run. As luck 
would have it, an unseasonable (May 12, 1946) 
blizzard had blown into town, and my confi- 
dence was further unbolstered by having a 19- 
year old girl for conductor. However, outside 
of being twenty minutes late the first trip, 
no untoward incidents occurred, and by waking 
short turn-arounds, I was back on time after 
my third trip. 

"On Selby-Lake again several weeks later, 
there was a major tieup in St. Paul because 
of a parade. On this occasion it took me so 
long to get in and out of downtown St. Paul 
that I was a whole one-way trip (55 minutes) 
late, being due out of Hennepin & Lake at the 
time I left 3rd & Wabasha. 

"Working out of Lake Street Station, my 
time was divided among the six lines based 
there: Selby-Lake, Plymouth-E. 25th, Fort 
Snelling, 34th Ave. S.-N. Bryant, 28th Ave. 
S.-Robbinsdale, and Bloomington-Columbia Hts. ‘ 
In general, Plymouth-E. 25th was the easiest 
line on which to make scheduled time, altho 
Bloomington-Columbia Heights had the least 
joint track with other lines." 


DESTINATION SIGNS: CRT was one of the 
few electric railway 
companies not to adopt roof destination 
boxes. It was unique also in that it 
did not designate lines by numbers or 
letters. It was further unique in that 
it used black letters on a white back- 
ground on its standard-car signs; its 
lightweights and PCCs had the usual white 
lettering on black. Not until 1949 did 
some standards receive this type of sign, 

There were two destination signs per 
standard car: at the front of the deck 
roof and at the side of the deck roof 
toward the rear. Each of these signs 
was of the roller type with room for 30 
readings. 

A complete list of destination signs 
in use on TCRT in the years 1919 and 1938 
follows on the next page, designated by 
car stations: North Side (N.S.), East 
Side (E.S.), Lake Street (Lake), Nicollet 
(Nic.), Snelling (Snell.) and Duluth 
(Dul.). In addition, signs used by the 
Stillwater local cars operating out of 
Owen Street Station in Stillwater have 
been included. 

In this tabulation, cars using the 
signs are referred to by motors and/or 
type of service: GE 200 cars are "fast"! 
city cars with GE 200, 213 or 216 motors; 
GE 67, 70 and "local" cars are city cars 
with smaller motors; Tonka, Stillwater 
and "sub." cars refer to the suburban 
ears (1112-1123, 1145-1163, 1255-1265), 
the fastest cars on TCRT. 
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DESTINATION SIGN LIST, MINNEAPOLIS, 10-24-19: 


SIGN CARS 
1. FAIR GROUNDS All cars 
2. CIRCUS GROUNDS Nic. and N.S. cars 
3. BALL GROUNDS Nic. and N.S. cars 
4. CHARTERED All cars 
5. NOT IN SERVICE All cars 
6. TO STATION ONLY Nic. & N. Bey. E.S.Tonka 
7. FOOTBALL FIELD Nic, Lake, E.S. (all) 
8. ri cars 
9. TONKA BAY -S. Tonka & GE 200s 
10. LAKE MINNETONKA E.S. Tonka & GE 200s 
Lake GE 200s, all 
Nic. & N.S. cars 
11. EXCELSIOR LIMITED §.S. Tonka, GE 200s 
12. EXCELSIOR EXCURSION E.S. Tonka & GE 200s 
Lake GE 200s, all 
Nic. & N.S. cars 
13. DEEPHAVEN E.S. Tonka, GE 200s 
14. HOPKINS E.S. Tonka cars 
15. COMO-HOPKINS E.S. GE 200s 
16. LOOP All E.S. cars 
17, COMO TO- MPLS. LOOP E.S. GE 200s 
18, EAST MPLS. STATION £§£,.S. local cars 
19, COMO AVE. TO EUSTIS All E.S. cars 
20. COMO-HARRIET All E.S. cars 
21. OAK-HARRIET All E.S. cars 
22. OAK-XERXES All E.S. cars 
23. LAKE HARRIET All cars except lic- 
~- ensed Lake St. Cars 
24. 15TH & COMO All E.S. cars 
25. HENNEPIN TO LAKE All E.S. cars 
26, CALHOUN BEACH E.§. local cars 
27. ROBBINSDALE-ST. LOUIS E.S. local cars 


28. BRYN MAWR &.8. GE 67-70 cars 
29. KENWOOD-25TH All E.S. cars 
30. MONROE-BRYANT Nic. cars 
31. BRYANT TO 38TH Nic. cars 
32. LYNDALE TO LAKE Nic. cars 
33. GLENWOOD Nic. and N.S. cars 
34. WESTERN-ATH AVE. Nic. cars 
35. WESTERN TO ALDRICH Nic. cars, E.S. 
GE 67-70 cars 
36. ATH AVE. TO LAKE Nic. cars 
37, LOOP Nic. cars 
38, GRAND-JOHNSON Nic. cars, all E.S. 
locals except lic. 
39. NICOLLET TO 54TH Nic. cars 
40. NICOLLET TO 50TH Nic. cars 
41. NICOLLET TO 38TH Nic. cars 
42. NICOLLET TO HIGH Nic. cars 
43. NICOLLET TO 318T Nic. cars, all E.S. 
locals except lic. 
44. 2ND ST. N.E. Nic. cars 
45. 2ND ST. N.E. TO LOWRY Nic. cars 
46.  SELBY-LAKE Lake GE 200 cars 
47. LAKE TO 36TH Lake & Nic. cars 
48. LAKE TO 22ND Lake cars 
49. TO PRIOR Lake licensed cars only 
50. TO SNELLING AVE. Lake licensed cars only 
51. SNELLING-MINNEHAHA Lake GE 200s & N.S. 
52. FORT SNELLING All Lake and E.S. cars 
53. MINNEHAHA FALLS Nic. and E.S. cars 
54. MINNEHAHA-PLYMOUTH All Lake cars 
55. WASHINGTON-RIVERSIDE All Lake cars 
56. FRANKLIN-11TH All Lake cars 
57. RIVERSIDE TO LAKE All Lake cars 
58. LOOP All Lake cars 
59. BLOOMINGTON-CENTRAL All Lake cars & B.S. 
local cars 
60. BLOOMINGTON-COL. HTS. All Lake cars & 
: E.S,. locals 
61, CENTRAL TO 40TH All Lake cars. & E.S. 
locals 
62. BLOOMINGTON TO LAKE All Lake cars & 
: E.S. locals 
63. CEDAR All Lake cars 
64. NOKOMIS-CAMDEN All Lake & N.S. cars 
65. 5OTH-CAMDEN, All Lake & E.S. cars 
66. 38TH-CAMDEN All Lake & E.S. cars 
67. CEDAR TO LAKE All Lake & E.S. cars 
68. N,. LYNDALE TO 51ST All Lake & E.S. cars 
69. WASH. TO N. 24TH N.S. cars 
70. LOOP N.S. cars 
71. CHICAGO- FREMONT N.S. cars 
72. CHICAGO-PENN N.S. cars 
73.  CHICAGO-EMERSON N.S. cars 
74. CHICAGO TO LAKE N.S. cars 
75. BROADWAY-20TH N.S. cars 


INTERCAMPUS SPECIAL E.S. cars 1079-1084 


ST. PAUL LIST, 10-24-19: 
1. FAIR GROUNDS 


All cars 
2. CIRCUS GROUNDS All cars 
3. BALL GROUNDS All Dul. cars 
4. CHARTERED All cars 
5. WOT IN SERVICE All cars 
6. TO STATION ONLY All Dul. cars 
7. FOOTBALL FIELD All Snell. cars 
8. All cars 





9. ST. PAUL-STILLWATER Dul. suburban cars 


10. ST. PAUL-WILDWOOD All Dul. cars & Snell. 
GE 200 cars 
11. HAZEL PARK All Dul. cars 
12. MAHTOMEDI All Dul. cars 
13. WHITE BEAR All Dul. cars 
14. MAHTOMEDI-WHITE BEAR Dul. sub. cars 
15. WILDWOOD Dul. sub.ccars 
16. TO MINNEAPOLIS Snell. GE 70-200 cars 
17. TO MINNEAPOLIS-6TH AVE. Snell. GE 70-200 
18, TO ST. PAUL Snell. GE 70-200 
19. UNIV. TO SNELLING All Snell. cars 
20. CITY LIMITS Snell. GE 70-200 
21. COMO PARK All cars 
22. SELBY an SNELLING Snell. GE 200 cars 
23. TO PRIOR Snell. GE 200 cars 
24. MERRIAM PARK Snell. GE 200 cars 
25. HAMLINE-UNION DEPOT All Snell. cars 
26. GRAND TO SNELLING All Snell. cars 
27. GROVELAND All Snell. cars 
28. LOOP All Snell. cars 
29. PAYNE-PHALEN All Snell. cars 
30. PAYNE All Snell. cars 
31. PAYNE TO DULUTH All Snell. cars 
32. DALE-FOREST All Snell. cars 
33, DALE-PHALEN All Snell. cars 
34. WESTERN-S. ROBERT All Snell. cars 
35. DALE All Snell. cars 
36. RICE-CONCORD Dul. local cars 
37. SOUTH ST. P.-MARIE Dul. locals, Snell. 
GE 67-70 cars 
38. SOUTH ST. P.-6TH Dul. locals & Snell. 
GE 67-70 cars 
39. INVER GROVE Dul. local cars 
40. RICE Dul. local cars 
41. LOOP All Dul. cars 
42. ST. CLAIR TO SNELLING Dul. local cars 
43. ST. CLAIR-HOPE Dul. local cars 
44. SEVENTH-SNELLING All Dul. cars 
45. SEVENTH-RANDOLPH All Dul. cars 
46. SNELLING TO GRAND Dul. locals, all Snell. 
47. SNELLING TO RANDOLPH Dul. locals & all 
Snell. cars 
48. FORT SNELLING All Dul. cars 
49. SEVENTH All Dul. cars 
50. JACKSON-STRYKER Dul. local cars 
51. MISS.-CHEROKEE HTS. Dul. local cars 
52. RONDO-MARIA All Dul. cars 
OWEN ST, STATION DESTINATION SIGNS, 10-24-19: 
1. WILKIN ST. 6. ST. PAUL-STILLWATER 
2. OWEN ST. 7. STATE PRISON 
3. S. STILLWATER 8. BALL GROUNDS 
4. TO STATION ONLY 9. NOT IN SERVICE 
5. UNION DEPOT 10. CHARTERED 


NOTES: There was only one set of readings for 
all cars at Nicollet Station, and only 
one set for all cars at North Side. 


High speed Minnetonka and Stillwater cars 
at East Side and Duluth Stations had special 
sets of signs for the suburban runs, plus a few 
local signs to be used in the winter by such 
cars as lost their high speed motors to the 
snowplows. The Tonka cars always had signs for 
the Kenwood line, and the Stillwater cars had 
signs for Rondo-Maria. 


At Snelling, East Side, and Lake St., there 
were different lists of signs for the faster 
GE 200 motored cars, and for the older, slower 
GE 67 and GE 70 motored cars. At this time in 
1919, the 700s, 800s and about half the 900s 
had GE 67 motors; other 900s, 1000s, 1100s & 
1200s had GE 70s. The suburban cars with GE 
73 motors were 1112-1121, 1145-1163, 1255-1265. 


At Lake St, and East Side, certain readings 
were added to, or omitted from, sign rolls of 
cars with St. Paul licenses. This usually 
applied to fifty or more cars at each station. 


Many cars had readings of lines which did 
not belong to their station, but which were 
used for extras and special service. A part 
of the Grand-Johnson runs belonged to East Side 
but only their older cars had these signs. 


MINNEAPOLIS DESTINATION SIGN LIST, 11-21-38: 


1. FAIR GROUNDS All cars 
2. CHARTERED All cars 
3. NOT IN SERVICE All Gars 
4. EAST MPLS. STATION E.S. cars 
5. LOOP E.S. cars 
6. COMO-HARRIET E.S. cagss 
7. COMO-HARRIET TO 50TH &E.S. cars 
8. COMO-HARRIET TO 54TH  E.S. cars 
9. COMO-HOPKINS E.S. cars 
10. COMO TO MPLS. LOOP E.S. cars 
11. COMO AVE.-TO EUSTIS E.S. cars 


12. 
13. 
14. 
15. 
16. 
17. 
18. 
19. 
20. 
2l. 
22. 


51 
52. 


3. 
OAK-HARRIET E.S. cars 
OAK-XERXES E.S. cars 
LAKE HARRIET All cars 
-HENNEPIN TO LAKE E.S. cars 
E. 25TH STREET Lake & E.S. cars 
BRYANT—JOHNSON Nic. & E.S. cars 
BRYANT TO 38TH Nic. & E,S. cars 
BRYANT TO 56TH Nic. and E.S. car 
BRYANT TO ap eae ale Nic. & E.S. cars 
LYNDALE. TO L. Nic. & E.S. cars 
GLENWOODYV Nic. cars 
4TH AVE. TO 38TH Nic. cars 
4TH AVE. TO 48TH Nic. cars 
GLENWOOD TO ALDRICH Nic. cars 
. 4th AVE. TO LAKE Nic.ccars 
LOOP Nic. cars 
GRAND-MONROE Nic. & E.S. cars 
NICOLLET TO 58TH Nic. cars 
NICOLLET TO 54TH Nic. cars 
NICOLLET TO 48TH Nic. cars 
NICOLLET TO 38TH Nic. cats 
NICOLLET TO 32ND Nic. & E.S. cars 
N. W. TERMINAL Nic. cars 
2ND ‘ST. N.E. Nic. cars 
2ND ST. N.E, TO LOWRY Nic. cars 
SELBY- Nic. cars 
LAKE [0 36TH Nic. & Lake cars 
LAKE TO 22ND Lake cars 
TO PRIOR Lake cars 
TO SNELLING AVE. Lake cars 
FORT SNELLING Lake & N.S. cars 
MINNEHAHA FALLS N.S. cars 
MINNEHAHA-~PLYMOUTH Lake cars 
RIVERSIDE TO LAKE Lake cars 
LOOP Lake cars 
BLOOMINGTON-COL. HTS. Lake & E.S. cars 
BLOOMINGTON-CENTRAL Lake & E.S. cars 
CENTRAL TO 40TH Lake & E,S. cars 
BLOOMINGTON TO LAKE Lake & E.S. cars 
BLOOMINGTON TO 38TH Lake & E.S. cars 
ROBBINSDALE-FRANKLIN E.S. & N.S. cars 
34 AVE. 8.-W, BRYANT Lake & N.S. cars 
38TH-C Lake & N.S. cars 
46TH-CAMDEN Lake & N.S. cars 
28 AVE. S.-N. EMERSON Lake & N.S. cars: 
CEDAR TO 42ND Lake & N.S. cars 
CEDAR TO LAKE Lake & N.S. cars 
N. WASH. TO 26TH N.S. cars 
LOOP N.S. cars 
CHICAGO-FREMONT N.S. cars 
CHICAGO-PENN N.S. cars 
CHICAGO-—EMERSON N.S. cars 
CHICAGO TO LAKE N.S. cars 
BROADWAY N.S. cars 
BRYN MAWR N.S. cars 


INTERCAMPUS SPECIAL E.S. cars 1146- 
1149 


ST. PAUL LIST, 11-21-38: 


1. FAIR GROUNDS All cars 

2. CHARTERED All cars 

3. NOT IN SERVICE All cars 

4. TO STATION ONLY Dul. cars 

5. HAMLINE-STRYKER Snell. cars 

6. TO MINNEAPOLIS Snell. cars 

7. ‘TO MINNEAPOLIS-6TH AVE. Snell. cars 

8. TO ST. PAUL Snell. cars 

9. UNIV. TO SNELLING Snell. cars 
10. CITY LIMITS Snell. cars 
11.. SELBY-LAKE Snell. cars 
12. SELBY TO SNELLING Snell. cars 
13. TO PRIOR Snell. cars 
14. LOOP Snell. cars 
15, GRAND AVE, Snell. cars 
16. GRAND TO SNELLING Snell. cars 
17.  DALE-FOREST All cars 
18. DALE-PHALEN All cars 
19, SNELLING TO RANDOLPH Snell. cars 
20, SNELLING AVE. Snell. cars 
21. SNELLING TO COMO Snell. cars 
22, LOOP Dul. cars 
23. ST. CLAIR-PAYNE All cars 
24. ST. CLAIR TO SNELLING All cars 
25. MISSISSIPPI-CHEROKEE HTS. Dul. cars 
26. MISSISSIPPI TO BURR ST. Dul. cars 
27. RICE-SO. ST. PAUL Dul. cars 
28. SO. ST. PAUL-6TH Dul. cars 
29. SQ. ST. PAUL-INVER GROVE Dull. cars 
30. TO ST. PAUL Dul. cars 
31. SEVENTH Dul. cars 
Sei SEVENTH-SNELLING All cars 
33. FORT SNELLING Dul, cars 
34. HOPE-W. 7-47 AV. Dyul. cars 
35. RONDO-MARIA : Dul. cars 
36. RANDOLPH-HAZEL PARK All cars 
37. HAZEL PARK-NO. ST. PAUL All cars 
38. HAZEL PARK-MAHTOMEDI All cars 
39. HAZEL PARK-WILDWOOD All cars 
40. 7TH ST. TO DULUTH AVE. All cars 
41. RANDOLPH TO CLEVELAND All cars 
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After electrifi- 
cation of the 
St. Paul cable lines, the cable power house 
at E.7th St. & Duluth Ave. was rebuilt into 
an electric car house, never again to be 
used for supplying either cable or electric 
power. The cable power house & car barn at 
Dale Sst. & Selby Ave. was retained until 
the counterweight line on Selby Hill was 
abandoned after construction of the tunnel 
in 1907, when it was replaced by the sub- 
station and car house at Snelling & Univer- 
sity Aves. 

Power for the first trolley operation in 
Minneapolis was furnished by three 80-hp 
compound generators turned by a 250-hp 
engine designed by Russell & Co. of Massil- 
lon, Ohio, with the latest type Hazelton ~ 
"Porcupine" boilers. Electric power for 
the first line in St. Paul was purchased 
from the St. Paul Gas Light Co., which ope- 
rated three 80-hp generators and accompany- 
ing apparatus for the purpose. All electri- 
cal equipment in both cities was installed 
by the Northwest Thomson-Houston Co., of 
St. Paul. ‘The parent Thomson-Houston Co., 
of Lynn, Mass., was one of the predecessors 
of the General Electric Co. 

Coincident with the rapid changeover 
from horse cars to electric cars, three new 
power houses were erected. The first one 
in Minneapolis was built as an addition to 
the car house at 3rd Ave. N. & 2nd St. 
Power apparatus here was composed of steam 
engines totalling 3,000 hp, connected to a 
main-line shaft by a 55-inch-wide leather 
belt, driving sixteen 175-kw (225 hp), 500- 
volt bi-polar Edison Generators. A central 
power house was constructed in St. Paul on 
Hill st. near W.3rd St. Three steam 800-hp 
engines driving twelve 200-hp dynamos were 
in full operation by September 1891. ‘The 
third power house was at 3lst & Nicollet in 
Minneapolis, and supplied power for all 
lines south and east of Washington & Nicol- 
let Aves. 

With the acquisition of the St. Paul & 
White Bear RR, and the extension of that 
line to Stillwater in 1899, the StP&wB 
power house at North St. Paul was abandoned, 
and a steam power house built at Wildwood. 
The coal used there was hauled over the 
trolley company's Mahtomedi branch from 
the Northern Pacific Ry. connection at 
Mehtomedi. A substation housing two rotary 
converters was built at Owen St. in Still- 
water to supply the local lines in that area. 
Substations for the Minnetonka lines were 
erected at 3rd Ave., Hopkins, and at a point 
just east of the docks in Excelsior. 

On 5 December 1896 a contract was made 
with the St. Anthony Falls Water Power Co. 
for the purchasing of power. Construction 
of the Lower Dam Water Power Station was 
started on the north bank of the Mississippi 
River near 10th Ave. S.E. in Minneapolis. 
When completed by the Pillsbury-Washburn 
Co. in December 1897, this plant had a 
capacity of 7,000 kw (10,000 hp) created by 
ten turbines of 1,000 hp each. Current was 
generated at 3,500 volts, and stepped up to 
12,000 volts for transmission to the sub- 
stations, which supplied 600 volts pce for 
trolley wires. Construction of the Lower 
Dam Power Station involved abandonment of 
the old station at 3rd Ave. N. & 2nd St., 
as the latter could not be made to operate 
harmoniously with the new power system. 

It was apparent after a few years that 
the Lower Dam Station could not be relied 
upon for an uninterrupted supply of power, 
and that a large steam station with an ade- 
quate reserve capacity was necessary. This 
led to construction of a new comprehensive 
generating plant, on land adjacent to the 
Lower Dam Station. Placed in operation in 
December 190l,, the Central Power House had 
a building 156 ft. by 255 ft. and 86 ft. 
high, comprised of a brick superstructure 
on a heavy limestone foundation. Generating 
apparatus consisted of three engine and 
turbine units with a maximum capacity of 
27,000 hp (25,000 kw). ‘The coal conveyors 
jand crushers had a capacity of seventy-five 
tons per hour, while the bunkers held 3,000 
tons. Current was generated at 13,200 
volts AC, 35 cycles, for distribution to 
the substations. 

Two office buildings were completed in 
190, each elso housing a substation. Both 
were constructed of pressed brick with 
terra cotta trimmings. Roofs and floors 


POWERHOUSES & SUBSTATIONS: 


POWER HOUSES 
& SUBSTATIONS 


SKETCH SHOWING TWIN CITY LINES ELECTRIC CURRENT 
CHARACTERISTICS AND THE NORMAL CIRCUIT FOLLOWED 
BY THE CURRENT FROM STEAMPLANT TO STREET CAR 


STEAM PLANT 


Power is generated 
at 13,000 volfs, 
35 Cycles A.C. 


SUBSTATION 


13,000 volt A.C. 
energy /s 
converted to 
600 vol? D.C. 





SIDE POLE 


TROLLEY WIRE 
































UNDERGROUND CABLES 


Underground cables transmit 13,000velt 
AC energy to Substations where if is 
converted fo 600 volf DC energy and 
sent thrsugh other underground cables 
to overhead feecers along she sine 
Other underground cables carry the 
current from the rails hock to the 
subsfations 


NOTE : 


600 volt D.C. gous througs freser 
wires along side poles fo the overhead 
trolley wires, pesses through the 
contro//er iato the cas motors then 
to the cor wheels and +o the track rails 
which are bonded. The current thus 
flowing fhreugh the rar/s into the 
underground cables which return tha 
current to the substalion thus 
completing the circuit. 


Mos? power plants today generate 60 cycle current 
Tather than 35 cycle current whichis the frequency 

for which our power plant and substations are designed. 
During the early period of Street railway electrification 
it was considered that 3§ cycle current was better 
surfed for railway use which accoun/s for such variaton 
from the present day standard 60 cycle power 


generetion. 





At the peak of cars operated (1924), about 5,000 streetcar motors were 
dependent upon the power generated and distributed by TCRT's network 


of generating plants and substations. 


were of steel and concrete, making the 
structures entirely fireproof. The Minnea- 
polis building was located at llth St. and 
Hennepin Ave. As originally built, it was 
three stories high, with a floor area of 
150 ft. by 80 ft., and housed the general 
offices plus the Minneapolis operating 
offices. A fourth floor was added a few 
years later. The St. Paul building was 
located at College Ave. and Wabasha St., 
and housed the St. Paul operating depart- 
ment. In 1951, the St. Paul offices were 
moved to the Minneapolis building, with the 
St. Paul structure being offered for rent 
except for the substation. 

Upon completion of the two office buil- 
dings & substations and the Central Power 


“Plant, the old power stations at 3rd Ave. N. 


& 2nd St., and Nicollet Ave. & 31st St., in 
Minneapolis, and at Hill St. near W. 3rd St. 
in St. Paul, were abandoned. The steam 
power house at Wildwood was converted into 
a substation, and a high-tension line built 
to connect with the Central Power Plant in 
Minneapolis. This line extended as far as 
a terminal house alongside the right-of-way 
at Wildwood, from where an underground cable 
continued to the old power house on the 
opposite side of the highway. Another high- 
tension line led from the terminal house to 
the substation at Owen St. in Stillwater. 


(DJ via SM) 


By 1907, power demands required these 
substations in the two cities: In Minnea- 
polis, on Lowry Ave. near Washington Ave.N., 
on Chicago Ave. at Lake St., on 27th Ave. S. 
at 29th St., on Girard Ave. near Lake St., 
and at 2nd Ave. S.E. & th St. S.E.; in st. 
Paul at Hope & E. 7th Sts., on Delos St. 
near Concord St., and in the west end of 
the car house at Snelling & University Aves. 
These were in addition to the ones in the 
two office buildings. A typical substation 
building is 50 ft. square, has monolithic 
concrete foundations, cement-brick walls, 
and a clear height in the machine room of 
23 ft. 6 in. The equipment in each consists 
of two 1500-kw six-phase rotary converters ’ 
six 550-kw air-blast transformers, five re- 
mote-control o11 switches, two air-blast 
reactance coils, motor-driven fans of 
20,000 cubic feet capacity, and a switch- 
board with the usual machine panels, line 
panels and DC panels for ten outgoing 
feeders. Current is recéived from the 
Central Power Plant at 13,200 volts AC over 
duplicate lead-covered underground cables. 
Storage batteries act as regulators during 
extreme load conditions to save engines and 
other machinery from shocks caused by 
sudden fluctuations resulting from a large 
numbers of cars starting at the same time. 


16 ae TWIN CITY LINES 








FARES: Any ride entirely within either the 

city of Minneapolis or St. Paul was 
figured as one zone. A rate of five cents 
per zone was in effect from earliest horse 
car days until 1 August 1921, when it was 
raised to six cents. Tokens were first used 
on 1 August 1925, when the fare was raised 
to eight cents cash or six tokens for forty 
cents. Further increases were put into eff- 
ect as follows: 


26 January 1929 10¢ or six for 45¢ 

6 November 1941 10¢ or six for 50¢ 

8 April 1943 10¢ or six for 45¢ 
14 September 1947 10¢ or five for 45¢ 
13 July 1948 1l¢ or five for 55¢ 
22 October 1949 12¢ or three for 35¢ 
18 July 1950 15¢ or four for 55¢ 
8 May 1952 15¢ or four for 60¢ 
1 January 1953 20¢ or six for $1.00 
30 April 1953 20; 


¢ or five for 90¢ 
The three inter-city lines, University 
Ave., Selby-Lake and Como-Harriet, were all 
two-zone lines, the collection being pay-as- 
enter outbound and pay-as-leave inbound in 
either city. Two other routes existed be- 
tween the two cities: Plymouth-E. 25th St. 
(Mpls.) changing to Randolph-Hazel Park (St. 
Paul) at the Ford Plant---and Fort Snelling 
(from Mpls. Loop) changing to Maria-Fort 
Snelling-47th Ave. at the Fort Snelling wye. 
The latter two lines were thru-routed until 
the end of two-man operation in 1936. 

Fares were collected on the Lake Minne- 
tonka and Stillwater suburban lines on a 
zone basis. A rate of five cents per zone 
was in effect until 1 August 1921, when it 
was increased to six cents. These fares 
were never raised outside the city limits. 
Commutation books were used by regular rid- 
ers, reducing the fare still further. Fare 
zone limits on the suburban lines were as 


follows: (with sample fares) 
ake tonka Stillwater 2 
City Limits 5 City Limits 5 
Blake 10 Silver Lake 10 
Hopkins Wye 15 Mahtomedi 15 
Glen Lake 15 Birchwood 15 
Clear Spgs. 20 White Bear 20 
Tonkawood 20 Leis 20 
Excelsior 25 Stillwater* 25 
Deephaven 25 Stillwater 30 
Tonka Bay 30 So. Still. 35 


*City Limits 


Two Minneapolis city lines of unusual 
' length charged extra fare outside the city 
limits: the Robbinsdale line charged a 3¢ 
extra fee for a thru ride, or 5¢ straight if 
the ride were entirely outside of Mpls.; the 
suburban fare on the St. Louis Park line was 
always 5¢. 
Free transfers were given between all car 
and bus lines in the Twin Cities except the 
Nicollet-Hannepin bus and the University ex- 
press bus. Of these two bus routes, the 
former charged a straight 10¢ fare with no 
tokens, while the latter used ppecial two- 
for-25¢ tokens. 
Two free lines existed: the Ft. 
Shuttle rain free), and the Burns 
_ Shuttle (about ten years). 

The Intercampus line had special student 
tickets, or charged regular token or cash 
fare---but did not accept or issue transfers. 
It also featured the famous IOU forms for 
students who were temporarily financially 
embarrassed. 

Many cities were accustomed to using the 
weekly pass. Minneapolis and St. Paul were 
never accorded that privilege. 

Transfer forms remained practically un- 
Changed from 1913 until 1947. On 1 January 
1947 new, longer transfer forms with some- 
what altered regulations were put into use; 
these lasted only about a year, then were 
replaced by the old-sized forms but the 1947 
changes in privileges and lettering were re- 
tained. 

In common with other cities, Minneapolis- 
St. Paul students received special consider- 
ation in the matter of fares. A student fare 
was in effect for all pupils including public, 
private and parochial up to and including all 
high school grades.. Students riding to and 
from suburban areas paid the regular fare in 
the suburban area 
Hopkins, Mahtomedi, South St. 
student fare in the city. 
1950, the special student 
fers were issued the same as for the adult 
fare. The student fare was in effect with no 
restriction as to hours or day of week. 


Snelling 
Avenue 


Paul) plus the 
Effective July 22, 
fare was 10¢. 


(Robbinsdale, St. Louis Park, 


Trans- 
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"hereby certify that line, date, time, trips and runs as shown above are correct. RUN NO, 
Motorman No. 





‘hereby certify that all information shown above Is correct. 


Conductor No. 





NOTE: When trips are made entirely within either city, the cash and token readings on each trip at terminal nearest Minneapolis-St. Paul city limits must be shown 
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HANDLING OF FARES: It is a far ery from the 
original fare handling. 
System used in the earliest days (which saw 
the conductor stuff the cash into his pocket 
and ring it up on the overhead register) to 
the Johnson fare boxes which were adopted as 
standard equipment on all cars in 1918, co- 
incident to the installation of Pay-as-you- 
enter operation. Johnsons remained supreme 
until the electric fare boxes were brought 
in by the PCCs. Please note, however, that 
the suburban cars (1112-1123, 1145-1163, and 
1255-1265) used fare registers throughout 
their service lives except for 1116, 1117, 
1119, 1257, 1260-1263 which received Johnsons 
for Mahtomedi and White Bear local service. 
Upon completing his day's work, the con- 
ductor noted the fare box reading, subtracted 
from it the reading he had made when going on 
duty, and the difference indicated the amount 
of money he owed the company. Upon arriving 
at his station (car house) he turned in thig 
amount of money to the cashier, 
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Tokens were purchas 


the time of going on duty. 


of his day's work, he 

ing in tokens along wi 

proportion he wished. 
Transfers had to be 


series number noted on 
Upon completing his day 


turned in all transfer 
same on his trip sheet 

On Interurban lines 
were taken each time a 
limits, 1nd transfers 
was necessary because 
two cities were differ 

Following the money 
cashier: 
the various stations d 
Cash and delivered it 
the company in St. Pau 
the case might be. 


armored trucks made the rounds 























ed by the conductor at 

At the conclusion 
had the choice of turn- 
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TWIN CITY LINES I7 
FARES AND FINANCIAL 
the Trin City Rapid Transit Company was Qty COMO-HARRIET-HOPKINS LINE _ care a 


originally incorporated on June 3, 1891, 
in New Jersey. It then controlled through 
stock ownership the Minneapolis Street Ry. 
Co., the St. Paul City Ry. Co., the Minn- 
eapolis & St. Paul Suburban Ry., and the 
Minneapolis Lyndale & Minnetonka Ry. Co. 
In December 1906 the North Side Street Ry. 
Co. was acquired. This brought under TCRT 
control the entire street railway system 
of the Twin Cities. It enjoyed a franchise 
extending until July 1, 1923. 

As of 1907, capital stock authorized was 
$22,000,000 common, $3,000,000 7% cumulat- 
ive preferred; outstanding: $20,100,000 
common, $3,000,000 preferred; par, $100. 
Dividends on common stock: 1899, 1%; 1900, 
3%53 1901, 34%; 1902, 2%; 1903, 5%; and 5% 
for 1904, 1905, 1906 and 1907. Payments 
were quarterly, Feb. 15, on common. Divi- 
dends of 7% per annum paid on preferred. 

On June 20, 1939, TCRT was reincorporat- 
ed under Minnesota laws in a move to avoid 
certain franchise taxes. The new company 
(TCRT of Minnesota) succeeded the old one, 
TCRT of New Jersey. 

From time to time as each city expanded 
extensions were constructed on various of 
the company's lines, the last of these in 
1928. Track mileage reached a peak of 
522.49 in 1930. As of 1928, track mileage 
was broken down as follows: 

Total Miles First Track 266.11 

LF " Second Track 200.18 
" n Special Track 32.83 

Grand Total, All Track 499.12 

Street & Private Way Used 257.49 

TCRT is composed of the foloowing sub- 
sidiaries: 

Minneapolis Street Railway 

St. Paul City Railway 

Minneapolis & St. Paul Suburban RR. 

Minnetonka & White Bear Navigation Co. 

Rapid Transit Real Estate Co. 

Transit Supply Co. 

The company's bonds and preferred stocks 
are listed on the New York Stock Exchange. 

Governmental control is exercised thru 
the Minnesota State Railroad & Warehouse 
Commission. 

Until 1921, the Minneapolis and st. Paul 
city systems were under strict control of 
the city councils of each city, and many 
differences arose. On 29 April 1921, the 
Minnesota State Legislature passed the 
Brooks-Coleman law, which provides that the 
companies are to operate under indeterminate 
permits granted by the State. These permits 
continue in full force and effect unless 
and until the city acquires the property of 
such street railway within the limits of 
said city, or unless terminated or modified 
by the Minnesota Legislature. Under the 
state laws, any city has the power and 
authority to acquire a street railway pro- 
perty within its limits by purchase at a 
value agreed upon between the city and the 
company, or by purchase at a fair value of 
street railway as determined and fixed by 
the State Railroad & Warehouse Commission. 
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I hereby certify that line, date, time, trips and runs as shown above are correct. 


Motorman No.. 


























RUN NO, I hereby certify that all information shown above is correct. 


Conductor No.. 


NOTE: Fare box reading must be totaled whenever car crosses city limits and entered on line parallel to mileage. 
WRITE REMARKS ON BACK 


Under this law the Railroad & Warehouse 
Commission has the exclusive power and 
authority to fix and establish rates of 
fare. It also exercises control over the 
suburban portions outside the city limits. 
The commission is empowered to fix such 
rates as shall be just, fair, and reason- 
able, and sufficient to yield a reasonable 
return on the fair value of the street rail- 
way property. The city councils of each 
city retain control over the operations and 
routings of the street car lines. No 
changes in routes or in schedules can be 
made without permission of the councils. 

The official U.S. Government Bureau of 
Census figures for the Twin Cities are: 


Year Minneapolis St. Paul 

1890 164,738 133,156 

1900 202,718 163,065 

1910 301,408 214,744 

1920 380,582 234,698 

1930 464,356 271,606 

1940 492,370 287,736 5 
1950 521,718 311,349 

The 1950 suburban population was: 

Anoka: 7396 No. St. Paul 4248 
Col. Hts. 8175 Robbinsdale 11,289 
Deephaven 1823 St. L. Park 22,644 
Excelsior 1763 St. St. Paul 15,909 
Hastings e260 Stillwtr. 7674 
ahtomedt 1332 White Bear 3646 


The following list gives income, passengers, miles 
of track in use and car miles operated by years: 


Year Total Income 
1902 $ 3,591,548 


1907 6,020,542 

1912 8,176,323 

1917 10,207,713 199,621,160 
1922 13,659,955 226,543,924 
1927 13,287,480 177,319,024 
1932 9,032,748 113,032,559 
1937 9,078,505 112,769,470 
1940 8,368, 887 104,313,619 
1941 8,601, 466 105,941, 868 
1942 11,439,792 128,924,943 
1943 14,582,121 173,280,097 
1944 15,014,031 185,222,547 
1945 15,752,736 193,739,036 
1946 16,320,684 201,527,022 
1947 16,680,823 198,921,195 
1948 18,971,470 188,408, 206 
1949 18,558,568 165,550,924 
1950 18,267,115 140,441,387 
1951 18,087,611 125,259,681 
1952 16,991,580 112,795,149 


Total Passengers “Track 


Miles 


471.83 
511.81 
476.74 
472.62 
446.30 
445.26 
Ahhe 23 
Addl, 26 
444.38 
444.04 
443.87 
440.84 
424.53 
424.31 
409.99 
392.11 
270.49 


20,773,086 
20,449, 701 
22,073,932 
25,011,641 
26,040, 456 
26,227,170 
26,752,666 
27,092,585 
26,255,677 
24,285,781 
21,921,612 
19,765,192 
14,959,559 
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‘on account of over-payment of fare, 
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The Ossanna management plans to’ spe 
p13,000,000 on new equipment and building 
construction in the 1953-55 period. This 
includes 200 buses costing $4,500,000 in 

31953, 230 more costing bere in 1954, 
98 replacement buses at $2,250,000, two 
ares in Minneapolis in 1953 costing 
641,000----these to be doubled in 1954 at 
an additional cost of $435,900 (Nicollet & 
North Side), a garage at $467,720 and a 
trainments building for $48,900 in St. Paul 
(Snelling), and a short-wave radio system 
or apap ening trouble shoo ven vehicles at 
























 SaEEEIensteetneeetieeeteees 





























































’ 152° AV, . ui 
= ae 2 MINNEAPOLIS 
| ce, he \] 5 
j aa oe : STREET CAR AND BUS SYSTEM 
aw a 5 4O™AVE. : 
) 
j ee eee ' COLUMBIA CONSULT THIS GUIDE FOR ROUTING 
“nam ay, may meee AND LOCATION OF LINES 
: 3) pier rr ee tron ee 
o Ree y 
9 Rega aoe ee 4 STREET CAR LINES 
Ls me cote Se | BUS LINES 
; < 4 am) COLUMBIA areca wcececee 
| 3 z PARK — a CIV LIMITS 
be Figam | 
i pase . ; ’ 
fa | 2] [ass S\ json ae. ¥ | KEY TO NUMBERS 
Hen ees oe 
: zie {eee 3 ae ela moat COMO- HARRIET: HOPKINS 
Pa {2 wi a 1 y 
pent | [2 z u Sees AE: uo z fer re 5 21| eo OAK-HARRIET 
Zy\jE@ LowRY AVE. ~| ole oT Lowry _|__AVE a 2 BRYANT: JOHNSON 
10 ltt pe ee eee en eee See Stet dete ete a A - - «5 
ROBBINSDALE mh B Y 5 Window 38 NICOLLET-2"° ST. N.E. 
242) > a \i\ 4 4) Fd > 3) ae NICOLLET: N.W. TERMINAL 
@ * 3 = 5 2 “3 CHICAGO: PENN 
‘ z s}6 Nae ha = 8 : — CHICAGO- FREMONT 
z 2 Z =} 28 $ z é FT. SNELLING: MINNEHAHA: PLYMOUTH 
3 S, g a oe Pave ne! Sct" ¥ z Z j ST. PAUL: MINNEAPOLIS 
8 gm ave paoway_ 5 s 5 5 | SELBY- LAKE 
Omit (7) 6) 17) apy | BLOOMINGTON- COL. HTS. 
z (NY 36) ! GLENWOOD-4T#AVE, 
$ e SAT AVE.S.- N. BRYANT 
= E o} 
EOE sev ye é | GRAND-MONROE 
Sen Fl COMO___AVE. EAST 257 ST, 
FLOVD OLSON MEM .HIWAY 3) I VAN CLEVE (1) ua 28™*AVE. S.- ROBBINSDALE 
F “(e*RAvEN) Py | 2 BROADWAY CROSSTOWN 
Ba x a 
2 ' 
= GLENWOOD le: 
re?) 
: |. 
iS REL E 
SS cael BUS LINES 
uA = Le ornnot , = @) NICOLLET- HENNEPIN 
- rv] ery - 
Ree one ng 4° . STREET CAR BUSES 
o S 
Sareea oy] ~ | @ S8™ STREET 
&| @é) KENWOOD-ST. LOUIS PARK- RUSSELL NO. 
3| @7) LOWRY AVE. 
2 S! @8) HUMBOLDT AVE. ’ 
3| @3. WEST 397 ST. bg 
i + G0) WEST LAKE ST. 
é Gi) BRYN MAWR 





. 


NY CHICAGO AVE. 
@3) FRANKLIN AVE. 






ST. LOUIS 












' 
’ 
| 
<f LAKEWOOD | 
vet SOS Sf cemetery { 
| z z! \ 
we 4 
2 Z} J uNDALE PARK H 
4 = auf | 
| ed & ry ! 
1 mee LAKE 
uf FS | 
GQ) $} z ‘ 
<i Ss HARRIET 
dood é 
< x45 
LY) He) 
e Pew: so™ : 
2 fe 
e z a MS 
we 
Zz 
Ww. 547 Sug S) 54™sT E. S4"" ST... 
e ’ 
sonst Ae [es 
| DGEWATER 2 Hose: 
$ pe 2l i ST_7 Ty atv. 
‘ 58ST, 58" STrtad, eo eS ' 
| BS oc | 
~~ =] 
=z v aw 
: : ms 88 STREET CAR INFORMATION 
| 8 2 | 
: 





| 
| 
| 
| 
| 
| 
| 
| 
| 
| 
| 


MINNEAPOLIS 


CALL MA 1214 
| MUNICIPAL | INFORMATION DESK 


| 


| 





1916 








“BLOOMINGTON AVENUE 


28 October 1891: From Washington and lst 
Aves. S., via lst Ave. S., lth St., 8th Ave. 
S., 6th St., 10th Ave. S., 7th St., 15th 
Ave. S., Franklin Ave., Bloomington Ave., 
to 32nd st. 


15 July 1894: Thru-routed with PLYMOUTH AV. 
7 August 1905: extended to 3th St. 


10 December 1911: Extended to 38th st. 
16 January 1919: Thru-routed with CENTRAL 
AVE. - COLUMBIA HEIGHTS instead of Plymouth. 


18 October 1920: Rerouted from lth st. and 
and Ave. S. on new track along 2nd Ave. Ss. 
to lst St., to 3rd Ave. S., across new bridge 
over Mississippi River to Central Ave., to 
a junction with old route at East Hennepin. 


15 May 1922: Trackless trolley started 
operation on Bloomington Ave. between 38th 
and 8th Sts. 


22 May 1923: Rails extended to 8th St.; 
trackless trolley discontimued. 
13 September 1928: Extended to 52nd st. 


1 December 1931; One-man owl and evening 


service, 

1 May 1932: One-man Sunday service. 

16 May 1932: One-man except rush hours. 
3:July 1933: All service one-man. 


12 October 1933: Extended to 5th St.; 
52nd st. wye taken up. 


July 19h,9: 


23 August 1952: From Central, via Hennepin, 
lst St., Marquette, 6th St., hth Ave. So., 
Franklin, Bloomington, to 5th. 


2h. September 1952: (Northbound only) Via 
Bloomington, Franklin, th Ave. S., 5th St., 
and Ave. S., lst St., 3rd Ave. S., Central. 


Partial PCC operation begun. 


21 February 1953: Abandoned. 





438 at 54th & Bloomington, 4-20-52, (EHN) 


BROADWAY 


27 June 191: From Broadway and Jackson St. 
N.E., via Broadway, Washington St. N,E., 
13th Ave. N.E., Broadway, to Washington Ave. 


3 January 1923: New line built from Morgan 
and Broadway, via Morgan, 19th Ave. N., to 

Upton Ave. N.. Route extended from Broadway 
and Washington Ave. N. to Upton & 19th Aves. 


10 August 1930: 


16 April 1950: Entire route discontinued. 
Track from Washington Ave. N. to Morgan, 

and from Broadway & Monroe to 13th Ave. N.E. 
& Washington St. N.E. continued in use by 
other lines until 195). 


@ _INTERURBANS 


All service one-man. 


TWIN CITY LINES 





2001 on Broadway Crosstown Line, 1945 (WM) 


BRYANT AVENUE SOUTH 


28 November 1890: From 12th and Hennepin, 
via Hennepin, Lyndale, 28th St., to Hennepin. 


16 December 1891: From 5th and Hennepin, 
via Hennepin, Lyndale, 31st St., Bryant, to 
38th St.; single track beyond 3lst & Bryant. 
Track on 28th St. abandoned. Thru-routed 
with MONROE ST. 


26 August 1893: single track on Bryant ex- 
tended from 38th St. to 6th st. 


1903: Second track laid from 31st to Oth. 
1908: . .. Bryant laid from 0th to 6th. 
1911: ... . Bryant, to 50th Sst. 

1908: Second track laid from 0th to l.6th. 


22 November 1911: .. . Bryant, to 50th. 


18 October 1920: Thru-routed with JOHNSON 
ST. Downtown route changed to Hennepin, 
llth st., lst Ave N., lst St., Hennepin, E. 
Hennepin, 


16 October 1927: 


» « « Bryant, 50th, Penn, 
to Sth. 2 


30 October 1931: 
to 56th. 


Part of service on Bryant 
1 June 1932: One-man owl service. 

26 June 1932: 
19 May 1933: 
2 July 193: 


1 September 193): Downtown route thru via 
Hennepin instead of lst Ave. N. 


One-man Sunday service. 
One-man except rush hours. 


All service one-man. 


December, 1953: 


Abandoned. 





Northbound Bryant-Johnson PCC leaving private 


bridge at Bryant Ave. & Minnehaha Parkway. (JS) 


BRYN MAWR 


10 December 1891: From 12th st. & Hennepin | 
Ave., via 12th, Hawthorne, to Lyndale. 


August 1892: . . . Hawthorne, Aldrich, 
Laurel, Irving, to Oliver; single track be- 
yond Irving. 


189): Thru-routed with COMO AVE. line. 
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MINNEAPOLIS ROUTES DESCRIPTION 


1895: Thru-routed wits OAK ST. instead of 
Como Ave. 


1901: One. track abandoned between Colfax 
and Irving. 
4 May 1906: ‘Thru-routed with 8TH ST. S.E. 


Part of service via Hennepin, 6th St., 1st 
Ave. N., 5th St., Hennepin, then same as 
inbound. 


15 January 1907: Loop route for part of 
service changed to Hennepin, 3rd St., lst 
Ave. N., wye and return same. 


2 May +910: Loop route of 1906 resumed. 
31 July 1912: 
discontinued. 
of 1910. . 


8th St. S.E, thru-routing 
All service via loop route 


15 November 1928: Extended on Laurel fram 
Oliver to Upton, all single track. 

10 August 1930: 
29 June 1939: 


All service one-man. 


Abandoned. 





2011 at end of Bryn Mawr line, Laurel & 


Upton, in 1938. (SM) 


CEDAR AVENUE - 28TH AVENUE SOUTH 


27 September 1913: From Washington and 
Hennepin, via Washington, Cedar, 35th st., 
23rd Ave. S., 38th St., 28th Ave. S., to 
50th St.; single track south of 2nd st. 
Thru-routed with Washington Ave. N. as 
LAKE NOKOMIS-CAMDEN line. 


13 June 1914: Single track built on Cedar 
from 35th st. to 2nd st. Shuttle service. 


25 October 191): Single track built on 
50th st. between 28th Ave. S. & 3 thave. Ss. 


1 November 1916: CEDAR AVE. shuttle service 
discontinued; thru service operated from 
Cedar & 2nd, via Cedar, Washington, lth 
Ave. S., 3rd St., 2nd Ave. N., Washington, 
Cedar, to lend st. 


6 July 1918: Downtown service of 1916 dis- 
continued; Shuttle service operated on 
Cedar between Lake St. and 2nd Sst. 


1920 (only): Part of 28th Ave. Ss. service 
thru-routed with PENN AVE. N. 


16 June 1921: Single track extended on 
Cedar from ),2nd to 50th St.; second track 
laid from 35th to 2nd st. 


20 October 1921: Part of 28th Ave. S. ser- 
vice thru-routed with N. EMERSON as CEDAR- 
EMERSON line; from 50th St. & 3)jth Ave. s., 
via 50th St., 28th Ave. S., 38th St., 23rd 
Ave. S.; 35th St., Cedar, Franklin, lth Ave. 
S., 5th St., lst Ave. N., Washington, Broad- 
way, Emerson Ave. N. 33rd Ave. N., Fremont 
Ave. N., to 36th Ave. N. 


1925: Shuttle line extended from Cedar and 
50th, via Cedar, 52nd, to Bloomington. 


28 November 1926: Shuttle service replaced 
by thru service with downtown route of 1916. 
28th Ave. S. line abandoned on 50th st. be- 
tween 3th Ave. S. and 28th Ave. S. New 
track laid on lend St. from Cedar Ave. to 
28th Ave. S. Service north of 2nd St. re- 
placed by 3TH AVE. S. - N. BRYANT line. 
Route then from 5th and Hennepin, via 5th, 
hth Ave. S., Franklin, Cedar, 2nd st., 


TWIN CITY LINES 





20 
(CEDAR AVE.-28TH AVE. SOUTH (Cont.) 
All service 


28th Ave. S., to 50th st. 
designated 26TH AVE. S$. - N. EMERSON line. 
Route north of Hennepin as of 20 Oct. 1921. 


1 December 1926: CEDAR AVE. service from 
Sth St. and 5th Ave. N., via Sth "t., lth 
Ave. S., Franklin, Cedar, 52nd St., to 
Bloomington Ave. 


13 Sept. 1928: CEDAR AVE. line abandoned 
between 50th & Cedar and 52nd & Bloomington. 


2 Jamary 1929: All CEDAR AVE. service by 
shuttle car, 2nd St. to 50th St. 


30 November 1929: 28TH AVE. S. line exten- 
ded from 50th to 56th st. 


18 May 1930: 
Ave. shuttle. 


16 April 1932: One-man service on 28TH AVE. 
8., except rush hours. 


1 June 1933: 
one-man cars. 


One-man operation for CEDAR 


All 28TH AVE. S. service by 


17 September 1933: 
abandoned. 


CEDAR AVE. shuttle line 


29 November 19.0: Most of 28th AVE. S. 
service thru-routed with ROBBINSDALE, some 
rush hour trips continuing to operate as 
28TH AVE. S. - N. EMERSON. 


10 July 19.8: Robbinsdale line abandoned. 
28TH AVE. S. line terminated at Sth Ave. N. 
and 5th st. downtown. 


19 August 1950: Abandoned on 28th Ave. S,, 


on Cedar from Lake St. to Franklin, and on 
Franklin from Cedar to Bloomington. 
Remainder combined with part of 3l,TH AVE. Ss. 
line to form new route, using "3lTH AVE. Ss." 
signs (see 3)\TH AVE. S. for details). 





1220 at 50th St. & 28th Ave. So., 1950. (EH 


CEDAR AVENUE - TH AVENUE SOUTH 
17 December 1891: From High St. loop via 
Hennepin, Washington, Cedar, to 34th st. 


189): From 1st Ave. N. and Washington, via 
ist Ave. N., 3rd St., hth Ave. S., Washing- 
ton, Cedar, to 34th St. Thru-routed with 
Emerson Ave. N. as CEDAR & EMERSON line. 


18 May 1907: Rerouted thru on Washington 
between lst Ave. N. and lth Ave. s. 


25 June 1910: Thru-routed with washington 
Ave. N. as CEDAR & CAMDEN line. , 


12 November 1912: .. . Cedar, 35th st., 
23rd Ave. S., 38th St., to 28th Ave. s. 


27 September 1913: 
Ave. S., to 50th st. 
NOKOMIS-CAMDIEN line. 


- « « 38th st., 28th 
Designated LAKE 


20 October 1921: (See CEDAR AVE. - 28TH 
AVE. S. for route of CEDAR-EMERSON service. ) 
28 November 1926: .. . 28th Ave. 8., 42nd 
St., 3hth Ave. S., to Sith st. Designated 
3W.TH AVE. S. - N. BRYANT line, 


. April 1932: 
16 June 1932: 


One-man middays and evenings. 


One-man Sunday service. 


CEDAR AVE.-34TH AVE. SQ. (Cont.) 


19 June 1933: 
2 August 194.7: N. Bryant extension aban- 


doned; line redesignated 3TH AVE. S. - 
N. WASHINGTON 


All service one-man. 


19 August 1950: Abandoned on 35th Sst., 
23rd Ave. S., 38th St., and 28th Ave. S. 
New route from 5th St. & 5th Ave. N., via 
Sth St., kth Ave. S., Franklin, Bloomington, 
Lake, Cedar, 2nd st., 3th Ave. S., to 
Sth st., 


10 April 1953: Abandoned. 


(See CEDAR AVE. - 28TH AVE. S. for details 
of 28th Ave. S. service after 1913.) 





1583 at 24th & Washington on 8-18-50; 
in service on 34th Ave. So.-N. Washington. 


CENTRAL AVENUE - COLUMBIA HEIGHTS 


28 June 1891: From Hennepin Ave. & lst St., 
via E. Hennepin, Central, to 29th Ave. N.E. 
Thru-routed with LAKE HARRIET. 


2 November 1892: ‘Thru-routed with 8TH AVE. 
S. instead of Lake Harriet. 


29 August 1893: Extended on Central from 
29th Ave. N.E. to Oth Ave. N.E,, single 
track. 


1904: Second track laid from 29th Ave. N.E. 
to Oth Ave. N.E. 


14. November 1906: Extended on 0th Ave.N.E. 
from Central Ave. to 5th St. N.E. (Columbia 
Heights), single track. 


25 June 1910: Thru-routed with Nicollet av. 
as WASHBURN PARK - COLUMBIA HEIGHTS line. 


16 January 1919: Thru-routed with Blooming- 
ton Ave. as BLOOMINGTON - COLUMBIA HEIGHTS. 


18 october 1920: From 2nd Ave S. and lth st, 
via 2nd Ave. S., lst St., 3rd Ave. S., 
Central, Oth Ave. N.E., to Sth St. N.E. 


1 December 1931: 
service. 


One-man evening and owl 


16 May 1932: 
3 July 1933: 


30 June 193): Wye at Oth & Central moved 
to Oth & Van Buren. 


6 July 1949: PCCs operated on some runs 
originating at East Side Station. 


16 July 1951: Abandoned on Oth Ave. N.E. 
from Van Buren Ave. to 5th St. N.E. 


28 July 1951: Abandoned from 37th & Central 
to 0th & Van Buren. 


23. August 1952: From Bloomington & 5th st, 
via Bloomington, Franklin, th Ave. S., 6th 
St., Marquette, lst St., Hennepin, Central, 
to 37th Ave. N.E. 


One-man except rush hours. 


All service by one-man cars. 


25 September 1952: 
yth Ave. S., 5 
3rd Ave. S.; 


16 May 1953: 


(Northbound only)... 
th st., 2nd Ave. S., lst St., 
Central, to 37th Ave. N.E. 


Abandoned. 


INTERURBANS 








Columbia Hts. car 1680 at 5th St. NE wye 
in Columbia Hts., 9-21-50. (JS) 


CHICAGO AVENUE 


7 December 1890: From lst Ave. S. & High 
St., via High St., Hennepin, 6th St., 8th 
Ave. S., Chicago, to 35th St. 


1892: Thru-routed with CENTRAL AVE. 


3 October 190): . . . Chicago, to 6th St., 
single track. 

2 May 1906: Northbound via 6th St., 2nd 
Ave. S., Washington, Hennepin; southbound 
via Hennepin, 5th St., 2nd Ave. S., 6th St., 


8 May 1906: Downtown loop for tripper 
service, 6th St., lst Ave. N., 3rd St., 
Hennepin, 6th st. 


25 June 1910: ‘Thru-routed with N. EMERSON 
and N, PENN lines via 6th St., lst 4ve. N. 


1911: Second track laid on Chicago from 
35th to 6th sts. 


27 June 1912: N. Emerson service estended 
to 2nd & Fremont Aves. N. Designated as 
8TH AVE. S. & FREMONT line. 

1914: 8th Ave. S. renamed Chicago Ave. 
south of 9th st., line redesignated CHICAGO- 
FREMONT and CHICAGO-PENN. 

1 December 1920: From 7th St. and 2nd Ave. 
N., via 2nd Ave. N., 8th St., 2nd Ave. S., 
6th st., 8th Ave. S., Chicago, to l6th st. 
11 September. 1922; .. . Chicago, to 8th. 
22 January 1928: .. . Chicago, to 5lith st. 
1 June 1932: One-man owl service. 
26 June 1932: 
14. May 193k: 


2 January 19,8: 


One-man Sunday service. 
One-man evening. service. 
All service one-man. 


13 September 1952: (Northbound only)... 
6th st., 1st Ave. N., 8th St., ... 


10 July 1953: 


Abandoned. 





Two-man car 1376 at Chicago & 54th St. E.; 
in service on Chicago-Penn line, 1946. (WM) 





eee SSS SS SSS 
TWIN CITY LINES 21 
rr 


COMO AVENUE EAST 25TH STREET (Continued) EMERSON & FREMONT AVES. NORTH (Continued) 
14 June 1891: From Hennepin Ave. & lst St. bridge over Mississippi River, to the Ford 1 June 1932: CHICAGO-FREMONT owls one-man. 


via E. Hennepin, lth St. S.E., 15th Ave. 
S.E., to Como Ave. 


189): Thru-routed with BRYN MAWR. 


1 July 1898: .. . 15th Ave. S.E., Como 
Ave., to city limits (thru service to St. 
Paul). 


1902: Thru-routed with KENWOOD PARK. 
Part of service thru-routed with HENNEPIN 
Ave. to LAKE HARRIET. 


1905: Kenwood Park thru-routing discontin- 
ued. 


16 June 1906: 
thru from St. 


kh. April 1952; 
1 October 1952: 


10 July 1953: Como Ave. in St. Paul aban- 
doned, except that Minneapolis cars ran to 
Eustis St. wye (Inter-Campus line junction), 
three blocks inside St. Paul, Track from 
Eustis St. to the State Fair Grounds was 
not permanently removed from service until 
after State Fair Week, 5-13 September 1953, 
when special thru service was operated. 


Part of service operated 
Paul to Hopkins, 


All service one-man, 


Partial PCC service begun. 





Gate car 1276 on Hennepin Ave. at CBkQ 
Station at rush hour. 1948. (JS) 


EAST 25TH STREET 


28 November 1912; From Minnehaha and Cedar 
Aves., via Minnehaha, E. 25th St., to 36th 
Ave. S., single track. Service by a double- 
end shuttle car. 


25 September 1914: Route of 1912:double- 
tracked. New line built from 36th Ave. s. 
and Lake St., via 36th Ave. S., 3th St., » 
h2nd Ave. §., to ist St., shuttle service, 
designated 2ND AVE. S. line. 


31 October 191); In via Washington, th Av 
Ave. S., 3rd St., lst Ave, N., Washington, 
2nd Ave. N., out via 3rd St., kth Ave. s., 
Washington, Cedar, Minnehaha, 25th St., to 
36th Ave. S.3 E. 25th St. shuttle service 
discontinued. 


1 September 1918; Part of E. 25th st. ser- 
vice thru-routed with KENWOOD, 


1 December 1920; Kenwood thru-routing dis- 
continued. E. 25th st. service divided 
among N. Emerson, W. Broadway, and Camden 
lines for thru-routing. 


25 September 1921: 2nd Ave. S. line exten- 
ded on lst St., 6th Ave. S., to 6th st., 
single track. 


20 October 1921: Kenwood service resumed; 
thru-routings of 1920 discontinued. 


19 November 1923: E. 25th st. line exten- 
ded on 36th Ave. S. to Lake St. 2nd ave. 
S. line still operated separately. 


192: Second track laid from 36th Ave. S. 
and Lake st. to 2nd Ave. S. and list St. 
KENWOOD-E, 25TH ST, cars run thru to 6th 
Ave. S. and 6th st. 


¢ 
2 December 1927: Second track laid on hist 
St. and 6th ave. S. to 6th St.; new line 
built from 6th st., across new highway 








Plant. : 


1 December 1931: 
service. 


One-man evening and owl 


15 February 1932: 
19 June 1933: 


27 August 1938; Kenwood line abandoned. 
E. 25th st. cars via Washington, 5th Ave. s, 
Sth St., to Sth Ave. N. 


15 June 1939: Part of service thru-routed 
with SIXTH AVE. N., via Sth St., 6th Ave. N, 
to Russell Ave. N. 


One-man except rush hours, 


All service one-man. 


16 February 1946: All service thru-routed 
with PLYMOUTH AVE., via 5th St., lst Ave.N., 
Washington, Plymouth, to Sheridan. 


December, 1953: Abandoned. 





At left, 1747 on Plymouth-E. 25th line; 
at right, 1490 on Randolph-Hazel Park 


line; at Ford Plant loop, 1952. (EAN) 


EMERSON and FREMONT AVENUES NORTH 


17 December 1891: From Washington & lst 
Ave. S., via Washington, Broadway, Emerson 
Ave. N., to 32nd Ave. N., single track 
north of Broadway & Emerson. 


1893: Second track on Emerson from Broad- 
way to 26th Ave. N. 


1894: Thru-routed with CEDAR AVE. 


1902: Double-tracked from 26th to 29th 
Aves. N. 


19 May 1907: Extended from Emerson & 32nd 
Aves. N., via Emerson, 33rd Ave. N., 
Fremont, to 36th Ave. N., single track. 
Double track extended to 32nd Ave. N. 


25 June 1910: Thru-routed with Chicago Ave. 
as CHICAGO-FREMONT line. 


27 June 1912: From 8th & Marquette, via 
8th st., lst Ave. N., Washington, Broadway, 
Emerson, 33rd Ave. N., Fremont, to 2nd 
Ave. N. 

28 June 1914: . . . Fremont, to th Ave.N. 
1 December 1920: New line built from Broad- 
way, south on Emerson, 7th St,, to 3rd Ave. 
N. Route then from 6th st. & 2nd Ave. S., 
via 2nd Ave. S., 8th St., 2nd Ave. N., 7th 
St., Emerson, ... 
13 December 1920: Part of service thru- 
routed with E. 25TH ST., from 36th and 
Fremont Aves. N., via Fremont, 33rd Ave. Ne, 
Emerson, Broadway, Washington, Cedar, 
Minnehaha, E. 25th St., to 36th Ave. S. 


20 October 1921: E. 25th St. service re- 
placed by resumption of CEDAR EMERSON line. 


15 January 1926: CHICAGO-FREMONT extended 
on lth Ave. N. from Fremont to Oliver. 


28 November 1926: Cedar-Emerson service 
redesignated 28TH AVE. S. - N. EMERSON. 


16 April 1932: 28TH AVE. S.-N. EMERSON 
service one-man except rush hours. 


INTERURBANS 


26 June 1932: One-man Sunday service. 


1 June 1933: 28TH AVE. S. - N. EMERSON 
service all one-man. 


14 May 193): 


29 November 190: 28TH AVE. S.-N. EMERSON 
reduced to rush hours only. 


One-man evening service. 


2 January 1950: CHICAGO-FREMONT service 
one-man except rush hours. 


19 August 1950: All 28TH AVE. s. - 
N. EMERSON service discontimied. 


1 august 1951: 


17 May 1952: Abandoned from 36th & Fremont 
to kth & Oliver. 


10 July 1953: Abandoned, except for once- 
a-week franchise car. 


All service one-man. 





a 
1583 southbound at 37th & Fremont, 


July 25, 1951. (EHN) 
FO. NG SHU 


(See MINNEHAHA FALLS - FORT SNELLING ) 


FOURTH AVENUE SOUTH 


24. December 1889: From lth and Washington 
Aves. S., via th Ave., to 3th st, 


1890: 


1891: From 3rd st. & Marquette, via 3rd 
St., th Ave. S., to 38th St. 


« « » Wth Ave. S., to 38th st. 


1892: From Washington & 6th Aves. N., via 
Washington, end Ave. N., 3rd St., th Ave. 
S., to 38th St. Part of service from lst 
Ave. N. & Washington, via lst Ave. N., to 
3rd St., kth Ave. S., to 38th st, 


1897; From 5th St. and Sth Ave. N., via 
Sth st., th Ave. S., to 38th St., 


2 May 1910: Part of service from 5th Sst. & 
lst Ave. N. 
1 July 1919: Thru-routed with WESTERN AVE., 


from Western & Xerxes, via Western, lst Ave. 
N., 5th st., th Ave. S. to 38th Sst. 


1 December 1920: .. . 1st Ave. N., 6th st, 
th Ave. S., to 38th st. 


1921: Trailer operation begun. F 
September 1923: .. . lth Ave. §S., to 

8th St. 

3 November 1931: One-man evening and ‘owl 

service. 

1 May 1932: Ome-man Sunday service. 


16 May 1932: 

23 April 193k: 
1935: 
6 August 1947: 


One-man except rusk hours, 
All service one-man. 
Trailer operation discontimed. 


PCC operation begun. 


22 i Se ee 


TWIN CITY LINES 


a 


FRANKLIN AVENUE - 11TH STREET GRAND AVENUE SOUTH (Continued) 
16 March 1932; 
9 duly 193: 


21 September 192: .. . Marquette, lst 
St., E. Hennepin, Central, ... 


July 1949: 
18 October 1952: 


31 October 1914: From llth St. & Hennepin, 
via llth St., th Ave. S., Franklin, to 
27th Ave. S. Thru-routed with FORT SNELLING. 


17 December 1916: Part of service via 
Franklin to Mississippi River at 32nd Ave.s. 


One-man except rush hours. 


All service one-man. 


19 October 1921: 
discontinued. 


Fort Snelling thru-routing Partial PCC begun. 


Abandoned. 
13 December 192): Extended across Missis- 

sippi River, via 27th Ave. S.E., to a con- 

nection with Oak St. line at Yale Ave. wye. ‘ 

10 August 1930: 
18 May 1935: Thru-routed with ROBBINSDALE. 


29 November 190: 


All service one-man. 


Abandoned. 





424 at 48th & Grand, 8-24-52. 
in a lot in middle of block. 


The line wyed 
(EEN) 


JOHNSON STREET 





20 November 1899: From 8th St. S.E. and 
Central Ave., via 8th St. S.E., to lth Ave. 
S.E., single track. 


#1, in service on Franklin Ave. line, 
at llth & Hawthorne, 6-13-33. (MAN) 


GLENWOOD AVENUE 
25 Jamary 1891: 


1902: Thru-routed with KENWOOD line, via 
Hennepin Ave. 





From 7th & Hennepin, via 


ae Western Ave., to Penn Ave., single 1904: Second track built on route of 1899. 
1906: Thru-routed with BRYN MAWR. 
h. August 1891: ‘Thru-routed with 2ND ST.N.E. 
8 November 1911: Separate line built from 
2 June 1916: . .. Western Ave., to Glen- 18th Ave. N.E, & Central, via 18th, Johnson, 


wood Park just west of Xerxes Ave. to 28th Ave. N.E., single track. Shuttle 


1 July 1919: service only. 
1927: 


(See 4TH AVE. S. for dates of one-man and 
PCC. operation. ) 


Thru-routed with TH AVE. Ss. 

31 July 1912: Abandoned on 8th St. S.E., 
from 10th Ave. S.E. to llth Ave. S.E., and 
on 18th Ave. N.E. New track laid on 10th 
Ave. S.E. Route then from Hennepin Ave. & 
lst St., via E. Hennepin, 8th St. S.E., 
10th Ave. S.E., Johnson, to 29th Ave. N.E. 
Thru-routed as KENWOOD-JOHNSON line. 


Western Ave. renamed GLENWOOD AVE. 


1 September 1918: ‘Thru-routed with GRAND 
AVE. S. instead of Kenwood. 


-18 October 1920: ‘Thru-routed with BRYANT 
AVE. S. instead of Grand Ave. 


1 November 1923: Extended on Johnson St. 
from 29th to 33rd Aves. N.E., single track. 


1924: Second track laid on Johnson between 
29th and 33rd Aves. N.E. 





1 June 1932: One-man owl service. 


PCC 383 at Wirth Park end of Glenwood- 
4th Ave. So. line, 1-5-52. (RDG) 


26 June 1932: 
19 May 1933: 
2 July 193k: 
6 August 197: 
December, 1953: 


One-man Sunday service. 


GRAND AVENUE SOUTH One-man except rush hours. 


18 November 1907: From Washington & lst 
Ave. N., via Washington, Marquette, Grant, 
Nicollet, Lake, Grand, to 0th St.; in via 
Marquette, 3rd St., 1st Ave. N., to 
Washington, 


1k: August 1909: From 3rd St. and lst Ave.N, 
via 3rd St., Hennepin, Lyndale, Lake, Grand, 
to Oth st. 


2 May 1910: (Southbound only) From lst Ave. 
N. and 3rd St., via lst Ave. N., 5th St., 
Hennepin, ... 


All service one-man. 
Base service PCC-operated. 


Abandoned. 


25 June 1910: From Marquette Ave. and High 
St., via Marquette, Grant, Nicollet, Lake, 
Grand, to Oth. 

1 September 1918: Thru-routed with JOHNSON 
ST. line. 





18 November 1920: Thru-routed with MONROE 
ST., via Marquette, 8th St., 2nd Ave. S., 
lst St., 3rd Ave. S., Central, etc. 


1625 at 33rd & Johnson. 


(BN) 





KENWOOD 


9 December 1890: From High st. and lst ave. 
S., via High, Hennepin, Douglas, Penn, to 
2lst St., single track west of Hennepin. 


1896: Second track built on Douglas from 
Hennepin to Knox. ’ 


1900: Second track extended from Knox to 
Penn. 
1902: Thru-routed with OAK & COMO. Part 


of service thru-routed with 8TH ST, S.E. 


1903: Second track built on Penn from 
Douglas to 2lst Sst. 
31 July 1912: Thru-routed with JOHNSON sv. 


1 September 1918: Thru-routed with E. 25th 
St. instead of Johnson St. 


1 December 1920: Short-line loop via 
Hennepin, llth, Hawthorne, lst Ave. N., Sth 
St., Hennepin. Thru-routing discontinued. 


15 December 1920: Short-line cars to and 
from lst St. & lst Ave. N., via lst St., 
Hennepin, ... 


20 October 1921: E. 25TH ST. thru-routing 
resumed, via Hennepin, 3rd St., lth Ave. S., 
Washington. 


1 December 1931: 
service. 


One-man evening and owl 


15 February 1932: 
19 June 1933: 
27 August 1938: 


neers 


One-man except rush hours. 
All service one-man. 


Abandoned. 





Gate car 1274 at 13th & Hennepin. 


(Js) 


LAKE HARRIET 


24 May 1891: From lst Ave. S. and High St., 
via lst Ave. S., Grant, Nicollet, 31st St., 
PRW, to loop east of Upton Ave. 


13 August 1891: From Hennepin Ave. & lst 
St., via Hennepin, 3lst St., PRW, to Lake 
Harriet loop. 

1892: Thru-routed with CENTRAL AVE. 

2 November 1892: Thru-routing discontinued. 
Downtown loop via Hennepin, Washington, lst 
Ave. S., High gt., lst St., Hennepin. 


1902: Thru-routed with COMO AVE. to St.Paul. 
Part of service thru-routed with OAK ST. 


15 September 1905: Abandoned on 31st St. 
between Nicollet and Hennepin. PRW exten- 
ded to city limits and beyond, as Lake 
Minnetonka line. 


16 June 1906: COMO-HOPKINS service begun. 
Hopkins terminus on 9th Ave. between 1st St. 
and Excelsior Ave. 


5 June 1909: Como-Harriet service extended 
to lth st. & France Ave., Oak-Harriet cars 
contimiing to terminate at Lake Harriet. 


1 October 1913: Oak-Harriet service exten- 
ded to and along Xerxes Ave. (See OAK- 
HARRIET for this service after 1913.) 


9 October 1925: From Hennepin Ave. and lst 
St., via Hennepin, 31st St., PRW, France 
Ave. S., to 50th St. 





LAKE HARRIET (Continued) 
20 July 1929: Double-tracked on France Ave. 


16 September 1929: .. . France Ave. to 
Sith st., single track south of 50th st. 


20 September 1931: Como-Hopkins cars to 
Deephaven Sundays only. 
11 August 1932: Deephaven line abandoned. 


10 November 193: One-man owl service. 
50th St. wye moved to 51st st. 


. August 1951; 
Brookside. 


Hopkins line cut back to 


h. April 1952: All service one-man. 


11 August 1952: Abandoned on France. Ave. 


2 October 1952: 


Began partial PCC service. 





General view of 43rd St.-Linden Hills 
overpass. Note rapid transit style 
station layout. 10-48. (Js) 


LAKE STREET 


27 May 1905: From Lake St. & Hennepin Ave., 
via Lake, to 3lst Ave. S. 


21 May 1906; Extended east on Lake St., 
over new bridge across Mississippi River, 
to connect with SELBY AVE. line on Marshall 
Ave. in st. Paul for thru service. 


29 June 1906; From lst St. & Hennepin, via 
Hennepin, 6th St., 1st Ave. N., 5th St., 
Hennepin, Lake St., to St. Paul. 


8 November 1907: From Hennepin & Lake, via 
Lake St. to St. Paul. 


10 November 193): One-man owl service. 

19 April 1946: ‘Turn on Girard substation 
wye, and pull out from Girard Ave. instead 
of backing to Hennepin. 


3 June 1950: 
service, 


. April 1952: 


10 July 1953: Abandoned, except for once- 
a-week franchise run. 


One-man evening and Sunday 


All service one-man. 





Selby-Lake car westbound at Lake & 
36th Ave. So., Sept., 1950. (JS) 





TWIN CITY LINES 


MINNEHAHA FALLS - FORT SNELLING 


21 September 1890: From Washington and lst 
Aves. So., via Washington, Cedar, Riverside, 
27th Ave. So., to 26th st. 


1). June 1891: .. . 27th Ave. So., Minne- 
haha Ave., to Minnehaha Falls at 5lst st. 


1902 to 1906: Sunday and Holiday service 
from Lake Harriet loop via Como-Harriet and 
Selby-Lake routes to 27th Ave. So., thence 
Minnehaha Ave. to Minnehaha Falls. 


21 August 1905: .. . Minnehaha Ave., PRW, 
to Fort Snelling at Mississippi River. 


15 June 1906: Downtown loop via Washington, 
lth Ave. So., 3rd St., 1st Ave. No., 5th St., 
2nd Ave. So., Washington. 


21 June 1909: Seventh St. Bridge opened 
across Mississippi River at Fort Snelling, 
and thru service started to 7th & Duluth in 
St. Paul; designated SNELLING-MINNEHAHA line. 
Fort Snelling shuttle line (single track) 
opened from Bridge Jct. southwest into the 
military reservation. Minneapolis loop 
route via Washington, 2nd Ave. No., 3rd St., 
th Ave. So., Washington. 


2 May 1910: Downtown loop route via Washin 
ington, lth Ave. So., 3rd St., to lst e.Ne, 
then wye & return same. 


22 November 1912: Downtown loop route via 
Washington, lth Ave. So., 3rd St., lst Ave. 
No., Washington, 2nd Ave. No., 3rd St., lth 
Ave. So., Washington. 


31 October 1914: Fort Snelling cars only, 
to Minneapolis via Minnehaha Ave., 27th Ave. 
So., Franklin Ave., lth Ave.,So., llth st., 
to wye east of Hennepin. 


. September 1915: Speedway spur and loops 
opened from main line at 51st St. to auto 
race track at 53rd St. & 6th Ave. So. 


31 December 1915: Downtown loop route of 
1912 resumed by Fort Snelling cars.for one 


week, 
7 July 1917: Speedway spur abandoned. 
16 Jamuary 1919: Minnehaha Falls cars thru- 
routed with Plymouth Ave. as MINNEHAHA- 
PLYMOUTH line. 


19 October 1921: Fort Snelling cars also 
thru-routed with Plymouth Ave., as FORT 
SNELLING-MINNEHAHA-PLYMOUTH line. 


1 August 1927: Operated thru from Hazel 
Park in St. Paul; designated 7TH-MINNEHAHA- 
PLYMOUTH line. 


13 September 1932: Thru-routed with Hope 
St. instead of Hazel Park in St. Paul; 
designated MINNEHAHA 7TH-HOPE line. 


6 July 1936: All service one-man. St.Paul 
thru-routing discontinued, and cars from 
Minneapolis operated only to Bridge Jct., 
Fort Snelling. 


16 February 19.6: Downtown loop route via 
Washington, th Ave. So., 3rd St., 2nd Ave. 
No., Washington. Plymouth Ave. thru-routing 
discontinued. 
19 August 1950: Thru-routed with N. WASH- 
INGTON line. 

1 August 1952: Fort Snelling shuttle aban- 
doned. 


10 April 1953: N. Washington thru-routing 
discontinued; downtown loop of 1950 resumed. 


2 May 1953: Abandoned south of 5th st. 
and 7th Ave. So. All owl service by bus. 


Abandoned. 


December, 1953 : 





1617 southbound on Ft. Snelling line 
on September 30, 1949. (FH) 
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Minnehaha-Fort Snelling car eastbound 
through the Reservation, 9-48. (JS) 





Fort Snelling shuttle car 1230 just 
after leaving wye; 9-48. (JS) 


MONROE STREET 


19 December 1891: From Hennepin Ave. and 
ist St., via Hennepin, Central, Monroe, 
Broadway, Washington St. N.E., to 17th ave. 
N.E. Thru-routed with BRYANT AVE. S. 


18 October 1920: Thru-routed with GRAND 
AVE. S. instead of Bryant. (See GRAND AVE.) 


. December 1923: Extended on Washington st 
N.E., to 22nd Ave. N.E. 


26 November 1931: Extended on Washington 
St. N.E., to 27th Ave. N.E. 


16 March 1932: 
9 July 193): 

6 July 1949: Began partial PCC operation. 
18 October 1952: 


One-man except rush hours. 


All service one-man. 


Thru-routed with NICOLLET., 





1181 at 27th Ave. NE. & Washington St., 
the north end of Grand-Monroe line. (FH) 


NICOLLET AVENUE 


22 September 1890: From lst Ave. S. & High 
St., via lst Ave. S., Grant, Nicollet, to 
38th st. 


5 October 1890: .. . Nicollet, to 50th st, 
single track beyond 38th st. 


13 August 1891: Part of service on 31st St, 
from Nicollet to Hennepin. 


1893: Part of service on 3lst St., from 
Nicollet to th Ave. Ss. 

1897: Thru-routed with N. WASHINGTON AVE. 
1898: Second track laid on Nicollet between 


38th and Oth Sts. 
1901: Second track extended to ond st. 
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NICOLLET AVE. (Continued) 


1902:  Thru-routed with PENN AVE. N. 


1903: Second track laid on Nicollet between 
2nd and 6th Sts. 


1905: Branches on 31st St. abandoned (lth 
Ave. S. to Hennepin). 


1906: Second track extended on Nicollet to 
50th st. 
25 June 1910: Thru-routed with Central Ave. 


as WASHBURN PARK - COLUMBIA HEIGHTS line. 


1 March 1911: Single track built on Nicol- 
let between 50th and 5th Sts. 


16 January 1919: Central thru-routing dis- 
continued; used wye at Marquette & lst 5t. 
1 July 1919: Thru-routed with 2ND ST. N.E. 


1 December 1920: Part of service thru- 
routed with NORTHWEST TERMINAL. 


192k: Second track laid on Nicollet between 
50th and Sith sts. : 


30 August 1928: From Marquette & lst St., 
via Marquette, Grant, Nicollet, to 56th st. 
1 June 1932: One-man owl service. 


1 May 1933: 
service. 


One-man evening and Sunday 





Nicollet car 403 on wye at Nicollet & 
“Dilamond Lake Road, 1950. (JS) 


15 November 1947: . . . Nicollet to 62nd. 


10 Jamary 1948: Northwest Terminal thru- 
routing discontinued. 


July 1949: All service one-man. 
operation begun. 


18 October 1952: Part of service thru- 
routed with MONROE ST. 


PCC 


NORTHWEST. TERMINAL 


28 October 1920: From 6th St. & Marquette 
Ave., via 6th, Hennepin, E. Hennepin, 8th 
St. S.E., E. Hennepin, to 17th Ave. S.E. 


1 December 1920: Thru-routed with NICOLLET 
AVE., via Marquette, lst St., E. Hennepin. 


27 December 1920: From Marquette and 6th, 
via Marquette, lst St., BE. Hennepin, 8th 
St. S.E., E. Hennepin, Johnson St., Stinson 
Blvd. (18th Ave. S.E.), to Broadway. 


3 August 1921: Thru on E, Hennepin between 
8th St. S.E. and Johnson St. 


1 May 1933: One-man service evenings and 
Sundays. (Never operated owl service.) 


3 April 1938: 


10 January 194.8: Abandoned. 


All Sunday cars discontinued. 


TWIN CITY LINES 





1753 at Broadway & Stinson Blvd.; in service 
on Northwest Terminal line. (wos 


OAK STREET 

1) June 1891: From Hennepin & Washington, 
via Hennepin, lth st. S.E., Oak St., to 
Washington Ave. S.E. 

1895: ‘Thru-routed with BRYN MAWR. 


1902: Thru-routed with KENWOOD. Part of 
service thru-routed with LAKE HARRIET. 


13 September 1907: .. . Oak, Fulton, Erie, 
Dartmouth, to Superior; single track beyond 
Oak & Pulton. 


1910: All service thru-routed with LAKE 
HARRIET. Second track laid on Fulton, to 
Erie. 


28 October 191): Double-tracked from Fulton 
& Erie to Dartmouth & Superior, and extended 
to 27th Ave. S.E. & Yale. 

1 December 1931: 
19,6: 


25 October 19,9: 


One-man owl service. 
One-man Sunday service. 

All service one-man. 
12 October 1952: 


26 April 1953: 
Washington. 


Began PCC operation. 


Abandoned south of Oak and 





1315 on Oak-Harriet line as seen from 


1586 at 8th & Hennepin, 1951. (EHN) 


PENN_AVENUE NORTH 


13 August 1891: Downtown loop via Washing- 
ton, lst Ave. S., High St., Hennepin, then 
Washington, 20th Ave. N., Penn Ave. N., to 
30th Ave. N. 

1892: .. 


» Penn Ave. N., to 32nd Ave. N. 


1902: Thru-routed with NICOLLET AVE. 


25 June 1910: ‘Thru-routed with 8TH AVE. s. 


a November 1911: .. . Penn Ave. N., to 
38th Ave. N. 


1914: 8th Ave. S. renamed Chicago Ave. 
south of 9th St.; lined redesignated 
CHICAGO-PENN. 


= SSS SSS 
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PENN AVE. NORTH (Continued) 
1920 (Only): Part of service thru-routed 
with LAKE NOKOMIS, part with E. 25TH st. 


1 December 1920: From 2nd Ave. s. and 6th 
St., via 2nd Ave. S., 8th St., 2nd ave. N., 
7th St., Emerson, Broadway, Penn Ave. N., 
to 38th ave. N. 


11 September 1922: ... Penn Ave. N., 
38th Ave. N., to Thomas Ave. N. 


1 November 1923: . . . 38th Ave. N., 
Thomas Ave. N., to 2nd Ave. N. 


(See CHICAGO AVE. for dates of one-man svc.) 


10 July 1953: Abandoned, except for once- 
a-week franchise run. 





1801 at 42nd & Thomas, 1951. 


(EHN) 
PLYMOUTH AVENUE 

31 December 1891; From-loop via Washington, 
lst Ave. S., High St., Hennepin, then 
Washington, Plymouth, to Penn. 

189); Thru-routed with BLOOMINGTON AVE. 


8 september 1912: . . . Plymouth, to Sheri- 


dan. 


22 November 1912: From Washington and 2nd 
Aves. S., via Washington, ... 


16 Jamary 1919: 
FALLS. 


Thru-routed with MINNEHAHA 
19 October 1921: -rart of service thru- 
routed with FORT SNELLING. 


1 August 1927: Fort Snelling service exten- 
ded to downtown St. Paul. 


1 June 1932: 


5 July 1936: All service one-man. Thru 
service to downtown St. Paul discontinued. 


One-man owl service. 


16 February 196: ‘hru-routed with B. 25TH 
ST., instead of Minnehaha-Fort Snelling. 


December, 1953: Abandoned. 





1320 pulls out of East Side Station in 
1949 to go on Plymouth line. (BN) 


ROBBINSDALE 


1895: (Operated by the North Side st. Ry. 
with leased equipment.) From a connection 
with the N. Emerson line at 20th Ave. N. & 
Emerson, via 20th Ave. N., Penn Ave. N., 
Lowry Ave., Oak Lake Ave., France Ave. N., 
Crystal Lake Rd., to Robbinsdale at h2nd 
Ave. N.; all single track. 


TWIN CITY LINES 
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ROBBINSDALE (Continued) 


5 November 1906: Purchased by TCRT. Thru 
service from Washington & Hennepin, via 
Washington, 20th Ave. N., then same as 1895. 


31 October 191): Track on Lowry from Penn 
to city limits at Xerxes, abandoned, and 


new route built on Crystal Lake Rd. (now 
Broadway) from Penn to Xerxes. End of 
double track was then at Penn. Thru-routed 


with St. Louis Park. 


May 1923: 
Ave. wye. 


13 December 1920: From llth & Hawthorne, 
via Hawthorne, 2nd Ave. N., Emerson, Broad- 
way, Oak Lake Rd., France Ave. N., Broadway, 
to Robbinsdale at l2nd Ave. N. 


6 December 1929: Double track extended to 
Ewing Ave. & Oak Lake Rd. 


Washburn loop replaces Russell 


18 May 1935: ‘Thru-routed with FRANKLIN AVE. 
via llth st. from 11th & Hawthorne. 


29 November 1940: From 5th & Hennepin, via 
Sth St., lst Ave. N., Washington, Broadway, 
Oak Lake Rd., France Ave. N., Broadway, to 
2nd Ave. N. Thru-routed with 28TH AVE. Ss. 


9 June 1942: Double track extended to 
France Ave. N. and Broadway. 


11 October 197: 
France Aves. N. 


10 July 1948: Robbinsdale service discon- 
tinued. Track abandoned west of Broadway & 
Penn Ave. N. 


Abandoned west of 36th & 





1198 at end of Robbinsdale line, 1946. (WM) 


SECOND STREET NORTHEAST 


, August 1891: . From Hennepin & Sth St., 
via Hennepin, 2nd St. N.E., 25th Ave. N.E., 
to Grand St. Thru-routed with WESTERN AVE. 


3 November 1912: .. . 25th Ave. N.E., 
Grand St., to 30th Ave. N.E. 


October 1915: ‘Track connection made with 
MA&CR RR at 30th Ave. N.E., and Anoka cars’ 
run thru to downtown Mpls. via 2nd St. N.E. 


1 July 1919: Thru-routed with NICOLLET AVE. 
instead of Western; via Hennepin, lst St., 
SMarquette. 


, August 1939: 
continued. 


Anoka passenger service dis- 


22 November 1943: Track relaid on 30th Ave. 
N.E. to Marshall, to connect with Northern 
Pump Co. cars to Fridley (ex-Anoka line). 


(For dates of one-man and PCC service, see 
NICOLLET AVE.) 


ANT: 


Northern Pump Co. service ended. 





1704 at end of 2nd St. NE line, 1946. (SM) 





SIXTH AVENUE NORTH 


1 June 1891: From Washington and Hennepin, 
via Washington, 6th Ave. N., to Penn Ave. N. 


1892: ‘Thru-routed with TH AVE. Ss. 


23 November 1893: 
Russell Ave. 


1897: Abandoned on 6th Avé. N. between 
Washington Ave. and 5th St. New line built 
on 5th St. from Hennepin to 6th Ave. N. 


« e e Sth Ave. N., to 


l. November 1918: Thru-routed with UNIVER- 
SITY AVE. to St. Paul. 


11 July 1923: Temporary route due to 
bridge construction over steam RR tracks, 
. . . Sth St., Ist Ave. N., 8th st., 2nd 
Ave. N., 7th St., 6th Ave. Nu, 2. eo 
192k: 


10 November 193): 


Route of | November 1918 resumed. 
One-man owl service. 


15 June 1939: Part of service thru-routed 
with E. 25TH ST. (One-man). 


25 May 1940: Abandoned west of Sth Ave. N. 





1403 eastbound on 5th St. near 3rd Ave. 
North, 1945. (WM) 


ST. LOUIS PARK 


December 1892: From Lagoon & Hennepin Aves, 
via Lagoon Ave., W. Lake St., to Brownlow 
Ave. in St. Louis Park. (Operated by an in- 
dependent company.) All single track. 


August 1897: 
12 November 1906: 


Extended to Hopkins. 
Purchased by TCRT. 


15 December 1906: Service between St.Louis 
Park and Hopkins discontinued except for 
one except-Sundays round trip. 


1 May 1907: Abandoned between St. Louis 
Park and Hopkins. 


16.May 1907: From Hennepin Ave. & 6th St., 
via Hennepin, Lagoon, W. Lake, to Brownlow. 


1911: Double-tracked between Hennepin and 
Lagoon bridge. 


1912: Double-tracked as far as W. Lake St. 
& Excelsior Blvd. 


31 October 1914: Thru-routed with Robbins- 
dale line. 


13 December 1920: Robbinsdale thru-routing 
discontinued; downtown loop established via 
Hennepin, llth, Hawthorne, 1st Ave. No., 
6th, Hennepin, 


1 December 1931: One-man service evenings 
(never operated owl service). 


15 February 1932: 
rush hours. 


One-man service except 


21 November 1932: All service one-man. 


27 August 1938: Abandoned. 
UNIVERSITY AVENUE 


9 December 1890: From High St. loop, via 
Washington Ave. S., Washington Ave. S.E., 
University, to city limits at Emerald Ave. 
Thru service to downtown St. Paul. 

July 189): From loop via Washington, 
Hennepin, 6th st., lst Ave. S., then 
Washington, 





UNIVERSITY AVE. (Continued) 

9 May 1906: From loop via Washington, 
ist Ave. N., 5th St., 2nd Ave. S., then 
Washington, . .. 


2 May 1910: From wye at lst Ave. N. and 
6th St., via 6th St., 2nd Ave. S., Wash- 
ington, . .. 


9 February 191): From wye at Sth St. and 
Sth Ave. N., via Sth St., 2nd Ave. S., 
Washington, . 


. November 1918: Thru-routed with 6th Av.N. 
30 September 1920: From 6th Ave. N. and 

Russell Ave., via 6th Ave. N., 5th St., Sth 
Ave. S., Washington, 


11 July 1923: From Temporary wye at 5th St. 
& 3rd Ave. N., via 5th St., ... 

(See SIXTH AVE. N. for temporary route of 
thru cars’on that line.) 


1924: Thru route and wye of 1920 resumed. 
10 November 193): 
25 May 1940: From wye at Sth st. & Sth Ave. 


N., via 5th st., ... 6TH AVE. N. thru- 
routing discontimed. 


One-man owl service. 


December 196: 
. April 1952: 


December, 1953 : Abandoned beyond Cedar, 
except for non-revenue shop trips. 


Pull PCC operation begun. 


All service one-man, 


WASHINGTON AVENUE NORTH 


10 September 1890: From Washington and 
Hennepin, via Washington, to h2nd Ave. N., 
single track beyond 32nd Ave. N. 


1891: Second track extended to 2nd Ave. N. 
(Camden Loop). 


1897: Thru-routed with Nicollet Ave. as 
WASHBURN PARK & CAMDEN line. 


1 December 1899: From Camden’ Loop, via N. 
Lyndale Ave., to 49th Ave. N., single track. 
Shuttle service. 


25 June 1910: ‘Thru-routed with CEDAR AVE. 
22 August 1913: Single track extended via 
N. Lyndale to Slst Ave. N., and thru servico 
started from downtown. 

11 November 1925: Abandoned on N. Lyndale: 
from 5th to 5lst Aves. N. New single track 
built on Sth ave. N. to Bryant to 52nd Av.N. 


8 November 1926: Thru-routed with Cedar 
Ave. as 3)\TH AVE. S. - N. BRYANT line, 


1927: Second track extended from Camden 
loop, via N. Lyndale, Sth Ave. N., Bryant 
Ave. N., to 52nd Ave. Ne 

26 June 1932: 


26 June 1932: 


One-man owl and Sunday svc. 
One-man owl & Sunday service. 
19 June 1933: 
2 August 19:7: Abandoned north of Camden 
Loop (land Ave. N.). Redesignated 3TH 
AVE. S. - N. WASHINGTON line. 


19 August 1950: ‘Thru-routed with FORT 
SNELLING instead of 3th Ave. Ss. 


10 April 1953: 


All service one-man. 


Abandoned. 
XERXES AVENUE SOUTH 


1 October 1913: From Hennepin Ave. and lst 
St., via Hennepin, 31st St., PRW, Xerxes, 
to 50th st. Thru-routed with OAK st, 


6 November 1914: .. . Xerxes Ave., 50th 
St., to Penn Ave. S. Single track on 50th 
St. Penn cars signed OAK-HARRIET. 


26 september 1927: Second track laid on 
50th st. from Xerxes to Penn Ave. S. 


(See OAK ST. for dates of one-man and PCG 
service. ) 
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ST. PAUL ROUTES DESCRIPTION 


The following is an alphabetical listing 
giving history and routing of urban and "in- 
terurban" lines operated by electric street 
cars in the Twin Cities since 1890. 

Lines within St. Paul appear first, then 
the Minneapolis lines. 

The three "interurban" lines between the 
Twin Cities are listed under both cities, 
but the detailed description of the route is 
divided, half under each city. 

Information upon which this listing was 
compiled came from TCRT official records. 


CHEROKEE HEIGHTS 

31 December 1890: From 7th & Wabasha, via 
Wabasha, Winifred St., Ohio St., George St., 
Smith Ave., to Annapolis St. 


189): Thru-routed with Mississippi St., as 
MISSISSIPPI & WEST ST. PAUL line. 


8 November 1920: Thru-routing of 189, dis- 
continued. CHEROKEE HEIGHTS line from wye 
at 5th & Sibley, via Sth, Wabasha... 

1 June 1932: Thru-routing resumed as MISSI- 
SSIPPI-CHEROKEE HEIGHTS line, via Broadway, 
Sth, Wabasha... 

16 July 1932: 
1 April 1933: 


2 December 1939: Thru-routed with HAMLINE 
Ave. instead of Mississippi st. 


June 1949: Began PCC operation, 
1 November 1952: 


One-man Sunday & Owl service. 


All one-man service. 


Abandoned. 





Hamline-Cherokee PCC 425 at wye, Charles 


& Prior, 1951. (Cs) 
COMO AVENUE 
28 Feb 1891: From 5th & Robert, via Robert, 


8th, Wabasha, Rice, Como, to Dale. 


31 July 1891: . . . Como, Front, Chats- 
worth, to Como Park. 


1 July 1898: .. . Como Park, via Como 
Ave., to city limits; through service to 
Minneapolis. 


3 Sept 1921: 
St. Paul: 
Sibley; out 
in 1898. 


29 Oct 1921: 
Robert, 9th, 


Temporary route in downtown 
in via Wabasha, 5th, to wye at 
via 5th to Robert, then same as 


Downtown loop via Wabasha, 5th, 
Wabasha. 


4 April 1952: 
October 1952: 


All service one-man. 


Began partial PCC service. 


10 July 1953: Abandoned. 


(Note: From 16 June 1906 to 3 August 1951 
part of HOPKINS service operated through 
from St. Paul.) 


GRAND AVENUE 


22 February 1890: In via 7th, Wabasha, 5th, 
to Broadway, out via Broadway, 7th, Ramsey, 
Oakland, Grand, to Gretin Ave. 


1902: Designated LAFAYETTE & GROVELAND PARK 
line, and thru-routed with Payne Ave. 


1910: Downtown loop via 7th, lth, Rosabel, 
3rd, Broadway, lth, 7th; thru-routing with 
Payne Ave. discontinued. 

1920: Designated PAYNE-GROVELAND line, and 
again thru-routed with Payne Ave. direct via 
7th St, in. both directions. 


1 August 1927:  Thru-routing discontinued; 
downtown loop of 1910 resumed. 


16 July 1932: One-man owl & Sunday service. 
3 November 1932: 
1 June 1933: 


2-December 1939: Thru-routed with MISSIS- 
SIPPI ST., via 7th, lth, Broadway. 


One-man except rush hours, 


All service one-man. 





October 19,7: Began PCC operation. 
Como-Harriet car westbound in 


Como Park, September 1950. (JS) 1 November 1952: Abandoned. 


DALE STREET 


i, 


23 October 191): From 7th & Wabasha, via 
7th, Ramsey St., Oakland 4ve., Grand Ave., 
Dale St., to Maryland Ave. Thru-routed 
with FOREST AVE. (Phalen Park) via Payne Ave. 


15 November 1923: 
Wheelock Parkway; 


In via Dale, Maryland, to 
single track on Maryland. 


6 June 1932: 
13 April 1933: 
30 October 198: . . . 7th, lth, Broadway, 
5th, Rosabel, ith, & return same. Thru- 
routing discontinued, 


3 May 1952: 


One-man except rush hours. 


All service. one-man, 





Abandoned. 
PCC 428 westbound at Grand & Snelling in 
April 1952 on Grand-Mississippi line. (JS) 


HAMLINE AVENUE 

13 January 1891: From 7th & Wabasha, via 
Wabasha, University, Lexington, Minnehsha, 
Snelling, to Como. 


31 July 1891: . 
Langford Ave. 


+ « Snelling, Como, to 


1 July 1698: . . . Snelling, to Como. 
Track beyond Snelling absorbed by Como Ave. 
inter-city line. 


29 June 1906: From Sth & Wabasha, via 
Wabasha, Rice St., Como Ave., Thomas Ave., 
Hamline Ave., Minnehaha Ave., Prior Ave., 
to University Ave. Track on Lexington from 
University to Minnehaha, and on Minnehaha 
from Lexington to Hamline, was abandoned. 
Thru-routed as HAMLINE-JACKSON line. 


1908: In via Wabasha, 5th, Robert, 3rd, 
Sibley, Sth, then same as 1906. Designated 
HAMLINE-UNION DEPOT line. 





Car 1512 at Maryland & Wheelock on April 
15, 1952; this was the terminus of the 
Dale line at east shore of Lake Como. (RO) 


FOREST STREET & PHALEN PARK 


(See Payne Ave. for route before,.1913) 8 November 1920: Thru-routed as HAMLINE- 


SO. ROBERT line, via Wabasha, 5th, Robert, 


10 N te} qi \ 
ovember 1913 From 7th & Wabasha, via to apolta: 


7th, Arcade St., Case Ave., Forest St., to 
Maryland Ave. 


23 October 191m: .. 
Phalen Park. 


16 June 1932: One-man except rush hours. 


+ Forest St., to 11 June 193: All service one-man. 


29 October 1938: Thru-routed as HAMLINE- 
STRYKER line, via Wabasha, Winifred, Stryker 
to Annapolis. 


6 June 1932: one-man except rush hours. 


13 April 1933: All service one-man. 
2 December 1939: Thru-routed as HAMLINE- 


0 October 198: Abana F t 
3 co) Tk Abandoned from Forest & CHEROKEE HRIGH@S ling 


Maryland to 7th & Arcade 3; remainder again 


operated as part of PAYNE AVE. line. 


June 1949: Began PCC operation. 


1 November 1952: Abandoned. 
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Hamline-Cherokee car on Wabasha St. at the 


Minnesota State Capitol, Sept 1948. (JS) 


HOPE STREET 


1909: From 7th & Wabasha, via 7th, Hope, 
th, to Cypress. Thru-routed with RANDOLPH. 
1915: . . . lth, Cypress, to Atlantic. 


Thru-routed with ST. CLAIR AVE. instead of 
Randolph Ave. 


1 August 1927: 


Again thru-routed with 
-RANDOLPH AVE. 


11 September 1932: Thru-routing changed to 
FORT SNELLING-MINNEHAHA~PLYMOUTH line in 
Minneapolis. (via W. 7th St. in St. Paul). 


5 July 1936: All service one-man. Minnea- 
polis inter-city service discontinued. 
Designated FORT SNELLING-7TH-HOPE line. 


2 December 1939: Abandoned, 


JACKSON STREET 


12 May 1892: From Sth & Jackson, via Jack- 
son, to Maryland. 


29 June 1906: 


1908: Thru-routed with STRYKER AVE. instead 
of Hamline. 


Thru-routed with HAMLINE AVE. 


8 November 1920: Thru-routed with WESTERN 
AVE., via 5th to Wabasha. 


13 July 1932: Again thru-routed with 
STRYKER AVE.,,Western Ave. discontinued. 
18 September 1932: All service one-man. 


29 November 1938: Abandoned. 


MARIA AVENUE 


28 February 1891: From 7th & Maria, via 
Maria, Plum, Hastings, Earl, to Burns. 


1 September 1893: 
7th, Maria, ... 


From 7th & Wabasha, via 
2. May 189): . . . Earl, to Indian Mounds 
Park. 


1902: Thru-routed with RONDO ST. 
11 October 1909: Abandoned on Earl between 
Burns and Indain Mounds Park. 


1 July 1914: Single track extension on 
Burns from Earl to English. Shuttle service. 
23 September 1931: Thru service to English 
and Burns. 


13 July 1932: 
hours. 


One~man service except rush 


3 April 1933: 


2 December 1939:  Thru-routed with W. 7th- 
Fort Snelling instead of Rondo. 


All service one-man. 


1 March 1919: . . . Maria, Hudson, Earl, 
Burns, to English. Track on Plum abandoned. 


MARIA AVENUE (Continued) 


17 May 1952: All service discontinued, and 
track abandoned east of 7th St. 





SSS 


Car 1849 on single track on Burns Ave. in 
1949; car was running on Maria-Ft. Snelling- 
47th Ave. line. 


MERRIAM PARK 


25 September 1891: From Selby Aye. and 
Chatsworth St., via Selby, to Fairview Ave. 


28 October 1891: .. . Selby, Fairview, 
Marshall Ave., Prior Ave., to St. Anthony 
Ave. 


30 September 1893: .. . Prior Ave., to 
University Ave. 

1898: From Rosabel & lth, via Rosabel, 3ra, 
Broadway, th, Selby, Fairview, Marshall, 
Prior, to University. 


8 November 1920: Thru-routed as MERRIAM- 
MISSISSIPPI line, via th St. 


1 June 1932: Loop via lth, Broadway, 5th, 
Rosabel, lth, Kellogg, then same as 1898, 
Thru-routing discontinued. 


8 September 1932: One-man shuttle service 
on Prior from Marshall to University, 8,37 
a.m. to }}.30 p.m.; two-man thru cars to 
downtown on route of 1 June 1932 at other 
hours weekdays and all day Sundays. 


2 August 1938: Abandoned on Prior Ave.; 


remainder of route covered by Selby-Lake 
cars. 


MISSISSIPPI STREET 

18 May 1890: From 5th & Wabasha, via Sth, 
Broadway, Mississippi, York, Westminster, 
Case, Arkwright, Brainerd, to Edgerton. 


1891: Thru-routed with JACKSON ST., from 
Sth & Jackson. 


189): Thru-routed with Cherokee Heights, 
as MISSISSIPPI & WEST ST. PAUL line. 


8 November 1920: ‘Thru-routed with Merriam 
Park, as MERRIAM-MISSISSIPPI line. 


20 August 1923: Extended from Brainerd & 
Edgerton, via Ivy, Payne, to Montana. 
Short-line wye moved from Edgerton to Burr. 


1 June 1932: Thru-routed with CHEROKEE 
HEIGHTS line, via 5th to Wabasha. 


16 July 1932: 
1 April 1933: 


2 December 1939: 
AVE., via lth Sst. 


One-man Sunday & owl service. 
All service one-man. 


Thru-routed with GRAND 


October 197: Began PCC operation. 


1 November 1952: Abandoned. 





PAYNE AVENUE 


13 February 1891: From Seven Corners, via 
lth, So. Robert, 5th, Jackson, 7th, Broad- 
way, lOth, Lafayette, Collins, Burr, East 
Minnehaha, Payne, York, Greenbrier, to 
Maryland. 


1892: Thru-routed with RONDO ST. 
1895: Rondo St. thru-routing discontinued. 
1902: Thru-routed with GRAND AVE. 
5 July 1905: Extended from Greenbrier and 


Maryland, via Maryland, Forest, to Phalen 
Park. 


1910; Called PAYNE AVENUE line. “hru- 
routing with Grand Ave. discontimed. 


1917: . . »« Greenbrier, Maryland, to Duluth. 


1920: Grand Ave. thru-routing resumed. 
Designated PAYNE-GROVELAND line. 


1 August 1927: Extended on Maryland to 
Kennard St. New track built on Lafayette 
from 7th to 10th. Track,on 10th abandoned. 
Thru-routed with ST. CLAIR AVE. line. New 
route was then via 7th, Lafayette, Collins, 
Burr, E. Minnehaha, Payne, York, Greenbrier, 
Maryland, to Kennard. 


18 July 1932: 
hours. 


13 July 1933: 
October 1947: 
30 October 19),8: 


to Phalen Park, 
east of Forest. 


One-man service except rush 


All service one-man. 
Began PCC service. 

+ « . Maryland, Forest, 
Track abandoned on Maryland 


6 September 1952: Abandoned. 





(38) 


The Phalen Park loop at dusk, 1950. 


RANDOLPH AVENUE 


1 October 1891: From Randolph & W. 7th, 
via Randolph, to River Blvd. 


1900: 


14 July 1906: From 7th & Wabasha, via 7th, 
Randolph, to Pascal. 


1909: .. . Randolph, to Snelling Ave. 
Thru-routed with HOPE sT. 


Track removed on route of 1891. 


1915: From E. 7th & Duluth, via E. 7th, 
W. 7th, Randolph, Snelling, to Como. 
Designated SNELLING-E. 7th line. 


1916: Single track laid on Randolph. from 
Snelling to Cleveland; shuttle service. 


8 June 1921: From Hazel Park, via Furness, 
Hazel, 7th, Randolph, to Cleveland. 


1h. August 1923: Second track completed be- 
tween Snelling and Cleveland on Randolph. 


21 January 192); Extended via Cleveland, 
Ford Parkway, to Ford Plant; shuttle service 


* from Randolph and Cleveland. > 
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RANDOLPH AVENUE (Continued) 


19 August 1925: Thru service to Ford Plant. 


1 August 1927: Thru-routed with Hazel Park 


and Mahtomedi 


1 August 1927: Thru-routed with HOPE STREET 
instead of Hazel Park. 
2, July 1932: One-man Sunday & owl service. 


11 September 1932: 
Park and Mahtomedi. 


Thru-routed with Hazel 


8 September 193): 
rush hours. 


One-man service except 


2 April 1936: All service one-man. 


*3 November 1951: 
of Lafayette. 


17 May 1952: 
abandoned, 


E. 7th St. abandoned east 


W. 7th-Randolph-Ford Plant 





Randolph-Hazel Park and Plymouth-E. 25th 
cars at the double-track Ford Loop on 


September 22, 1950. (JS) 


RICE STREET 


28 February 1891: From Rice & South St. 
(now Ivy Ave.), via Rice, Wabasha, 5th, 
Robert, Concord, State, So. Robert, to 
Annapolis, Called RICE & STATE line. 


28 July 1909: Part of service thru-routed 
with South St.Paul. 


8 November 1920: Thru-routed with STRYKER 
Ave., via Wabasha, Winifred, Stryker, to 
Annapolis. 


1 June 1932: One-man service except rush 


hours. 

13 July 1932: Again thru-routed with South 
St. Paul. ; 

19 June 193): All service one-man. 


17 May 1952: Abandoned. 





Track repairs made this motorman take extra 
precautions as his car negotiated the "grass- 


hopper." Car 1569 on the Rice-South St. Paul 
line is seen northbound on Rice at Sherhurne 
en October 11, 1951.  (EHN) 


. 


RONDO AVENUE 


28 Feb 1891: From 7th & Wabasha, via Wab- 
asha, 10th, Rice, Rondo, to Dale. 


1892: Through-routed with Payne Ave. as 
LAFAYETTE & RONDO line. 


14 Aug 1893: . . . Rondo, to Miller (Avon). 


1895: Payne Ave. through-routing discontin- 
ued. 

1902: Through-routed with MARIA AVE. 

23 Nov 1905: + » « Rondo, to Chatsworth. 
31 July 1910: From 7th & Wabasha, via 7th, 
St. Peter, 10th, ... 

7 Sept 1912: .. . Rondo, to Griggs. 


13 July 1932: 
3 April 1933: 


2 Dec 1939: Through-routed with STRYKER AVE. 
via Wabasha, 10th, Rice, Rondo to Griggs. 


24 Jan 1948: 


One-man except rush hours. 


All service one-man. 


Abandoned. 





Car 1550 at the Rondo end of Rondo-Stryker 
line. (BN) 


SOUTH ROBERT STREET 


28 February 1891: From So. Robert & Anna- 
polis to Rice & South (See RICE ST.). 


4. November 1914: Thru-routed with WESTERN 

AVE. 
8 Nov 1920: Through-routed with HAMLINE. 
16 June 1932: One-man except rush hours. 
11 June 1934: 


29 Oct 1938: 


All service one-man. 


Abandoned. 


SI. CLAIR AVENUE 


1915: From 7th & Wabasha, via 7th, St. 
Clair, to Oxford. 


1917: .. . St. Clair, to Fairview. 
2 Dec 1922: .. . St. Clair, to Cleveland. 
1 Aug 1927: Through-routed with PAYNE AVE. 


18 July 1932: 
13 July 1933: 
Oct 1947: Began PCC service. 


30 Oct 1948: 
Phalen Park. 


One-man except rush hours. 


All service one-man. 


Payne Ave end rerouted to 


6 Sept 1952: Abandoned. 
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17 July 1932: 





PCC 358 westbound at St. Clair & Snelling 


on September 5, 1952; car was in service 
on the St. Clair-Payne line. (FH) 


SELBY AVENUE 


(Selby Ave. service by Merriam Park cars 
before 1906) 


21 May 1906: From Rosabel & lth, via Rosa- 
bel, 3rd, Broadway, th, 3rd (Kelloga), 
Selby, Fairview, Marshall, to Minneapolis 
via Lake St., as SELBY-LAKE line. 


10 October 1906: Temporary route due to 
tunnel construction, . .. lth, Wabasha, 
lOth, Rice, Rondo, Farrington, Selby, ... 


19 December 1906: Temporary route changed 
to . . . lth, Wabasha, 10th, Smith, 3rd, 
Selby, ... 


ll August 1907: From Broadway & lth, via 
Broadway, 5th, Rosabel, lth, 3rd (Kellogg), 


Selby, . .. First cars thru Selby tunnel. 
3 June 1950: One-man service sundays and 
evenings. é 


. April 1952: 
10 July 1953: 


All service one-man. 


Abandoned. 





The Selby Ave. Tunnel was the best known 


feature of this line. Here is seen a car 
emerging from the east portal of the bore 
in 1946. The large building is St. Paul's 
Cathedral. (FH) 


SEV. s 


24 Oct 1890: From connection with Grand Ave. 
line at W. 7th & Ramsey Sts., via 7th to 
Tuscarora. 


28 Feb 1891: From 7th & Wabasha, via 7th to 
Mississippi River opposite Fort Snelling. 


1 Sept 1893: From 7th & Duluth, via 7th to 
Mississippi River opposite Fort Snelling. 


21 June 1909: .. . 7th, 
downtown Minneapolis. 


1915: From 7th & ‘Wabasha, via 7th, to Fort 
Snelling and Minneapolis. 


19 Oct 1921: Eastern terminus restored to 
7th & Duluth; through-routed with Minnehaha- 
Plymouth line in Minneapolis. 


1 Aug 1927: 


Fort Snelling, to 


From Hazel Park... 
Owl service one-man. 


11 Aug 1932: From 7th & S. Robert... 
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SEVENTH STREET (Continued) 


11 Sept 1932: fatal oases with Hope St. 
as MINNEHAHA-7TH-HOPE line. 


6 July 1936: To Fort Snelling wye only; 
through-routing with Minnehaha-Plymouth line 
discontinued. All service one-man. 


2 Dec 1939: Through-routed with MARIA AVE., 
operated through Fort Snelling to 54th St. & 
47th Ave. in Minneapolis. 


17 May 1952: 


Abandoned. 





Car 1618 of the Seventh Street line is seen 
here at 5th & Wabasha en route via the Rice 
St. pullin route to Duluth Station, 1941. (HR) 


SNELLING AVENUE (See HAMLINE before 1905) 


2 Sept 1905: From Snelling & Grand, via 
Snelling to Como. 


1909: From Snelling & Randolph, via Snell- 
ing, Como, to Pascal. 


1915: Via 7th St. line to Snelling & Rand- 
olph, then same as 1909. 


8 June 1921: Randolph & Snelling, via 
Snelling, Como, Pascal, to Arlington; 7th 
St. routing discontinued. 


10 Nov 1924: . . . Pascal to Arlington. 


7 Aug 1927: From Snelling & Otto St., via 
Snelling, Como, Pascal, Arlington, Hamline 
to Hoyt. 


6 Sept 1952: Abandoned. 





Lightweight 2003 at the north end of the 
Snelling Ave. Crosstown line, 1937. (HR) 
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14 Jan 1891: 
Robert 
as RICE 


From 5th & S. Robert, via S. 
Concord, to Witham. Through-routed 
& CONCORD. 


22 July 1905: 
South St. Paul. 


1 Aug 1905: 
Invergrove. 


28 July 1909: 
8 Nov 1920: RICE through-routing discontin- 
ued. Downtown loop via S. Robert, 9th, 
Wabasha, 5th, S. Robert. 

19 Aug 1924: Temporary route in via S. 
Robert, Delos, 4th, S. Robert, 5th; out via 
Wabasha, Delos, Robert. 


23 Dec 1924: 
8th, Wabasha. 


1 May 1925: .. . From Wabasha, 5th, Robert, 
3rd, Sibley, 5th, Robert, 7th, Wabasha. 


27 Aug 1926: 
5th, Robert. 


31 Oct 1928: . . . Concord, to Faulkner Ave, 
Invergrove, over tracks of former St. Paul 
Southern Railway from Linden. 

1 June 1932: 
13 July 1932: 


13 Oct 1933: Abandoned between Linden and 
Faulkner in Invergrove. 


19 June 1934: 
17 May 1952: 


+ « » Concord, to 6th St. in 
- « « Concord, to Linden St., 


Again through-routed w/RICE. 


Loop via Wabasha, 5th, Robert, 


Loop via Wabasha, Robert, 8th, 


One-man except rush hours. 


Again through-routed w/RICE. 


All service one-man. 


Abandoned. 


Rice-South St. Paul car on wye 
at Invergrove city limits in 
September, 1950. (JS) 








STRYKER _AV. 


1 July 1894: From 5th & Wabasha, via Wabasha, 
Winifred, Stryker, to Annapolis. 


1908: Through-routed with JACKSON ST. 

8 Nov 1920: Through-routed with RICE ST. 

13 July 1932: JACKSON ST. routing restored. 
18 Sept 1932: All service one-man. 

29 Oct 1938: Through-routed with HAMLINE. 

2 Dec 1939: Through-routed with RONDO AVE. 
24 Jan 1948: Abandoned. 





Car 1524 at Stryker end of Rondo- 


Stryker line. (BN) 


UNIVERSITY AVENUE 


9 December 1890: Loop via Wabasha, 5th, 
Robert, 8th, to Wabasha, then via Wabasha, 
University, to City Limits (thru service to 
Minneapolis). 


lk. November 1918: Thru-routed with Sixth 
Ave. No. line in Minneapolis. 


3 September 1921: Temporary downtown route 
via Wabasha, 5th, to wye at Sibley; return 
via 5th, Robert, 9th, to Wabasha. 


29 October 1921: Loop via Wabasha, 5th, 
Robert, 9th, Wabasha. 


11 December 19,6: 
h. April 1952: 
31 October 1953: Rail service discontinued. 
Track from Washington & Cedar in Minneapolis 


to University & Snelling in St. Paul retained 
for shop trips. 


Began full PCC service. 


All service one-man. 


WES' A E 

4 Nov 1914: From 5th & S. Robert, via 5th, 
Wabasha, Rice, Como, Western, to Cook; 
through-routed with’S. ROBERT line. 

8 Nov 1920: 


13 July 1932: 
on Western Ave. 


Through-routed with JACKSON. 
Double-end shuttle car only 


9 Sept 1932: 
23 Aug 1941: 


One-man at all times. 


Abandoned. 





Car 3 on Western Ave. line at junction 
with Como-Harriet line, car 1318. 


‘ (Left) Car 415 passing State Capitol 
in 1953; in service on University Ave. 
interurban line, the last line to oper-- 
ate in St. Paul. (EHN) 


CAR ASSIGNMENTS, October 21, 1947: 


(This is intended to present a typical day of service. 
possible to present a table of service of the various routings 


lines throughout the years. 
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It is im- 
of 


LAKE STREET & EAST SIDE 
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This table is from the Schedule Depart- Bloomington-Columbia Heights L8 17 Te 218 6 2: 
ment's records and was picked at random to illustrate service. One ES 15 Ot ke cide ek 
should bear in mind that at the highest point in TCRTts operations, 32 12 30 10 2 
reached in 1931, 1,021 cars were operated.) 

Plymouth-East 25th St. LS 23 T5220, HA 2 
CARHOUSE and Line AM Day PM Night Owl BS 2s a iL aee 
25 8 27 8 2 
EAST SIDE 
LAKE STREET & NORTH SIDE 
Como-Harriet-Hopkins 52 27. 50 13 3 
Oak-Harriet nye Le 24 8 2 28th Ave.-Robbinsdale LS 27 9 21 7 
Inter-Campus Special 3 2 NS 13 fi levee} aa 
Interurban Extras 6 4 40 POE 829 8 
NICOLLET 34th Ave. &.-N. Bryant LS 17 8 15 6 2 
MS oe hee Re 
Nicollet-2nd St. NE-NW Term. 54 20 «48 15 1 2! 10: 20 2 
Glenwood-4th Ave. 27 10 «28 8 nf : 
LAKE STREET & SNELLING 
LAKE STREET 
Selby-Lake LS 39 ry th 5) 3 25 fo) 
Minnehaha-Fort Snelling 20 12 ‘20 8 2 Sn a pa eX) bide} 
Fort Snelling Extension 7 af 1 al 5 25 2 20 3 
Interurban Extras 2 
DULUTH & SNELLING 
NORTH SIDE 
Grand-Mississippi Du i121 1 7 2 al 
Chicago~+Penn-Fremont 73 at 5 20 3 Sn 13 4 20 4 1 
Broadway é 3 4 2 24 27 «< 
Interurban Extras 3 
Hamline-Cherokee Du 4 1 4 2 
SNELLING So 1B 6 # meh 4 
17 yea 7 2 
Interurban 57 29 +67 13 2 
Snelling Ave. 14 & “22 6 St. Clair-Payne Du 9 ANohts 3 
Rice-So. St. Paul Extras 9 Sn 11. a ee Oy eA ig 
Como Locals 1 20 9 30 7: 2 
DULUTH Dale-Phalen Du 6 3 Fa 2 ay 
Bn 26 1d is AM hee 
Rice-So. St. Paul 16 8 18 2 12 Y asian 5 1 
Rondo-Stryker 7 4 7 uA pe 
Fort Snelling-Maria-47th Ave. 12 7 12 o) 2 Randolph-Hazel Pk.-Mahtomedi Du 23 9 25 TS yaa ce: 
6 Wie Geena Vea Gere ie 
NICOLLET & EAST SIDE 30 13) 43 9 2 
Bryant-Johnson Nic 30 34 10 2 Totals: 
ES 17 % 42 et cos 
47 20 49 14 2 EAST SIDE 125 57 122 33 6 
NICOLLET 12. 50 124 37 5 
Grand-Monroe ie 13 e 14 4 A wane STREET 13 68 137 500 10 
NORTH SIDE AO eB 92 
33 9 3 7 1 Minneapolis Total 481 213) 47h i a 
SNELLING TAO". 621142) 4a 
DULUTH 1 
CAR ASSIGNMENTS coramon ofl oH Er 
TWIN CITY TOTAL 709 324 706 Cake ea X0} 
AY-AS-YOU- i The Pay-As-You-Enter sys- AVERAGE SPEEDS: As of May 20, 1946, TCRT car CARS ON LINES, P.M. RUSH, 4-28-47: 
tem of fare collection Speeas:weresas:LoLlowsis 
was first introduced on the 4th Ave. §.-6th Chicago-Penn-Fremont He 
Ave. N. line on April 28, 1918. This was Line Mileage Day Rush Nights Qwl Selby—Lake is fs 
done as follows: the lorig seat on the gate Bs Mpls.-St. Pa 2 
side of the cars next to the rear bulkhead Oak-Harriet 9.96 11.9 10.3 12.2 13.6 Como-Harriet 50 
was removed and a small seat for the conduc-— Ply.-E. 25 LOS28). 1263: LS?! 12.3 14.0 Nicollet-2nd St. 49 
tor was installed. The new Johnson farebox Nic.-2nd St. 9.38 11.7 10.6 11.7 13.7 Bryant-Johnson 47 
was placed on an iron standard reaching from Grand-Monroe 8.19 10.9 10.0 10.9 13.6 28 Av. S.-Robbinsdale 31 
floor to roof. The overhead registers were Bryant-Johnson 10.7 11.7 11.1 12.2 13.4 34 Av. S.-N. Bryant 29 
moved from the front bulkhead to the rear Glenwood-4th 6.94 12.2 10.7 12.3 13.7 Bloomington-Col. Hts. 28 
bulkhead. The lever operating the cash side Bloom.-Col. 11.05 13.3 12.0 13.5 14.4 Grand-Monroe 26 
was connected so a foot pedal at the base of 34 S.-Bryant 12.15 12.9 12.0 13.3 14.9 Glenwood-4th Ave. 26 
the standard. The lever operating the trans- Chicago-Penn 10.54 12.4 11.3 12.4 14.0. Plymouth-E. 25th 26 
fer and ticket side was connected to a cord 28 S-Robbins. 13.20 12.6 11.8 13.0 14.1 Oak-Harriet 25 
which hung down next to the bulkhead. The Grand-Miss. 9.13 12.7 11.2 13.7 14.0 Minnehaha-Ft. Snelling 20 
cord operating the overhead bell was moved Hamline-Cher. 8.22 12.0 11.2 12.0 13.3 Broadway 4 
from the pole side to the gate side of the Dale-Phalen 8.69 11.1 9.8 11.9 12.4 Intercampus Special 2 
car and dropped down to a point near the Snelling Ave. 5.26 10.8 10.8 10.8 =: Fort Snelling Stub 1 
farebox. When the conductor saw the coins Rice-S.St.P. 9.78 12.8 11.1 13.3 15.0 
as they were dropped into the box and had St.C.-Payne 9.80 12.5 11.1 14.0 14.0 Randolph-Mahtomedi Al 
determined they were valid, he pressed the Rand.-Hzl Pk. 11.20 13.2 11.4 14.0 14.9 Grand-Mississippi 28 
foot pedal for the cash side of the regis- Rondo-Stryker 5.19 11.5 10.0 11.5 11.9 St. Clair—Payne 27 
ter. When he got transfers he pulled the Ft Snell-Maria 10.67 13.6 12.3 13.6 15.2 Hamline-Cherokee 18 
transfer cord. Otherwise he operated the Interurban. 10.36 11.7 10.9 12.2 13.8 Rice-So. St. Paul 16 
farebox as they do now: dropping the coins Selby-Lake LOSST SH 1.2'0.2 O86 1238) 1551 Dale-Forest 15 
into the box by pushing down the lever and bela Raney ee ae net tees ane Eee a 
then regist. ¢ —Mahtomda A 3 . . --- 5 
‘ hrougie ering the coins by grinding them Intercampus 3161 15.5 1525 ees shee Rondo-Btryker 7 
As cars were made ready, the PAYE system Chi-Fremont 10.71 12.6 11.5 12.6 14.3 
was introduced on the various lines. For Broadway 3-45 11.5 10.9 12.9 == : 
example: 11-17-18 Monroe & Bryant Snell. Stub 1.07, 10.7% 210675. 1067 --- SKIP-STOPS: The electric railway industry 
11-22-18 Grand & Johnson N. Emerson 3.78 11.3 in general went to the skip- 
12-4-18 54th St. & Col. Hts. M'tha-Ft.S. 8.85 13.6 12.4 13.6 15.2 stop plan of operation as a war-time economy. 
The changeover to one-man operation did measure. ICRT followed the trend, and the 
away with registers, but Johnsons remained. SYSTEM 263.89 12.6 11.4 12.8 14.2 skip-stop plan went into effect in the Twin 


Cities on August 11, 1918. 
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HISTORY: In 1879 the Mimeapolis & St. 
Louis RR extended a branch to 
Excelsior from the Minneapolis-Albert Lea 
main line at Hopkins. on its way past 
Carson's Bay this branch passed near the 
Hotel St. Louis at Solberg's Point. The 
Chicago Milwaukee & St. Paul Ry. later con- 
structed a branch to the hotel itself, which 
remained a Minnetonka landmark until torn 
down in 1907. In addition to the lines of 
the M&StL and CM&StP in this area, the 
original route of the Great Northern Ry. 
between Wayzata and St. Bonifacius on the 
Hutchinson branch was via Hopkins and Excel- 
sior. This stretch of the GN was relocated 
in 1900 via.Minnetonka Beach ‘and Mound, and 
a suburban service started to Mound which 
lasted till 192). 

Soon after abandonment of the Minneapolis 
Lyndale & Minnetonka Ry's steam route to 
Excelsior, proposals were made for the con- 
struction of an electric railway to that 
point. One of 1896 was for a line to follow 
the highway out Lake St. Blvd. and Superior 
Ave. The M&StL and GN each suggested elec- 
trifying their existing routes to Excelsior, 
perhaps by third rail. For several years 
previous to 190, TCRT had been considering 
the advisability of building lines outside 
the Twin Cities, and for that purpose had 
organized the Minneapolis & St. Paul Subur- 
ban RR as a subsidiary with the right to 
purchase, build, lease, own, and operate 
such electric railroads. This new company 
first built the lines to Stillwater, South 
Stillwater, South St. Paul, White Bear, and 
Mahtomedi. 


In pursuance of the 190) decision to con- 
struct a line from Minneapolis to Excelsior, 
the M&StPS early in 1905 obtained from the 
villages of Excelsior and West Minneapolis 
(later Hopkins) the necessary ordinances a 
authorizing it to build in anda thru these 
municipalities. This company immediately 
purchased a portion of the old right of way 
of the ML&M Ry, and began construction of a 
double-track interurban route from the 
westerly city limits of Minneapolis to Ex- 
celsior, fourteen miles. Feeder and 
trolley wires over this distance received 
power from substations built at Hopkins and 
Excelsior. One steel bridge was erected 
across the M&StL RR and CM&StP Ry at Hopkins 
and another over the M&StL RR at the east 
edge of Excelsior. 

The first track was ready in time to 
open the line for regular service on 30 Sep- 
tember 1905, and the second track was com- 
pleted early the next spring. Between the 
Minneapolis city limits and Excelsior, many 
of the curves of the old Motor Line were 
eliminated and the grade made more nearly 
level. Eighty-pound rail was used thruout. 
Electric arc lights were fastened to the 
span-wire poles at 00-foot intervals, and 
presented as a scenic attraction at night. 

On 19 October 1905, M&StPS leased the 
branch of the Milwaukee Road extending from 
Hopkins to Deephaven, and electrified the 
line.in the spring of 1906. ‘The Deephaven 
branch traversed a route replete with a 
frequently-recurring succession of reverse 
curves, some sharp, some gentle. ‘Tho 
entire branch was single track with no in- 
termediate sidings. The line of the Minne- 


apolis & St. Louis RR to Winthrop was 
crossed at grade near Williston Park, each 
route being protected by a single-bladed, 
two-indication, lower-quadrant semaphore in 








On the Deephaven line, 1915. 
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each direction, manually-operated from a 
tower at the crossing. 

The Tonka Bay branch of the M&StL was 
leased in September 1907, and the electric 
line of M&StPS extended from Excelsior to 
Manitou Jct. on its own PRW alongside the 
M&StL track, thence over the leased branch 
to the Lake Park Hotel. This extension was 
opened for service 30 May 1908, and was 
always single track. A boat dock was built 
at Wildhurst, and a loop was connected to 
the Tonka Bay main line 700 feet away. 

The sixty-five acres of land on Big 
Island, half a mile north of Excelsior, 
were bought for the establishment of an 
amusement park and picnic grounds. The 
latter included kitchen facilities with 
stoves, running water, and iced storage 
units. A power transmission line was ex- 
tended to the island by submarine cable, 
and a substation with sufficient capacity 
to supply all needs there was built. Well- 
known bands and orchestras were hired to 
give concerts in the music casino. The 
Lake Park Hotel at Tonka Bay was leased 
from the M&StL RR on 13 June 1908. 
OPERATION: During the summer months typical 
base headway on weekdays was 
half-hourly to Excelsior, hourly to Tonka 
Bay, and every two hours to Deephaven. 

Cars to Tonka Bay and Deephaven displayed 
destination signs specifying each point, 
while cars to 2nd Street, Excelsior, used 
signs reading "Lake Minnetonka", For 
several years, an early trip was operated 
daily for the benifit of fishermen, leaving 
Minneapolis at ..03 asm. for Excelsior. 
Sunday was the big day on the Minnetonka 
lines. Schedules provided for ten-minute 
headway, but numerous extras would be added 
to handle the crowds on a pleasant day. As 
many as sixty cars might be on the line at 
one time when some special event was held 
at Excelsior. A dispatcher was stationed 
at the Excelsior yard, communication with 
train crews being provided at various points 
by wooden phone booths secured by a company 
lock. The Excelsior Docks were the busiest 
place on the system, as connections were 
made with all upper lake steamboat routes 
at that point. A wye was located at the 
docks, with a six-track storage yard oppo- 
site having a capacity of about forty cars. 
Half-hour headway was provided to Tonka Bay, 
with every other car running via Wildhurst 
Loop to connect with the lower lake steam- 
boat routes. LAKE MINNETONKA cars’ ran 
local west of the Minneapolis city limits; 
EXCELSIOR LIMITED cars stopped only at 9th 
Ave., Hopkins; EXCELSIOR EXCURSION cars 
stopped only at 9th Ave., Hopkins, and did 
not run beyond the Excelsior Docks. 

Originally all Minnetonka and Hopkins 
cars called the dispatcher at Lake Harriet 
Loop. This was changed in May 1909 to the 
city limits sand pit phone at hth & France. 
Deephaven cars also reported at Deephaven 
Jct. in both directions, and before leaving 
Deephaven, inbound. Tonka Bay cars repor- 
ted in both directions at 2ndq Street, Excel- 
sior, and before leaving the end of the 
line at Tonka Bay. Maximum speed between 
France Ave. and Excelsior was prescribed by 
the operating rules as sixty miles per hour, 
with 2,000-foot spacing of cars. Minnetonka 
cars made only certain stops within Minnea- 
polis, outbound to take Passengers, inbound 
to leave passengers, as listed in Table "4", 

Baggage and express service was given to 
all points on the Minnetonka lines, inclu- 





The trestle at Hopkins. 
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ding the steamboat routes. Shipments for 
the latter were transferred at Excelsior, 
Wildhurst, or Deephaven, thus serving many 
points not reached by highway or rail. Two 
round trips Monday thru Saturday were made 
between Minneapolis and Tonka Bay, and one 
to Deephaven. During its early years of 
operation, the baggage car ran thru from Sst. 
Paul. One trip to Tonka Bay was also dis- 
continued. All shipments were loaded at 
the station on 6th St. between 1st Ave. No. 
& Hennepin Ave. in Minneapolis. . The usual 
procedure was to run from there to Tonka 
Bay, return to 9th Ave., Hopkins, back into 
Hopkins, wye and back out to the main line 
again, then head west to Deephaven. The 
car returned direct to Minneapolis from 
Deephaven. Baggage and express was deli- 
vered at various road crossings and stops 
along the route in addition to the regular 
stations at Hopkins, Deephaven, Excelsior, 
and Tonka Bay. Baggage, but no express, 
was transferred to the steamboats at the 
docks at Excelsior and wWildhurst. Baggage 
service was discontinued 10 September 1923, 

When the line first opened to Excelsior 
in 1905, cars reached downtown Minneapolis 
via Hennepin Ave. to 3rd St., to lst Ave.N., 
to 6th St., to Hennepin, and return to Ex- 
celsior. Layover was taken at lst Ave. N. 
& 3rd St. In 1907 a waiting room and ticket 
office was established at 17 No. 6th St.; 
the cars then looped via 7th St. to lst Ave, 
to 6th St., and took their layover in front 
of the ticket office. small wayside shel- 
ters were erected at most of the PRW stops 
west of France Ave. One of the largest, at 
Blake, had an iron fence around it, the 
better to keep the youngsters from a nearby 
boy's school off the tracks. Roof signs on 
some of these shelters instructed: "To stop 
trains at night, a light should be waved 
across the track when train is at least 
1,000 feet distant". public timetables re- 
ferred to the cars as trains. This was a 
state regulation, as the suburban lines 
were operated under modified steam-road 
rules. 

Old timetables contained considerable 
text describing the territory served, as 
exemplified by this excerpt from the folder 
dated 1 June 1922: "Beautiful Lake Minne- 
tonka! .. . has an area of 21,6 square 
miles and a shore line of 125.3 miles, of 
which 13.9 miles is islana frontage. Its 
greatest width is 2.7 miles. The Upper 
Lake has a shore line of 2.1 miles, while 
the Lower Lake has 33.6.miles. Big Island 
is six miles around, and there are fourteen 
islands in all, plus 2) distinct bays. 
Steamboat service is furnished by TCL to 23 
landings. Weekday excursions on Lake Minne- 
tonka include a Trolley Ride and a Two-Hour 
trip around the famous lake, all for 75 
cents from Minneapolis. Daily except Satur- 
day and Sunday, train service to Excelsior 
or Wildhurst, excursion tickets good on any 
train leaving Minneapolis from 8.00 a.m. to 
3.10 p.m., inclusive, and good on boats all 
day. Return tickets good on any train lea- 
ving Excelsior or Wildhurst not later than 
9.12 p.m." General Passenger Agent A. W. 
Warnock stated in 1907, "We issue a 16-page 
timetable for all our interurban lines, 
with steamboat schedules and information 
which strangers need to guide them. ... 
In addition to having prominent stores in 
the Twin Cities hand out our printed matter, 
we have our publications on distribution in 
the folder racks of all the railroad ticket 
offices and hotels." 

A waiting room and ticket office was pro- 
vided for many years at 17 N. 6th St., be- 
tween Ist Ave. N. & Hennepin in Minneapolis. 
On 28 May 1928 this was changed to the Grey- 





West of Hopkins, 1923. 
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Suburban cars 1145-1163 were built by TCRT in 1906 
Here we see 1161 in 1911. 
These cars regularly made mile-a-minute speeds. 


for the 'Tonka lines. 


hound Bus Depot at the corner of lst Ave. N. 
& 7th st. Inbound cars were rerouted via 
Hennepin to llth st., lst Ave. N., 6th St., 
to Hennepin. Schedules were arranged for a 
stop of only two minutes at the bus depot. 
There were no agency stations on the lines, 
but commutation and other special tickets 
were sold at one drug store in Hopkins, and 
another in Excelsior. Fare zones were: 
Blake--2, Hopkins Wye or Glen Lake--3, 
Clear Springs or Tonkawood--l}, Excelsior or 
Deephaven--5, Tonka Bay--6. = 
On 20 September 1931 thru service to 
Deephaven was discontinued, and shuttle 
service instituted from Deephaven Jct. on 
weekdays, plus one trip each a.m. and pem. 
rush hour by a Como-Hopkins car. All 
Sunday and Holiday service was given by 
Como-Hopkins cars running thru to Deephaven. 
Constantly diminishing receipts finally 
caused the discontinuance of all rail ser- 
vice west of 9th Ave., Hopkins, on 11 August 
1932. Five cars were transferred to service 
on the Intercampus line until 1938, when the 
rest of 1145-63 were taken out of storage 
and all of them scrapped. The PRW between 
Clear Springs and Excelsior, including the 
bridge at Division St., was used as part of 
a new highway route. ‘The remainder is still 
visible, and may easily be followed on foot. 
Of course, Lake Minnetonka service was 
much improved (7) by the substitution of 
buses. Under new management, the Deephaven 
line was operated with 27-passenger Fords 
on a route thru partially-now territory, and 
skirting the north side of both St Louis Pk 
and Hopkins, but eliminating all transfer 
privileges. Buses averaged five minutes 
more running time to Deephaven than did the 
cars. The Excelsior-Tonka Bay route was 
formed by extending the Glen Lake bus line, 
which already ran out West Lake St from 
Minneapolis and continued on Excelsior Blvd 
thru Hopkins. By September 9, 1949, the 
Tonka “ay schedule had shrunk to eight trips 
6xcept Saturdays & Sundays, five trips 
Saturdays, and one (1) Sundays. The bus 
running time was as much as seventy-five 
minutes, as against fifty-five minutes for 
the cars, altho bus trips which did not go 
into Glen Lake Sanatorium took five to ten 
minutes less. Excelsior base service con- 
timued hourly, plus extra rush-hour trips 
and one limited trip. ‘The thirty-cent fare 


to Clear Springs was extended to Excelsior 
in an effort to bolster the dwindling patro- 
nage. 
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The extension of the 
Minneapolis & St. Paul 
Suburban RR to Excelsior and Deephaven in 
1905-06 revolutionized Lake Minnetonka 
steam navigation. All of the previously 
independently-operated boats were brought 
under TCRT management by its subsidiary the 
MINNETONKA & WHITE BEAR NAVIGATION COMPANY. 
With the opening of an amusement park on 
Morse Island, or Big Island as it was then 
known, three similar side-wheel ferry boats 
were built to run between that island and 
Excelsior. Six "Express" boats were con- 
structed in Minneapolis for operation from 
Excelsior to all points on the upper and 
lower lake. These six identical craft, 

the WHITE BEAR, STILLWATER, HOPKINS, HARRIET, 
MINNEHAHA II, and COMO, were. seventy feet 
long, with a beam of fifteen feet. They 
were equipped with upright boilers fired by 
soft coal. Night illumination was supplied 
by electric lights drawing current from a 
small steam generator. Old photos show 
these boats both with and without an awning 
covering the top deck. In the forward sec- 
tion of the lower deck were double-width 
transverse seats each side of an aisle, 


STEAMBOAT OPERATION: 


“ nearly the same as on the railway cars. 


Several smaller boats and the sternwheeler 
EXCELSIOR were included in the unified sys- 
tem. In spite of WHITE BEAR in its name, 
the M&WBNCo never operated any boats on 
that lake. 

The express boats were a popular inno- 
vation on Lake Minnetonka, as no attempt 
previously had been made by the predecessor 
companies to run their boats on regular s 
schedules. M&WBN service was provided on 
four routes, each with a base headway of 
two hours. The fare was ten cents between 
any two points on the same route, and no 
transfers were issued. There was a total 
of twenty-three public and private landings. 
These routes were operated thru 1923: 

Excelsior-Deephaven-Wayzata, 7 miles 0.W. 

Excelsior-Minnetonka Beach, 3 miles MJ 

Wildhurst-Spring Lake Park, 3 miles " 

Wildhurst-Zumbra Heights-Mound, 74 miles 
During 192l\-26 the service was consolidated 
into two routes, and several landings 
eliminated. The forty-five minute four-mile 
round trip on the Big Island ferry had been 
discontinued 28 August 1911 when the amuse- 
ment park there was dismantled. A new park 
was located east of the docks in Excelsior, 
and remains in use today under a different 
management. 

What could be nicer than to spend Sunday 
at the lake, taking a cool breezy ride on 


. one of the express boats, or enjoying an 


all-day outing at the amusement park and 
picnic grounds? Evidently a major part of 
the population of the Twin Cities favored 
those thoughts, for a terrific volume of 
business was handled summertimes before 
World War I. The steamboats, which operated 
only from the middle of May to the end of 
September, were the principal means of tran- 
sportation between various points on the 
lake in those days. 


Six express boats were built by Snelling Shops in 
1906 for Minnetonka service. 
cabin to TCRT car design. 


Note resemblance of 


With the construction of additional im- 
proved roads in the early twenties, and the 
increased use of private autos and launches, 
steamboat patronage had fallen off to an 
alarming degree. Operations were opened in 
the summer of 1926, but so little business 
resulted that the service was discontinued 
after six weeks, and the boats sold or 
scrapped. One of the former express boats 
remained afloat till 19.9, but as a diesel 
launch. This craft was used only for char- 
ter service by an independent owner. Blec- 
tric Railway Journal for July 1926 reported 
that "Automobile competition has destined: 
four of the fleet of the Lake Minnetonka 
passenger steamers of TCL to a 70-foot-deep 
watery grave. Two were sunk recently, and 
two more are to go, after twenty-one years 
of service." 

After the decline of the resort hotel 
business, motor- and sail-boating, together 
with fishing, remained the chief attractions 
of the lake. A popular yacht club, still 
in existence, has its building on a small 
island near the Deephaven dock. A boat 
building yard is still in operation at 
Solberg's Point on Carson's Bay, between 
Deephaven and Excelsior. Chartered seaplane 
service was once offerred out of Wayzata 
for anyone prosperous enough to be in a 
real hurry. ‘ 
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Looking west from Blake Se \atiaara 
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The car is 1289, inbound. 


THE STREEICAR FLEET: (An editorial in MILEAGE & TIME: Miles Minutes Line From To 
the "Minneapolis Teese 

Sunday Tribune," February 12, 1950:) Mpls., 6th St. 0.00 10) 'Tonka Harriet loop Excelsior 9-30-05 
‘ City Limits 5.45 24 Deephaven Deephaven Jct. Deephaven 10-10-06 

"There are many ways of getting from Hopkins-9th Ave. 9.53 31 Hopkins Main Line 9th-Excel. 

home to school but not many more exciting Deephaven Jct. 10.65 33. Tonke Bay Excelsior Tonka Bay 5-19-08 

than that provided by the old streetcar Meyview 11.83 35 

boats that used to ply Lake Minnetonka. Glen Lake 12.64 36 

The transit company had smoother sailing Clearspring 14.77 39 

in those days than now. Its fleet of six Vine Hill 15.89 Al 

double-decked boats, painted a vivid yel- Christmas Lake 17.26 43 

low to match their land-going partners, Excelsior-Docks 17.91 45 

was the slickest means of transportation i ist St. 18.05 45% 

on the lake. More than thirty years ago, " 3rd St. 18.24 46 

these boats made regular connections with wt George 18.53 46% 

the streetcars at Deephaven and Excelsior. Manitou 19.48 49 

In the early fall before the lake season Crescent Beach 20.19 51 

ended, many children used to catch a Wildhurst Dock 20.46 52 

streetcar boat on the way to school in Tonka Bay 21.26 55. 


Minneapolis. This involved standing on 
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line in 1946. 


A Lake Minnetonka car eastbound at Fair oer oe 
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in 1923 as seen from rear of another car. 








a long, T-shaped streetcar dock and try- 
ing to keep your little friends from 
shoving you in the water before a street- 
car boat came along. You knew the skip- 
per. of the boat well, of course, and if 
you were lucky, he might let you put a 
hand on the wheel to get the feel of 
steering. 

"Next best to that was riding on the 
upper deck and leaning far over the rail 
to watch the white wake boiling behind. 

"Sometimes, in a high wind, the boats 
pitched and tossed a bit too much for 
comfort, and it seemed good to transfer 
to the streetcar, which only rocked and 
swayed. 

"The old streetcar boats were a neigh- 
borly institution. When they hit the 
dock at Breezy Point (now Maplewood) on 
their way to Depphaven in the early morn- 
ing, one could be fairly certain to know 
everyone on board. 

"Now the kids whiz back and forth to 
school in cars and busses. But they are 
a@ sorry lot of landlubbers compared to 
the school children ‘who once rode the 
streetcar fleet at Minnetonka." 


Below is a drawing by R. L. Olson of 
car 1092, used on Minnetonka about 


1908. See "Double Deck Cars." 1224 Outbound on Hopkins Trestle sec 
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NO. 30—IN EFFECT MAY 30, 1908. SUNDAYS 


rastes LAKE 
MINNETONKA 


FAST CARS *2 BOATS 


FAST ELECTRIC TRAIN SERVICE Leave | Arrive | Arrive | Leave || TRAIN STOPS 
Minn'polis | Excelsior | Tonka Bay | Tonka Bay 
EXCELSIOR—WILDHURST—TONKA BAY 


Trains carrying signs reading— 
Minneapolis to Excelsior—18 miles. Minneapolis to Tonka Bay—21 miles. 


es] ) ee] e He een 
: : 3 ; ‘ é ‘erm 

WEEKDAYS : : F pean Ft EXCELSIOR LIMITED, run to 
: : 2nd St. Excelsior. 

EXCELSIOR EXCURSION, run 

Dock Station, Excelsior. 
WESTBOUND.-Lake Minnetonka 
or Deephaven Trains stop only to 


receive puaconecers, for points 
west of Hopkins at— 


Sixth Street 

Seventh Street 

Twelfth Street 

Groveland Ave. 

Douglas Ave. 

29th Si 

Lake Street 
A-—Lake Harriet Station 

Lake Harriet Loop 

City Limits 

Grimes 

Browndale 

Brookside 

Mendelasohn | * 

Hopkins Sub Station 


EASTBOUND—Stop at pointy 
west of Lake St. only to dis- 
charge passengers from west of 

oF East of Lake St. 
make all local stops to 6th St. 

EXCELSIOR LIMITED trains are 
indicated thus (L.). These Trains 
as well as Excelsior Excursion 
Trains make no stops between 
Lake Harriet Loop and Dock 
Station, Excelsior, except at 
Hopkins. 

LAKE MINNETONKA Trains 
atop at— 

9th Ave. (Hopkins) 
Deephaven Junction 
Glen Lake 
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Minn'polia | Excelsior Tonka Bay | Excelsior | Minn'polis 


ce te 


AM. 





imtidig 


faf5 ol ali of of 5) 2) 
BRBSBRERREBBES 


BRRSREREE 
es 


FESS eereanoe 
ah 

Sst slsi sl sills) 

iyetcdetetotnt td 





cc 
BEE 


oo 





RESzERS 


THE CLEAN, FAST, SOOTLESS, 
SMOKELESS, CINDERLESS ELECTRIC 
ROUTE EVERYBODY LIKES ro TRAVEL 


BBB 


DEEPHAVEN LINE 


Minneapolis to Deephaven—17 miles. 


WEEKDAYS SUNDAYS 
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Leave Arrive Leave 
Deephaven | Minn'polis | Minn’; Dolla 
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Crescent Beach 
B—Wildhurat 
Tonka Bay 
DEEPHAVEN Trains stop at— 
9th Ave. (Hopkins) 
Dose haven Junction 










¢ Tables supersede all others previous! 

subject to change and correction wit 

notice. "Cars and Boats are urually “On Time and make 

connections according to tables given hereon, and all 

» means are employed to do so, but such connectiot 
Bot guaranteed. Tee Cornpany will not be responsible 
for consequences iz from delays or errors con 
printed schedules, 


WILLARD J. HIELD, General Manager. 
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Owing to congestion of traffic on Sundays and Holidays, passengers desiring 
to make Boat connections at Excelsior, should allow themselves a full hour be- 


tween Minneapolis and Excelsior, as ‘Boats are despatched promptly on. time — Westbound only. 
regardless 


A 
of arrival of trains. B—Only for Boat connection, 





itl 


Tonka Bay Trains will fot ran into Wildburst Loop in either direction, when there'are 20 Bost connections 60 be tmade at Widburst 
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TIME TABLES—MINNEAPOLIS AND LAKE MINNETONKA ELECTRIC CARS 


Starting Point of all Lake Minnetonka Cars in Minneapolis—Ticket Office and Waiting Room, 17 North 6th St. Telephones—N. W. 2071—T. S, 31 


EXCELSIOR LINE STOPS. DEEPHAVEN LINE COM0-HOPKINS LINE 


DISTANCE, MINNEAPOLIS TO EXCELSIOR, 18 MILES an eee DISTANCE, MINNEAPOLIS TO OECPHAVEN, 17 MILES St. Pail to Hopkins, 21 miles; tims 1 hour 38min, Minneapolis to Hopkins, 10 miles; time 42 min, 
WESTBOUND — Ex = 
fetched tabi hia onl Setanta ere he Steen I Ede aod OE 


WEEKDAYS SUNDAYS | Savon careaton onbito WEEKDAYS SUNDAYS WEEKDAYS 
Saag points west of Hopkins 































; 4 sei Leave | Arrive | Leave | Arrive | Leave | Leaye LEAVE ST. PAUL ‘] LEAVE MINNEAPOLIS LEAVE HOPKINS 
Leave Arrive Leave Arrive Leave at—6th Street she i 5 pet , ‘ Fi 
Minn'polis | Excelsior | Excelsior | Minn’polis | Minn'polis| Excelsior iN ame Minn'polis | De'phaven | De'phaven | Minn'polis | Minn’polis | De'phaven (Robert ond 6th Sts.) __(Wash, and Honn, Aves.) (For Twin. Cities) 




















Groveland Ave. 








.| 4:30 PM 
















{ Harriet Station 
City Limits 
Browndale 
Abbott Park 
Mendelssohn 
SubStation 


BASTBOUND — Stop 
at above points only 
to let off passengers 
from West of Hopkins, 


{Eastbound at “Loop”. 
EXCELSIOR Local 
cars stop on signal at 


9th Ave. (Hopkins) 
Deephaven Jct. 
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COMO-HOPKINS 


Cars make all stops in 
St. Paul and Minneapo- 
lis, as well as between 





























Lake Harriet and Hop- 
Buvgators “king, including Grimes 
Vine Hill i and 8rd Aye., Hopkins. 








Christmas Lake 
, Dock Station 
DEEPHAVEN cars 
stop on signal at— 
9th Ave. (Hopkins) 
Deephaven Jet. 


L—EXCELSIOR 
LIMITED 
Cars are indicated 
thus (L), and make 
no stops between 
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4 Baker 
Lake Havriet and Groveland Ss I 

+ Saturday only. § Wednesday and Saturday. | Excelsior. except at Breezy Point N I NE. 
Hopkins, Northome 





SUNDAYS 


LEAVE ST, PAUL LEAVE MINNEAPOLIS LEAVE HOPKINS. 





19 
und every half hour 


to 10:49 PM. 
then 11:13 
11:57 “* 





HOW TO GO FROM ST. PAUL TO LAKE MINNETONKA 


Take any*"'Selby-Lake' car and transfer to ‘Minnetonka’ car at Hennepin Ave., 
Minneapolis, or take any “Como-Harriet,” ““Como-Hopkins” or “Minneapolis & St. Paul” 
car and transfer to “Minnet.nka” car at 6th St, Minneapolis. 








Above are reproduced two public timetables of the 'Tonka lines when in their 
earliest era. The one at the top is dated May 30, 1908---while the one below 
was in effect May 1, 1907. (1908 TT. from Sulzbach, 1907 from J. R. McFarlane) 
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THE STILLWATER DIVISION 


The first electric street 
railway company in the State 
of Minnesota was the Stillwater St. Ry., 
which began operation in June 1889. It was 
designed by Frank Sprague, and used five 
cars on two lines. In July 1891, new cars 
with 50-hp motors were purchased to improve 
service on the long steep grades. Power 
was obtained from a station on the St. Croix 
River. Further improvements under way in 
October 1891 were elimination of many sharp 
curves on the South Stillwater line, and 
the extension of the Main St. line to the 
state prison. Burton electric heaters were 
experimentally installed in car 7 with sat- 
isfactory results, using three amperes of 
current to heat the car to seventy degrees 
against an outside temperature of thirty-six 
degrees. By August 1893, the company was 
in its second receivership, and in May 189) 
was sold to new owners. Little is known of 
the further history of the Stillwater lines 
until 21 March 1899, when TCRT was granted 
a franchise to operate electric cars on the 
streets of Stillwater. 

The NORTH ST. PAUL 


INTERURBAN CONSTRUCTION: 
RAILROAD was in- 


corporated 22 August 1889 to build and 
operate a single-track narrow-gauge steam 
railroad, from the cable power house at 

E. 7th St. & Duluth Ave. in St. Paul, to 

the village of North St. Paul. A steam 
motor was purchased from the Minneapolis 
Lyndale & Minnetonka Ry., and service began 
in April 1890. It was ammnounced during May 
1891 that the City of ‘Stillwater had gran- 
ted C.P.Gregory and associates of that city 
a franchise to construct an electric rail- 
way from Stillwater to St. Paul. However, 
it was April 1892 before a contract was let 
to the Northwest Thomson-Houston Co. to 
build a new electric line between North St. 
Paul and Mahtomedi, and electrify the steam 
road from St, Paul to North St. Paul as a 
standard-gauge line. Work was pushed rapid- 
ly by the new company, reorganized as the 
ST. PAUL & WHITE BEAR RAILROAD, and the 
first thru car ran on 1 July 1892. ‘The line 
terminated in St. Paul at Newcombe & E. 7th 
Sts., one block east of the cable power 
house. An 86-by-122 foot brick building 

was erected as a combined car house, 
shops, and power house, at Margaret St. & 
9th Ave. in North St. Paul. Carload freight 
interchange connections were at Hazel Park 
with the Chicago, St. Paul, Minneapolis & 
Omaha RR. (C&NW), at North St. Paul with the 
Wisconsin Central (Soo Line), and at Mahto- 
medi with the St. Paul & Duluth RR (Northern 
Pacific). Rolling stock consisted of eight 
double-truck deck roof open-platform elec- 
tric cars built by Pullman. The steam loco 
was retained for freight service, and to 
haul several second-hand steam road coaches 
in handling weekend crowds. A round trip 
took eighty minutes, and the timecard had 
twenty-five trains each way for a thirty 
minute headway. An amusement park was loc- 
ated at Wildwood. ; 

On March 21, 1899, the Minneapolis & St. 
Paul Suburban RR. (TCRT) purchased the St. 
Paul & White Bear RR. Work on the extension 
to Stillwater was begun May 10, 1899, by the 
Nelson & McAllister Construction Company of 
Minneapolis. Supplies were shipped to 
Mahtomedi via the Northern Pacific Ry., the 
cars then being hauled by the StP&WB steam 
engine to Wildwood and east on the exten- 
sion, The tunnel under the Wisconsin Cen- 
tral tracks east of Wildwood was completed 
on July lst, and on 23 August regular ser- 
vice was inaugurated between 7th & Wabasha 
in st. Paul and Union Depot- in Stillwater. 

A branch was built during 190. from Wildwood, 
up the west shore of White Bear Lake, four 
miles to the village of White Bear, The 
Wilkin & 3rd St. line in Stillwater was ex- 
tended to the village of South Stillwater 
effective 5 May 1905. South Stillwater was 
renamed Bayport in 1911, 2 

i . Since the line was all single 
OPERATIONS. track beyond Hazel Park, opera- 
tion closely followed steam road practice. 
Train movements were controlled by a dispat- 
cher at Owen St., in Stillwater. Phones 
were provided in wooden booths at each 
siding, plus. a semaphore which could be re- 
motely operated by the dispatcher to stop 
cars to give the crews orders. Standard 


LOCAL LINES: 








Lightweight #4 eastbound at 3rd & Chestnut, Stillwater. 


forms were used for copying the orders, and 
a@ rulebook and timetable were issued to 
each trainman. The Stillwater local lines 
were included in these, This division also 
had its own superintendent, line car, work 
car, and snowplow. 

Service was operated thruout the year on 
a thirty-minute headway. Thru cars ran 
from St. Paul to White Bear, and St. Paul 
to Mahtomedi, during the morning and evening 
rush hours,and all day Sunday, A shuttle 
car between White Bear and Mahtomedi connec: 
ted with the Stillwater trains at Wildwood 
at other hours. During the summer season, 
local cars were operated to Wildwood be- 
tween most regular cars, thus giving 
fifteen-minute headway to that point. 
Rumning time was sixty-five minutes to 
Stillwater, fifty-eight to White Bear, 
forty-nine to Mahtomedi, and twenty-two for 
the shuttle between White Bear & Mahtomedi. 
The St. Paul terminal dubing the first 
years of operation was the Seven Corners 
Loop at Main & West 7th Sts. In 1915, the 
route was changed to loop via 7th, Cedar, 
9th, Wabasha, returning out 7th. After 
1919, it was 7th, Broadway, Sth, wye at 
Sibley, then back one block to the Union 
Depot at lth. 

In stillwater the interurbans operated 
north around the loop from owen gt. to 5th 
& Main, thence to the Stillwater Union Depot, 
returning vie the same route. Local service 
was given on this route. At Union Depot loop 
interurbans took the siding to enable eity 
cars to run around them. Local city cars ran 
on two other routes in Stillwater: the Owen 
St. line ran from the wye at Owen St. Siding 
south to Olive, Greeley, Churchill, 3rd, 
Chestnut, to Union Depot loop, returning via 
the same route; one car gave thirty minute 
headway. The Wilkin St.e-South Stillwater 
line ran from William & Wilkin Sts. in stil1-{ 
water via the Union Depot loop to 3rd St. & 
Central Ave. in South Stillwater; two cars 
gave a thirty minute headway, making regular 


meets at a siding just south of 3rd & church-lAgt 


hill. 

The amusement park at Wildwood was owned 
and operated by TCRT, and contributed heavi- | 
ly to weekend patronage on the trolley line. 
situated on the south shore of White Bear 
Lake, the park was long a favorite location 





_north leg of the White Bear wye. junction. 
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to spend a summer Sunday. Standard weekend 
headway was fifteen minutes, but extra cars 
were added as needed to take care of any 
unusual increase in business. Sunday was a 
dispatcher's headache because of the single 
track and each run usually being in four 
sections. A wye and storage track were lo- 
cated at Willernie, the Mahtomedi branch 
junction, and two additional storage tracks 
were available alongside the substation, 
south of the highway. An interesting 
operation took place at wildwood when thru 
cars ran to White Bear Village. The pedes- 
trian entrance and exit for the park was by 
means of a ramp under the tracks. A White 
Bear car would pull up to the unloading 
platform over the ramp to discharge and re- 
ceive passengers. The car then backed up, 
took the crossover. to the westbound track, 
and continued backing down the main line 
until it cleared the switch of the south 
leg of the White Bear wye, after which it 
van forward up the branch. Returning to St. 
Paul, the car headed around the south leg 
of the wye, then backed up the westbound 
main track to the ramp to handle passengers. 
After all waiting passengers were loaded, 
the car then headed west on the main line 
to St. Paul. The Mahtomedi-wWhite Bear 
shuttle car presented no problems. Coming 
in from White Bear, it headed around the 
north leg of the wye, then thru the cross- 
over to the eastbound main, on which it 
stopped at the ramp to load and unload 
passengers. Leaving Wildwood for Mahtomedi 
the shuttle car continued east onto single 
track and left around the west leg of the 
Willernie wye, the same as a thru car from 
St. Paul. Coming thru Wildwood from Mahto- 
medi to White Bear, the shuttle stayed on 
the westbound main, and headed around the 
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The increased use of private automobiles, 
coupled with the depression, had the same 
effect on the Stillwater lines as it did on 
the Lake Minnetonka lines and many others 
throughout the country. By the summer of 
1932, revenues had declined to such a marked 
degree that on August llth of that year ser- 
vice was discontinued between Wildwood and 
Stillwater. Further retrenchment occurred on 
September 10th, 1932, when the Wildwood-White 
Bear branch and the Stillwater local lines 
were discontinued. The line to Mahtomedi re- 
mained in operation, the first four weeks in 
conjunction with the Grand Ave. local line in 
St. Paul, afterwards with the Randolph line. 

The amusement park at Wildwood was closed 
and the Wildwood platform stop discontinued 
effective October 12, 1938. A wye had been 
installed at Henry St. in 1934 and turnback 
service was given to this point; in 1945 a 
siding was added. All of the sidings on the 
Mahtomedi line continued in use after 1932, 
until the Long Lake siding was removed when 
the Henry St. wye was installed (1934). For 
other changes, see the track map notes. 

After 1945, Mahtomedi service was gener- 
ally hourly, with many extra weekday runs to 
North St. Paul. In the afternoon rush hour, 
a four-section trip left 7th & Wabasha at 
5310; one section ran to Mahtomedi, one went 
to Wildwood, and two to North St. Paul with 
one of the latter running express as far as 
Larpenteur Ave. at the St. Paul city limits. 
This operation was soon reduced to but three 
sections, one to each of the first three 
points. All meets were made at the Henry St. 
Siding. 

Service to Mahtomedi continued with local 
cars until final abandonment on November 3rd, 


1951. 
STILLWATER MISCELLANY: Stillwater cars orig- 

: inally nan express in 
St. Paul to 7th & Duluth, local beyond. When 
the line was double-tracked to Ivy Ave. in 
1922, express service was extended to that 
point. 

_ The first automatic signals on the line 
were those protecting the gauntlet track over 
the CStPM&O RR. at Hazel Park, and also on 
the reverse curve at McKusick's Lake, near 
Stillwater. 

Regular cars carried pouch mail to North 
St. Paul (Wildwood, Mahtomedi and Stillwater) 
until June 1, 1938. 

Prisoners were taken to the State Prison 
at Stillwater handcuffed to their seats on 
special cars. 

Every day (with Sunday being the big day) 
newspapers were carried to all stops along 
the line. The Duluth Ave. shop men got the 


car ready and rode to 7th & Wabasha via the 
Cedar St. loop to help load the papers. The 
bundles occupied nearly the entire front 


half of the car as well as the motorman'ts 
cab. The shopmen were let off at Duluth Ave. 
and the car continued on as a regular Still- 
water train. First it went to White Bear, 
then over to Mahtomedi, back to Wildwood and 
finally out to Stillwater and South Still- 
water. Bundles of papers were thrown off at 
required points by motorman and/or conductor. 

Stillwater suburban cars had round over- 
head fare registers (minus bell) on the left 
side of the front bulkhead, with cords run- 
ning along the left side of the car. A rec- 
tangular box on the right side of the bulk- 
head held a trip sheet, connected by two rods 
to a fare-indicating dial on the rear bulk- 
head. The conductor would set the dial and 
then stamp the trip sheet by pulling one of 
the cords. At each fare zone limit the con- 
ductor was required to set the register back 
to zero and ring up the number of fares on 
board at that time. This was done regardless 
of how crowded the car was, and made the job 
of a conductor a very busy one indeed on the 
weekend runs to Widtwood. 

Each motorman received a card for his own 
particular run on which were listed all time 
points and any scheduled meets. The dis-— 
patcher was notified by each car when enter- 
ing or leaving double track at Ivy Ave., at 
any meeting points, and before leaving the 
end of the line. Extra and work cars ran by 
train order authorization. Tin markers in 
brackets on'the front of each car indicated 
a following section; kerosene lamps were 
specified for this purpose at night, but saw 
little use as sections were rerely operated 
at night. 
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Old White Bear RR. carhouse at 
North St. Paul, 1951. (CAL) 
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1116 & 1117 meet at Owen Siding, 1910. 


STILLWATER DIVISION 


No. 112—IN EFFECT JANUARY 13, 1945 
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Destination signs used 
in 1910 (in sequence): 


ST. PAUL & STILLWATER 
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6:00 | 6:98] 6:45] 6:61 7:05| 722| 7:50 following signs: 
E00 | 788) 7] 751 8:08] 8:12] 8:50 

FE B E 9:05] 9:1: 250 ’ 

9:00 | 9:98) 9:45]. 9:61 10:05} 10:12| 10:60 WILDWOOD 
eae eee eden ee 
: 163] 12:00] 121 12:18] 12:20| 12:56 

12:10 | 12:46| 12:63| 12:59 1:10] 1:17| 1:56 HAZEL P 
1:00 | 1:40! 1:47] 1:53 42:00! 42:07| _ 2:86 





























Later suburban signs: 








ZONES 








FOR INFORMATION CALL CEDAR 7381 


ST. PAUL-STILLWATER 
ST. PAUL-WILDWOOD 
MAHTOMEDI 





Saw. CNN K 
SCHEDULE SUBJECT TO CHANGE WITHOUT NOTICE 


STILLWATER MISCELLANY: Double tracking of 
this line out from 
St. Paul proceeded as follows: between 
May and October of 1917 the line was ftwo- 
tracked on E. 7th St. from Duluth Ave. to 
VanDyke Ave. (about. one block east of 
White Bear Ave. In July, 1920, double 
track was extended from VanDyke Ave. to 
Harvester Ave. (near the former Ames Ave. 
wye). In 1922 the second track was exten- 
ded from Harvester Ave. to Maryland siging 
except for the Omaha bridge where gauntlet 
track was installed. 

In August, 1924, a new crossover was 
built 75 feet east of Duluth Ave. on E. 
7th St. to allow Stillwater cars to Bass 
Hazel Park cars. Eastbound Hazel Park 
cars, upon hearing whistle signal from a 
Stillwater car wishing to pass, would teke 
the crossover, going to the westbound main 
which was part of the carhouse trackage. 
The eastbound Stillwater car then could 
pass the Hazel Park car while the latter 
ran against the current of traffic on the 
westbound main to the newly-built cross- 
over from the westbound to eastbound main. 
Westbound cars were cautioned to keep a 





WHITE BEAR 
MAHTOMEDI-WHITE BEAR 


vigilant outlook for eastbound cars on the 
westbound track at that point ‘and give 
eastbound cars right of way until they 
cleared the westbound track. 

Until the summer of 1913 the following 
sidings were used: Duluth Ave. end of 
double track; Bock St.; Maryland; Colby; 
Chair Factory; Pullman; Wildwood; Grant; 
Owen St. A wye was located at Ames Ave. 
on the east side of the main line and was 
called Hazel Park. It was used for cars 
in the rush hour providing service for the 
Harvester Plant. This wye was abandoned 
between May 1908 and May 1913. A wye and 
siding was located at Autumn Ave. and was 
named Maryland. 
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THE 
Minneapolis & St. Paul 
Suburban Railroad Co. 


Stillwater 
Division 


SUNDAY TIME TABLE 
6 


Series - No. : 
Effective Oct. 4, 1914 


FOR THE GOVERNMENT AND INFORMATION OF 
EMPLOYES ONLY 


This Time Table, from the time it takes effect, 
supersedes the preceding Time Table 
and all special instructions relating 
thereto. This Time Table must 
not be lost. 


J.D. HAGERTY, - Chief Dispatcher 
CHAS. H. RINKER, - Superintendent 
J. J. CAUFIELD, Gen. Superintendent 
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TRAIN ORDER BLANK 
THE MINNEAPOLIS & ST, PAUL SUBURBAN RAILROAD COMPANY 


Train Order Ni 
Line 


Issued to Opr. Date. 
Sec. 








Train Position Direction 








Meet train 





Meet train 





Meet train 





Meet train 





Meet train 





Meet train 








You will have.. 





You will report for orders... 





Annulled 


Supereedea f by Train Order No... 








REMARKS 





Complete at 
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rain. 


Motor running forward by 
Day or Night as a Regular Card- 
See rule, 




























































































Motor running forward by 
Day displaying GREEN FLA 
signals for a following section. 
See rule. 



































Motor running forward by 
Day displaying WHITE FLAG 
signals indicating an Extra 
Train not carded. See rule, 








Motor running forward by 
Night displaying QREEN Ligh 
signals for a following section, 
See rule, 

















Motor running forward b 
Night displaying WHITE LIGH' 
signals indicating an Extra 
Train not carded. rule. 
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TIME TABLE NO. 3783 


TRAIN NUMBER 



















TOTAL TIME CARD TIME, 76.31 








- WHITE BEAR. 
LAKE SHORE. 


MANTOMEDI............., 




















SOUTH STILLWATER 


TIME TABLE NO. 3784 


TRAIN NUMBER 
















TOTAL TIME CAI 

















ceeeee, TILLWATER UW. Deo... 
CHURCHILL AND 30 STS...... 
-CHURCHILL AND 30 ST. SIDING ..., 
.. SOUTH STILLWATER........ | 

























OWEN STREET 


;TIME TABLE NO. 3788 
TRAIN NUMBER 















TOTAL TIME CARD TIME, 15.27 























OWEN ST. STATION. . 
CHURCHILL AND 30 87S. 
_ -STILOWATER U. 0. .. 
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TWIN CITY LINES 





THE INTERCAMPUS LINE 


The University of Minnesota's main campus 
is located in Minneapolis, but the U's Agri- 
cultural School is located in St. Paul. The 
Intercampus Line was constructed in 1913-14 
to provide quick, efficient transportation 
between the two, thus obviating the necess- 
ity of duplicating courses and facilities. 

The resultant electric railway operation 
resulted in one of America's most colorful 
lines. 2400 students daily ride its cars, 
which operate on a fifteen-minute headway in 
school hours; on Saturday the headway is 15 
minutes in the morning, 30 minutes in the 
afternoon---while the line shuts down com- 
pletely nights and Sundays. 

The Intercampus Line is economical, too: 
4¢ per ride by the dollar commutation ticket, 
73¢ by token, or 10¢ cash. Should a student 
find himself unable to pay even these modest 
fares, the conductor obligingly hands him an 
"IOU" slip to fill out; the slip eventually 
finds its way to the University bursar's 
office and 10¢ is taken from the student's 
account to satisfy the conductor's lien. A 
student carrying quite heavy "Ag" units is 
even allowed to ride free of charge. 

The Intercampus Line is a curious hybrid: 
half TCRT, half state-owned. TCRT's Como- 
Harriet line is used from the Main Campus at 
Ath St. SE & 15th Ave. SE via 15th Ave. and 
Como Ave. to the Campus Junction at Eustis. 
Here the Intercampus cars switch onto State- 
owned railway, single track on private way. 
Through oak woods and pleasant countryside 
the college special wends its way, finally 
reaching its destination---the loop at the 
Farm School, just 2$ miles from its starting 

oint. 
: The cars required for this service are 
rented from TCRT by the University at a rate 
of (1943) $2.50 per day per car, plus $3.70 
per hour for labor and power. In addition, 
TCRT performs a}l maintenance of roadway for 
which it is reimbursed. Cars assigned to 
this service are kept in their own-pool; in 
1935, after abandonment of the Lake Minne- 
tonka lines, high-speed suburban cars 1145- 
1149 were used; these (except 1145) were re- 
built in 1938 with front-exit doors, slower 
motors and K-type controllers. 1146-1149 
were scrapped in 1941, and gate cars 1345- 
1349 succeeded to the Intercampus Line. In 
recent years 1266-1271 have been used on the 
line and are now (mid-1953) the only gate 
cars still in passenger service, being used 
only on this line. 

However, the University does own one piece 
of rolling stock: the switching car. This 
car was built by TCRT for the University on 
November 15, 1914. It is half-closed and 
half-open, and occasionally hauls a passenger 
or’ two as well as freight cars and l-c-1 
freight. #1 isn't much to look at, but does 
its job well---the job consisting in the main 
of shifting coal, fertilizer, machinery and 
livestock between the Soo Line interchange 
and the Farm School. Occasionally #1 gets 
outside the Agricultural College bounds when 
it is called upon to haul supplies from the 
University's Main Campus storehouse; this is 
the only time it is seen on the opposite end 
of the line. 

The University's engineering students sur- 
veyed the route of the line in 1913 and con- 
tractors finished the construction and ‘grad- 
ing work by the end of that year. Tracks 
were laid by TCRT and regular service was be- 
gun on Wednesday, November 4, 1914. 

Although primarily for students, anyone 
can ride the Intercampus Line by paying a 
separate cash or token fare; transfers are 
neither issued nor received by the line. 

The days of the Intercampus trolley line 
are indeed numbered: and soon the buses will 
take over its responsibilities. But there 
are some who venture to predict that the 
record set by the yellow cars in moving. huge 
crowds of students on rigid schedules will 
be recalled with envy by students and univ- 
ersity officials alike in future years. 


26910 


UNIVERSITY TROLLEY LINE 
SPECIAL SALE TICKET 


Univ. of Minn, 
Bus. Adm. Form 94 


Void if Punched 














Here we see the Intercampus car on the loop 
at the Main Campus end of the line in Minn- 
eapolis; the date: September, 1950. (JS) 


Suburban car 1147 is seen above on the loop 
at the Main Campus, Minneapolis, in July of 
1937. The car is as used on the Stillwater 
aes projections on front formerly dis- 

played green lights as sections. (HR) 


The University's switcher: 


Weight: 46,700 lbs. 

Motors: “ ie (4), 50 HP 

Ratio: 16:69 - 

Controller: K-37 Monet eeicge noe 

Trucks: Twin City #4 weatre: grog 
Couplers: AAR 
Air: GE CP-25 


Builder: TCRT, 1914 


University of Minnesota 
Business Adm. Form 332 
3-49—5M 


INTER-CAMPUS CAR 


Date. 





Inasmuch as I do not have cash, token or ticket with me for my 


transportation on the Inter-Campus Car I request that 10 cents be 
deducted from my general deposit. 


Signed. 


College. 











1270 is shown here at the opposite end 
of the Intercampus line: on the loop 
at the Farm School, Jan. 4, 1952. (RDG) 





Intercampus car near Agricultural Campus 
in St. Paul, September, 1950. (JS) 





Intercampus car leaving private way at 
Eustis St. for Como Avenue (foreground) 
in September, 1950. (JS) 





Bus. Adm. Form 87 
B52.-2500 (112-4) 


Rath fare 
GOOD ONLY FROM CAMPUS TO GAMPUS 
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How better can we capture the spirit of 
TCRT at its best than by quoting from a 1910 
tourist guide published by the company: 


"Nature has been generous with her gifts 
to these two cities. Minneapolis, "The Flour 
City," has a cluster of glistening lakes with- 
in its limits. St. Paul, "The City on Seven 
Hills," is enthroned on the high rocky cliffs 
of the deep-gorged Mississippi, which binds 
the two with its ever-flowing waters. And in 
and around them, there is a great Land of Out- 
of-Doors---of fertile plains, busy villages, 
rugged ridges, cool forests, sparkling streams 
and falls, shimmering lakes, pretty country 
homes, broad farms and spots where Nature is 
seen in her virginal wildness, all forming 
scenery of unsurpassed beauty. 

"All Twin City Trolley Trips are over the 
lines of the Twin City Rapid Transit Company , 
whose well-equipped lines reach every resort 
and point of interest in and around the Twin 
Cities, as well as their desirable residence 
sections. The company operates over 300 miles 
of standard-gauge track in Minneapolis, St. 
Paul and Stillwater, serving a populous and 
well-settled area of over 600 square miles, 
and enjoys the well-earned reputation of being 
one of the most progressive electric trans-— 
portation companies in the United States, for 
its equipment and service are the best that 
money, skill and consideration for patrons can 
provide. It furnishes rapid transit between 
the furthest sections of the cities, and an 
unusual system of long rides for a 5-cent fare 
is effectually carried out. 

"Every known device for the comfort and the 
safety of passengers is employed to make its 
service pre-eminent. Its tracks are unusually 
smooth and heavy. The large, 45-foot cars, 
built by the company in its own shops, are of 
the most modern and expensive construction and 
are the wonder of strangers. They are roomy, 
easy-riding, comfortable, and handsomely fur- 
nished. They are mounted on heavy, double 
trucks and equipped with powerful motors, air 
brakes, whistles, and electric signal bells. 
Easy, spring-cane seats accomodate 52 persons. 
The windows, with their peculiar disappearing 
sash, are unusually large and deep, insuring 
the freest circulation of air, and admitting 
the cooling breezes of summer delightfully. 

It is a real treat to make a trip in one of 
these big, smooth-tplling, yellow cars. 

"The most delightful trolley trip you can 
enjoy in the Twin Cities---or, for that mat- 
ter, anywhere---is the one to Excelsior on 
Lake Minnetonka, and if you have only a few 
hours to spare, avail yourself of this trip, 
for it includes a wonderful group of the Twin 
Cities' most beautiful resorts. Fare from 
any point in Minneapolis, each way, 25 cents; 
time, 45 minutes; distance, 18 miles. 

"After leaving the city you'll experience 
something unusual in the way of an electric 
car ride of 14 miles to the attractive leke 
town of Excelsior, for there is no better- 
built or equipped line anywhere than this. 
Double tracks of 80-pound steel rails are 
laid on a perfectly graded and ballested pri- 
vate right of way, level and straight, except 
here and there where some long, easy curve, 
planned with the most scientific skill, only 
serves to turn the scenic page and enhance 
the pleasure of the trip. Over this smooth, 
steel roadway the 300-horsepower car speeds 
along with ease at a mile-a-minute clip. Now 
the western city limits of Minneapolis are 
passed and the real country is on all sides. 
Straight as the birds fly the car speeds to 
the thriving town of Hopkins. 

"There's a network of railroad tracks at 
Hopkins, but there's no danger or delay, as 
the car crosses them all on a high steel via- 
duct, and, finding its way to earth again to 
the Hopkins station, starts on the very last 
stretch of the joyous journey. The hills now 
rise on all sides and the meadows and pas- 
tures are narrower and deeper sunk, making a 
rural landscape to remember. Over Purgatory 
Creek and through grove-crowned bits of hills 
the car whizzes along. Before we know it, 
the car has ascended a steel viaduct, span- 
ning a railroad, and Lake Minnetonka---"The 
Big, Blue, Beautiful Water"---flashes and 
gleams before the eyes. The car slides down 
the incline and stops at the Excelsior Ter- 
minal Docks, and the electric ride is over. 

"You have reached Excelsior and the lake by 
the easiest way, the most comfortable way, 
the most interesting way, combined with the 
perfection of electric railway construction. 
You have experienced no heat, no cinders, no 








TWIN CITY TROLLEY TRIPS 


soot, no smoke. You are prepared to enjoy 
the good things the lake offers you. 


THE FAST STEAMERS: "The busy Terminal Docks 

are the landing plece of 
the company's fine fleet of 12 new steamers, 
which, like all other "Twin City" equipment, 
represent the best and latest ideas for com- 
fort, safety, speed, and beauty. They are 
fine types of marine architecture, and they 
fairly invite you to take passage in them. 
You should accept their invitation. 

"The threedouble-end, double-deck paddle 
ferries, "Minneapolis," "St. Paul" and"Min- 
netonka" perform a shuttle service between 
the Terminal Docks and Big Island Park, the 
company's beautiful new pleasure resort in 
the big part of the "Lower" lake, reached in 
8 minutes. No extra boat fare on electric 
car tickets from Twin Cities. Each ferry is 
108 feet long, 35 feet wide, and can carry 
one thousand passengers. 

"At Big Island Park you can enjoy music by 
the best bands, revel in the delights of a 
picnic party, enjoy many amusement features, 
or simply idle away some hours with the rip- 
pling surface of the blue lake all about you. 
By day, it is a picture; by night, when an 
electric wand has touched it, it is Fairyland. 
It is the ideal resort of an ideal lake. The 
ferry trip across the lake is exhilarating, 
and at night when the big steamers, ablaze 
with electric lights, ply back and forth, 
they make pretty pictures on the dark waters. 

"The six fast propellers, "Como," "Harriet," 
"Hopkins," "Minnehaha," "Stillwater," and 
"White Bear" offer a pleasant way to trail the 
lake's shores and see its more secluded 
charms. These "Express" steamers are each 70 
feet long, 14 feet wide, and comfortably carry 
125 persons. They furnish communication be- 
tween Excelsior and all the principal landings 
on the "Upper" as well as the "Lower" lake at 
frequent intervals. Fare from Excelsior to 
any points, each way, 10 cents. 

"The three fast Excursion propellers, "Pur- 
itan" (capacity 300), "Plymouth" (capacity 
200), "Mayflowert poaneeley 150), and dancing 
barge "Priscilla" (capacity 300) make daily 
excursion trips around the lake and are also 
open to charter at very reasonable rates. 

"Lake Minnetonka is 20 miles long and 4 
miles wide, with a charmingly irregular shore 
line of over 300 miles. Its channels, bays 
and islands are continually revealing new 
vistas of dancing waters, and its shores are 
dotted with handsome summer homes, hotels and 
club houses. The lake is alive with sailboats 
launches and steamers, all adding life and 
color to the beautiful scene. Minnetonka is 
not only Minnesota's most magnificent lake, it 
it is one of America's. Its splendid pro- 
portions, its picturesquely broken shores, 
make this glorious sheet of water worthy 
of superlative praise. Travel the world 
over, you'll never see any as enchanting. 

THE GREAT WHITE WAY: "If traveling to the 
lake by day is de- 


lightful, then traveling by night is novel 
and thrilling. For when the summer sun has 
dropped behind the hills, the entire line 
bursts into one long, blazing lane of light. 
From the span wires great electric arcs 
throw their brilliantly piercing rays up 

and down the shining tracks so that the 

cars whisk along a splendid path of white. 
The woods are darker than ever by contrast, 
and the sharp, cool breath of the meadows, 
the vague spice of the foliage, and the 
grateful fragrance of wild flowers come 
drifting to your senses deliciously. Travel 
this route by day you should; travel by even- 
in you must, for the 'Great White Way! trip 
is something you cannot enjoy on any other 
electric road in all the world. It is dis- 
tinctly a 'Twin City! conception. 

THE DEEPHAVEN LINE: "There is a second line 
from Minneapolis to Lake 
Minnetonka---"The Cottage Line to Deephaven." 
It follows the Excelsior line to Deephaven 
Junction where it branches off to the right, 
curving in and out among the Minnetonka hills 
through the easy, comfortable cottage groups 
of Groveland, Breezy Point, and Northome, 
finally ending at Deephaven, on Bay St. Louis 
directly in front of Hotel St. Louis and in 





sight of the Yacht Club House on a little is- 
land in the bay. It is a most picturesque 
route to one of the lake's loveliest cottage 
sections. Rates, time and distance same as 
to Excelsior. An Express steamer connects 
with cars at Deephaven for Excelsior and in- 
termediate points. 
WILDWOOD, WHITE BEAR, STILLWATER: "Take any 
car for 
Wildwood at Wabasha & 7th Sts., St. Paul. 
Fare to Wildwood, each way, 15 cents; time, 
40 minutes; distance, 12 miles. Route is 
through rural scenes whose beauty is the 
constant wonder of the thousands who travel 
this highway. Past North St. Paul and Sil- 
ver Lake, with pretty farms and ever-chang- 
ing verdant pictures on all sides, the line 
sweeps into Wildwood, "The Beautiful," where 
one may find rest, comfort, coolness, and 
kindred delights of the good old summertime. 

"Wildwood is one of the loveliest spots 
in the Northwest, and combines all the feat— 
ures of a park, lake, and summer resort, 
offering everything in the way of entertain- 
ment. As a place of pleasant recreation, 
Wildwood is unexcelled. 

"Take a car at Wildwood for the town of 
White Bear and you will get a good idea of 
White Bear Lake, which has 40 miles of shore 
line dotted with cottages and villas. The 
route is through the woods not faz from the 
lake's edge, through Birchwood and Lake 
Shore into White Bear. Fare each way, 10 
cents; time, 13 minutes; distance, 5 miles. 

"On return to Wildwood, take a car for 
Stillwater, "The Queen City of the St. 
Croix." Fare, each way, 15 cents; time, 25 
minutes; distance, 8 miles. The trip is a 
continuation of the romantically beautiful | 
landscape already enjoyed, with sylvan lakes 
and verdure-clad hills, and long sweeps of 
undulating valleys. Entering the city, the 
line winds in and out among the pleasant, 
shady streets, finally looping at the Union 
Station. 

"South Stillwater, with 1500 population, 
can also be reached by electric cars from 
Stillwater. Fare, each way, 10 cents; time, 
20 minutes; distance, 5 miles. Stillwater 
is 20 miles from St. Paul. Fare, each way, 
30 cents; time, one hour. 

INDIAN MOUNDS: Take a car for Indian Mounds 

Park at Wabasha and 7th Sts. 
in St. Paul. Occupying 135 acres on the mar- 
gin and slopes of the lofty bluff at the apex 
of the elbow of the Mississippi River, Indian 
Mounds command far-reaching prospects of the 
hill-bound valleys of the Mississippi and the 
Minnesota Rivers. The edge of the bluff is 
crowned with five superb cone-shaped Indian 
mounds. Indians used to visit the mounds 
every spring, conveying, there their dead 
chieftains and interring them in the mounds 
and at the same time holding their annual 
grand councils. 


"SIGHTS: "; "Visitors who have not the 
time to enjoy the indivi- 
dual trips outlined in this folder are offer- 
ed the "Sightseers," which afford pleasant 

services to enjoy MZYnneapolis and St. Paul 
in the least possible time. All "Sightseers" 
follow a general belt route between St. Paul 
and Minneapolis, which includes the picture- 
sque Como-Harriet interurban going and the 
new Selby-Lake returning---two pleasurable 
lines passing the most interesting buildings 
parks and resorts in both cities. 

"Twin City Sightseer" includes the belt 
route and Indian Mounds. Time, three hours; 
distance, 35 miles; fare, 50 cents. 

"Wildwood Sightseer" includes belt route, 
Minnehaha Falls and Wildwood on White Bear 
Lake. Time, 5 hours; distance, 58 miles; 
fare, 75 cents. 

"Minnetonka Sightseer" includes belt 
route, anda trip to Minnetonka; also an 
express. steamer tour of the Upper and Lower 
lakes. Time, 5 hours; distance, 72 miles; 
fare, one dollar. 


"Men, from place to place, shall fly 
In the twinkling of an eye." 
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Throughout the many years of its exist-— SHOPS 
ence, TCRT has had but two shops. These 
were Nicollet Shops and Snelling Shops. In 
its day, Nicollet Shops represented the ul- 
timate in.electric railway car building and 
repairing. When it grew obsolete, Snelling 
Shops was built and remains today one of the 
finest plants of its kind in the country. 

On these next pages, we examine Nicollet 
and Snelling Shops in detail. 


Nicollet 


NICOLLET SHOPS: When Minneapolis Street Ry. 

took over the Mpls. Lyndale 
& Minnetonka Ry. (the motor line) in April, 
1887, the roundhouse, shops, and turntable 
at 3lst & Nicollet continued to service the 
steam trains until the latter were discon- 
tinued in 1890. In June 1891 a street car 
construction and repair shop, plus a sepa- 
rate operating car station, were built--- 
with. the old roundhouse and shops being re- 
modeled as a part of the project. 

The new and old buildings and yards took 
up an entire city block, making it one of 
the largest electric railway establishments 
in the nation at that time. 

The shops were equipped to manufacture 
all car parts that were needed. 

The electric repair shop was moved late 
in 1891 to the power house then being built 
at the northeast corner of the property. 

In 1898, TCR embarked on a car building 
program that eventually saw more than 1200 
streetcars produced by it. So, in 1898, it 
improved and enlarged Nicollet Shops and 
for nine years this was the core of all car 
building and maintenance. 

Finally, in 1906, TCRT definitely outgrew 
Nicollet Shops. The company decided it to 
be wiser to erect a completely new and more 
modern shops at a more central location and 
Snelling Shops was the result. Upon the 
opening of Snelling Shops in 1907, Nicollet 
Shops saw itself transformed once again. 
Every bit of trackage was ripped up. The 
car house and the power house were razed, 
but the old shop oe was left for use Feet eeit 
by the Maintenance of Way Department. A new r their excellent maintenance. The reason was not c 
car house was erected, along with a com- beceinat ports ten ase ern down to underframe every five years, ailing parts renew- 
pletely redesigned track layout. ed, and put back in service as good, or better, than when first built. One of the 

So Nicollet Shops passed from the scene. first acts of the Green administration was to close down this rehabilitation program. 








Nicollet Ave. 


Storage 


| | House 


Turntable 


Machine 


3lst Street 


Shop 


W. 





. Nicollet Roundhouse as it appeared about 1900, practically 


Blaisdell Ave unchanged since it sheltered the Minnetonka steam trains. 





1 - Armature Room 
NICOLLET SHOPS & STATION Engine Room & 
2 - Magnet Room : Boiler Room 1 story 80! x 155! 
3 - Blacksmith Shop As rebuilt in 1891 Car House Digi 551 x 1938 
4 - gonqueters Room Machine Shop ? i 94! x 110! 
- Smo ' 1 1 
; All buildings brick Repair Room 125' x 207 
6 - Oil Tanks Bee Storehouse Boot 63' x 9dt 
7 - Brass Foundry Sketched by Russell L. Olson 
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Snelling 


University Ave. 





OFFICE & TRAIN- 
MEN'S QUARTERS 
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SNELLING SHOPS: By 1906, Nicollet Shops had 


proved to be inadequate to 

meet properly the increased demands of TCRT, 
and it was decided to construct an entirely 
new and much larger shops at a more central 
location. The area decided upon was a forty- 
acre tract of nearly level land almost exactly 
half-way between the Twin Cities on the main 
electric line between them, University Ave. 

1907 saw work begun and concluded on the 
main buildings of the new shops, which were 
given the name "Snelling Shops" from the 
street they faced upon. Eleven buildings 
were originally contemplated, but only six 
were constructed in 1907: machine shop, mill, 
paint shop, smithy, heating plant (same build- 
ing), foundry and kiln. Adjacent to the new 
shops and built at the same time was the 
Snelling car station. Contemplated for future 
construction were: the erecting shop (between 
the paint shop and mill), a store house, a 
track shop and a wheel shop; the erecting 
shop never was built (a portion of the paint 
shop being used for this purpose)’, the site 
for the wheel shop became the location of a 
large general repair shop, the smithy was 
built but later was converted into a dining 
room, a building for forge and structural use 
took the site of the track shop, and the track 
and rail bending area was moved eastward to a 
larger site. 

The buildings were constructed of reinforc- 
ed concrete throughout, with superstructures 


of hollow cement blocks and cement brick, made - 


on the grounds as needed. The designs for the 


buildings and the plans for the grouping of 

the buildings were prepared ‘after careful con- 
sultations by the heads of all the departments 
practically every de- 


in any way interested; 








partment of the system, therefore, had Some 
part in deciding the character of the plant. 

The plant consisted of two main divisions: 
the car station and trainmen's quarters, and 
the shops. ; 

As built, the Snelling Station was 360! in 
length and could hold 42 cars. Outside tracks 
could accomodate about 150 more. In all, 25 
tracks were used by Snelling Station. The six 
tracks inside the station building had pits 
their entire length, enabling light repairs to 
be made there. 

The shops were equipped to build complete 
cars (including trucks) as well as to perform 
normal heavy repairs. The machine shop had 
three traveling cranes of 12,000 lbs. capacity 
each, and traversed the entire central bay, 
50' x 200', which was given up wholly to motor 
and truck repair and construction. On the 
second floor the lighter work was done---such 
as armature winding and air pump work. The 
machinery of the machine shop (as of the en- 
tire plant) was electrically driven at 230 v. 
D@€. Machines of less than 3 hp. were grouped 
and others were run on independent motors. 

The foundry was equipped for the manufact-— 
ure of all of the company's castings except 
those of malleable iron and wheels. 

A study of the accompanying general plan 
will quickly show the logical and natural 
a rrangement of functions, whether for the 
repairing of existing rolling stock or for 
the construction of wholly new cars. First, 
on the east, were the sources of supplies, 
the open yards, the sheds, the storehouses. 
From these, materials could be sent to any of 
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the buildings easily and quickly. 
construction work was in order, supplies went 
down the line to the foundry, the smithy, the 
wheel shop and the machine shop (the place of 


If large 


final assembly); or, on the other side of th 
transfer table, materials went from storehous: 
and kiln to the mill for manufacture of all 
the woodwork of the cars---thence to the 
erecting shop, and finally to the paint shop 
where cars received their final touches and 
were shunted out to the car station. 

The transfer table was 775' long by 90! 
wide; originally its power was taken from a 
wire carried against the side of the pit and 
protected by a projecting ledge of concrete 
with a wooden guard. Later a trolley wire 
was strung overhead and a trolley pole put on 
the roof of the transfer table cab. 

Alongside the transfer table on either 
side were 30-foot planked platforms, extendin; 
its full length; these allowed the trucking 
of material or work from one shop to another 
without calling upon the transfer table. 

In later years, various buildings were add- 
ed to Snelling Shops: the general repair sho) 
(largest single building), lumber shed, forge. 
a building for the use of the Overhead Depart- 
ment, a cement and oil house, a large storage 
shed for cars (which burned in 19255 and in 


1949 a large bus rehabilitation center was in. 
stalled between the Paint Shop and the Mill, 
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CAR STATIONS e 
CAR BARNS: In St. Paul the first horse car Blaisdell Ave. 


parn & stable was a two-story 
brick building on Exchange St., between 3rd 
& th Sts. In 1880, a new central barn and 
office building was erected on St. Peter St. 
between lth & 5th. This three-story brick 
structure housed 150 horses, thirty cars, 
and the blacksmith & repair shop on the 
ground,floor, while the upper floors held 
offices, sleeping rooms for employees, and 
storage space for hay, grain, & oats. In 
1882, other barns were built at West 7th St, 
between Lee and Tuscorora Sts.; University 
and Aurora, near St. Albans; Smith Ave. and 
Ramsey St. Later barns were also construc- 
ted at Rice and Front Sts., and at Maryland 
and Greenbrier Aves. 

In Minneapolis, horse car barns were 
located as follows: Broadway & 2nd St. N.E., 
Chicago & Franklin Aves., Franklin & 16th 
Aves., th Ave. S. & 2th St., 27th Ave. S. 
& 26th St., Broadway & Monroe St., Washing- 
ton & 19th Aves. N., Riverside & 2th Ave. 
S., th St. S.E. & 1th Ave. S.E., Dupont 
Ave. S. & 28th St., 3rd Ave. N. & 2nd St. 

After electrification of the two systems, 
these barns were used as car stations: 3rd 
Ave. N., Washington Ave. N., 27th Ave. S., 
and Dupont Ave. S.3; Smith Ave., Rice St., 
and (ex-cable) Dale St., E. 7th St. 

A small station was built at Bloomington 
Ave. & 32nd St. in 1891. With the contin- 
ued expansion of the system, this: structure 
proved to be too small , and was abandoned 
in 1911 in favor of the newly-opened Lake 
St. Station. The latter, on Lake St. be- 
tween 21st & 22nd Aves. S. stayed all-rail 
till 1950 when the portion of the house con- 
taining tracks , 5, & 6 was converted into 
a bus garage. The East Side Station (Mpls. ) 
was completed early in the summer of 1891 
at University & 2nd Aves. N.E. Changes in 
the track layout at East Side were made in 
1910. North Side Station, at Washington & 
26th Aves. N., was opened October 25, 191). 
By 1950, tracks , 5, & 6 had been conver- 
into a bus garage. Nicollet station was 
constructed at the east side of the block 
bordered by Nicollet Ave., 31st St., Blais- 
dell Ave., & 32nd St. (See Shops). 

Midway Station, at University Ave., east 
of Raymond Ave., was a two-story brick car- 
house & office building built in 1891, and 
abandoned in 1908. It was used only by 
cars of the "Interurban" line. The Smith & 
Ramsey Station was severely damaged by fire 
in 1892, but continued to be used by elec- 
tric cars until 1911. A small station was 
located in South st. Paul at Concord and 
Richmond Sts., near the end of double track 
on the Invergrove line. It had a capacity 
of thirty cars, and was used mostly to eli- 
minate deadhead mileage for trippers serving 
the nearby meat-packing plants. ‘Built in 
1920, this station served TCRT until 1932, 
when the building was sold to a trucking 
firm. 

The cable car and power house on E. 7th 
St. at Duluth Ave. was remodelled and used 
as an electric car station and repair shop 
after 1893. At that time, all the tracks 
were enclosed, but the increasing number of 
cars made periodic changes necessary. Be- 
tween 1901 and 1912, much of the original 
structure was rebuilt and an entirely new 
track layout installed, with tracks 1 thru 
6 being enclosed. In 1922, a two-track 
building was constructed at the west side 
of the property for maintenance of Still- 
water suburban cars. However, it was never 
used for that purpose, an overhead crane on 
the #3 house track being deemed adequate. 
Later, part of the car house was torn down, 
leaving tracks , 5, & 6 out in the open. 
The open summer cars and work cars had been 
stored on these tracks. A portion of the 
western part of.the yard was taken over for 
bus storage in 1927, and the two-track buil- 
ding on this side converted to a bus garage. 
Use as a street car station was discontin- 
ued on 17 May 1952, due to abandonment -of 
most of the St. Paul local.lines. 

A car house, office, and substation was 
built at Owen St. Siding in Stillwater. 
This had three house tracks, plus one open 
storage track on which the line car. usually 
stayed, Only the Stillwater local cars 
were regularly kept at Owen St. Station. 


its last rebuilding. 
the right foreground. 
right a portion of the old steam railroad 
round house can be seen, while the old 
smokestack still dominates the scene. 


CAR ASSIGNMENT: 


weainder of old 
hops & roundhouse 






32nd Street 





Nicollet Station 


As Rebuilt, 1916 


Drawn by R. L. Olson 


Offices: 2 stories, 
351x305! 
House: 1 story, 
1101x305! 
All brick 
~ 
“A Opened: 
= . Closed: July 10, 1953 
dq 
bay 











Nicollet Ave. 





Nicollet Station, photographed just before 


Car 1092 is seen in 
fo the extreme 


Cars were assigned to the 
various car houses upon de- 
termination of the General Superintendent of 
the system. Each station puts its cars on 
the various lines according to a definite 
pattern. This was done so that each car got 
cleaned daily and inspected every other day 
for wheel and brake defects. 

The method listed below was’ in effect since 


1936. It is not known how cars were assigned 
previously. ree North Side, Lake St. 
Nicollet Snellin, East a 
First Day 1100s Odd-# Even- 
1500s Cars Cars 
1600-1607 
1800s 
Next Day 1200s Even-# Odd-# 
1400s Cars Cars 
1600s 
1700s 


Since Duluth Station was rather small and 
did not hold enough cars to permit odd-or- 
even-numbered cars on alternate @ys, the 
following system was used there: If the car 
were used all gay, it would be used for trip- 
pers the next day in order to permit inspect- 
ion time. 





Nicollet Station (known as 3lst Street 
Station for years) began as the center of 
activities of the 'Tonka steam motor line. 
In 1891 the buildings were remodeled and 
new ones added to form Nicollet Station & 
Shops. In 1907 Nicollet was entirely re- 
built and again in 1916. 

As of early 1911, the following lines 
and cars were based at Nicollet: 


Ath Ave. So. & 6th Ave. No. 1000s 
Washburn Park & Col. Hts. 

lst Ave. So. & Central 1000s & 
lst Ave. So. & Grand slow 1200s 


PCCs came to Nicollet Station in 1947 
for the Nicollet and 4th Ave. runs. 

Nicollet Station ran its last car on 
Friday, July 10, 1953. Nicofilet's PCCs 
pulled out as usual for their runs that 
day, but pulled in to East Side Station 
upon completing their runs. The eight re- 
maining standard cars pulled in as follows: 
1662, 1823, 1833 to Lake St. Station; 1533, 
1544, 1546, 1549, 1551 to East Side. 

Nicollet has now been rebuilt another 
time---this time into a huge bus gagage. 





RICE STREET STATION, 1892 
Rice St. 
SHER TABLE 


1 story frame, 89x132! 
Capacity, 30 cars 
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Washington Ave. North Offices: 40' x 200" 2 stories 


House: 80' x 300! 1 story 


North Side Station 


Opened: 25 October 1914 Closed: 10 July 1953 


North Side was built to relieve Lake Street, and all its cars 
came from Lake Street in 1914. It housed lines: Chicago- 
Penn-Fremont, Broadway, and parts of Interurban, 28th Ave.- 
Robbinsdale, 34th Ave. S.-N. Bryant. It has now been con- 
verted into a large bus garage. 


‘4 te 





North Side Station, 1952, showing cars 1480, 1384, 1199. (EHN) 





11-5-10: Lines transferred to new Lake St. Station: 





Line Cars Station From 
8th Ave. So. & Emerson 608-626, 832-836 East Side 
8th Ave. So. & 20th Ave. No. 752-757, 900-909 by A 
Mthaha Falls & Riverside 813-816, 1124-1142, 1217-1228 " " 
Snelling-M'haha Interurban 1179-1195, 1196-1200, 1241-1255 Snelling 
Selby-Lake Interurban 1391-1420 Nicollet 
Plymouth & Bloomington 992-1048 Bloomington 
Cedar & Camden " " " 





Lake Street Station yard, 1948. (FH) 
Opened: 5 November 1910 Closed: 31 December 1953* * Tentative date 


Lake Street Station was constructed to replace Bloomington 
Station. Careful plans were laid in the months prior to 
its completion, and the changeover was made so smoothly 
that a year after it opened, exactly the same number of 
cars were based there as was planned, months earlier. 


The St. Paul Warehouse Line was an industrial 


Lake Street Station 


Ss. 
Ss. 


21st Ave. 
22nd Ave. 





Lake St. 
Offices: 130' x 300! 2 stories All Brick 
House: 50' x 300! 1 story 


The following lines operated out of Lake Street in recent 
years: Minnehaha-Fort Snelling, Fort Snelling Shuttle; 
parts of these lines also operated from Lake: Interurban, 
Bloomington-Columbia Heights, Plymouth-E. 25th St., 28th 
Ave.-Robbinsdale, 34th Ave. S.-N. Bryant, and Selby-Lake. 


The locomotive was built by General Electric 





switching line which owned one electric loco. 


and used pantagraph. (All photos by R.O.) 
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CAR STATIONS 








Duluth Station 5 & 


As Rebuilt 






Frank St. 
Duluth Ave. 












Office: 31! x 2gor . E. 7th St. 1 brick 
House: 71! x 250! sn 

Duluth Station was known for years as "7th Street Station." 
It was originally a cable car operating center, then rebuilt 
into a station for electric cars. 

The following lines were based at this station in 1909: 





Stillwater, Mahtomedi, White Bear Jackson-Stryker Duluth Station about 1900. Note cable slot in tracks at right. 
Rice-So. St. Paul & Inver Grove Rondo-Maria Far car is #785, "St. Paul & Stillwater." 
Randolph-Hope Seventh St. (locals) 


Mississippi & W. St. Paul 


Opened: 1893 Closed: 17 May 1952 


East Side Station 


Opened: 1891 In. Service, 1953 


ist Ave. N.E. 


University Ave. N.E. 
. f--------=- 
1 
i 
| 
Hs 


4th St. N.E. 


East Side Station was unique in that all its tracks were within the 
station building. Arrangement of posts between certain tracks made it 
impossible to fire up the hot air system coal stoves on wide standard 
cars, so for most of their years the electrically-heated standards were 
assigned to East Side. 


—— As of early 1911, \the following lines operated out of East Side: 
Si ‘ noe “aoe Como-Harriet-Hopkins Fast 1300s 





Oak-Harriet Fast 1300s 
East Side Station about 1900, when it had 30 tracks; in later Monroe & Bryant 913, 1332, most 900s. 
years this wan ont to 26 trade Remoct & 60h ot: EE $00 (Oth 85) cs05 Soars 
East Side is the base of the Intercampus Line, and received Me conte bone 760-763, SEESTALIG Haan aa near 
PCC cars in 1949 for the Se eRe ae eee SH cs Bryn Mawr 877-819 (short aes) . 
weil ee itote tore eee halt about Tune Ls 1954. Robbinsdale Extension 897-899 (short double-end cars) 


Camden Extension 897-899 " " " " 






GREENBRIER AVE. CARHOUSE, 1892 


Qld horse barn & car house 
Maryland 











University Ave. 









MIDWAY CARHOUSE-~-1892 





94' x 310! 
House: 1 story, brick 
Office: 2 stories, brick 







1 story frame, 66x125' 
Capacity, 17 cars 








Capacity: 70 standard cars 


Greenbrier 





Opened 1891 Closed 1908 








Snelling Ave. 





Opened: 
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versity Ave. x 
sa Se ee SS Sos ee ee 1 
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| SUB- | OFFICE & TRAINMEN'S t 
| STATION : QUARTERS : 




















Snelling Carhouse, east 
end; 28 April 1952. (EHN) 








Snelling Station 





(SNELLING SHOPS) 


Offices: 
House; 


4L' x 414! 
120! x 360! Snelling Station was built with Snelling Shops and replaced 
Midway Station. The following lines were based entirely at 
Snelling in recent years: Interurban, Snelling Ave.; lines 
based in part at Snelling: Rice-South St. Paul, Selby-Lake, 
Grand-Mississippi, Hamline-Cherokee, St. Clair-Payne, Dale- 
Phalen, and Randolph-Hazel Park-Mahtomedi. 


Snelling Station was first to get PCCs. 


1907 Closed: 31 December 1953 (tentative) 


In 1949 certain trackage was rearranged to permit easier 
access and egress. Compare this track plan with that of 
Snelling Shops & Station. 










Owen Street Station 


Owen handled the local 


serie 3 oe Bloomington Station 
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Owen Street 
7th Street Opened: 1899 Closed: 1932 
l: Office } Brick, 
Minneapolis: Proposed Terminal Block, 1915. 2: Substation ) 50x32" 
Opened: 1891 Closed: 1 January 1911 3: Car House (wood, : 
ALL lines were to terminate here. 50x 1451) 
The land was purchased, but the terminal It bare the short 
was never built; TCRT was accused of buy- MA 800s (868-872), then 


ing the land from hidden profits. 


lightweights 1-4. 
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ROSTER & CAR DESCRIPTION 


TCRI cars fall naturally into five groups: 
early cars, standard cars, lightweight cars, 
PCC cars, and service cars. We have followed 
this grouping in the section which follows. 

Certain remarks may in general be directed 
at all cars: 


The first cars designed and built by 
TCRT had a rear platform enclosed except 
for the wire gates. ‘The window sashes 
could be lowered completely into the side- 
wall, The cars were kept warm in the 
winter with the aid of storm windows, sli- 
ding bulkhead doors, and a coal stove in 
the motorman's compartment, connected to a 
hot water piping system in the passenger 
section. 

The well-known TCRT yellow was soon adop- 
ted as a standard color. Details of the 
paint scheme were as follows: Yellow above 
the floor line, with medium-brown trim; 
dark green for all equipment and trim below 
the floor line; tuscan red for window sashes 
and roof. The wire gates were dark green. 
Numbers were painted in silver on each side, 
plus silver striping around the wood panel- 
ing below the windows. Headlight casings 
and trolley retrievers have always been 
dark green. 

737 thru 1290 were equipped with Baker 
hot-water heaters in the motorman's compart- 
when built. 1291-1685 had Peter Smith 
heaters, and 1686-1855 had TCRT-designed 
heaters in the motorman's compartment. Cars 
that were rebuilt with front exits had hot- 
air heaters installed under their floors, 
with air ducts connecting to the interior 
of the car, while electric heaters were in- 
stalled in the front vestibules. In 1928 
cars assigned to East Side Station were en- 
tirely equipped with electric heaters. 

Until the experimental equipping of 1788 
in 1918, all cars had only rear gates for 
passenger use. Between October 1920 and 
December 1928, 590 cars of 1200-185), were 
rebuilt with front exits. These consisted 
of single-width folding wooden doors at the 
right-hand side of the motorman's vestibule. 
They were mechanically interlocked with the 
hand-operated lever for the rear gates, so 
that the gates could not be opened while 
the front exit was closed. This was sup- 
posed to prevent the motorman from not 
noticing that the rear gates'’were open and 
starting the car without closing. them. ‘The 
gates were operated by a rod running the 
length of the car underneath the right-hand 
side, connecting with a crank mechanism at 
each end. 

Before 1931 the only cars capable of 
being one-man operated were 1-l}. In that 
year work was started on the conversion of 
the majority of the 1166-185) group to one- 
man operation. These were not all out of 
the front-exit group above, as 1166-1199 
were rebuilt with air doors directly from 
vrear-exit-only cars. Remodelling included 
installation of air-operated doors at both 
ends, modification of controllers and brake 
valves to give dead-man control features, 
and installation of electric heaters on the 
front and rear platforms. However, the 
necessary features of two-man operation, 
such as the rear fare-box post and the con- 
ductor's bell cord, were retained so that 


these cars could be used on any line as re- 
quired. None of the cars were equipped 
with treadles for the rear doors, so that 
the operators had to depend on mirrors to 
determine when the rear doors were clear. 
By the end of 1936, 1 cars had been re- 
built, leaving only 170 cars in their ori- 
ginal two-man design. Five more were re- 
built in 1942 to replace ones damaged in 
accidents and scrapped. 

The last cars in operation without being 
rebuilt for one-man service or with a front 
exit in continued two-man service were vari- 
ous ones of the 1000 series, retired by 
1940. Chicago-Penn-Fremont was the last 
line on which these were seen in regular 
(weekday rush-hours only) service. 


1145-1163 and 1255-1265 had a clamp which 
was supposed to be kept on the controller 
handle while the car was traversing city 
street trackage, in order to prevent the 
controller being advanced past series posi- 
tion and propelling the car at excessive 
speed. 

1136 was retained after 1936 solely for 
use as a supervisor's office and money car 
at the State Fair Grounds yard during the 
nine or so days of the annual fair, For 
the remainder of the year, it was stored at 
Snelling Shops. 

Two general types of trucks have been 
used on most cars of the 1164-1855 group. 
These have either a six-foot or a five-and- 
a-half-foot wheelbase. The six-foot trucks 
may be identified by their solid equalizer 
bars, while the five-and-a-half trucks have 
slotted equalizer bars. Many trucks on one- 
man cars have been equipped with roller 
bearings, including all the remaining 1100s. 

153. was one of two cars experimentally 
equipped with helical gears instead of the 
Soe type prevailing on cars numbered below 
1855. This innovation resulted in quieter 
running, and smoother, though not faster, 
acceleration. 

Until 19)9 car numbers were always on 
the sides only, but since then numbers have 
also been painted on both ends of the cars. 
Lettered below the trolley catcher, on the 
outside of the rear platform, are the words 
"STOP 10 FEET BACK", 

The company emblem was never used on the 
cars until the purchase of the PCCs. Now 
it is on all steel-sided passenger cars, 
plus a commercial advertising panel on each 
side. All cars have the usual advertising 
cards inside above the windows, while all 
except the PCCs also have two of them in 
the upper sashes of five windows on each 
side, one card turned outward in each win- 
dow so it may be read by pedestrians. 

Standard passenger cars have always been 
equipped with roller destination signs 
having thirty readings. Each station has a 
certain series of readings on its signs, so 
that when cars are reassigned to other sta- 
tions a different set of signs must be in- 
stalled. The rolls are carried in the deck 
roof, one at the front, and one on each 
side near the rear. One oddity of the TCRT 
roller signs was the use of black letters 
on a white background, instead of the usual 
white. letters on a black background as with 
most other companies. After the arrival of 


the first PCCs in 196 and 197, with their 
signs having white letters, all replacement 
signs installed on standard cars were of 
this style. All cars carried a wooden sign 
with the words "Entrance" or "Exit Only" on 
opposite sides of the panel. These were 
used in the right front vestibule window. 
Originally required for the first front-exit 
cars, they read "Entrance" outbound from 
either city when used on the inter-city 
lines, and the motorman flipped them over 
to "Exit Only" when the city limits were 
reached. On other lines it was left at 
"Exit Only" as long as all cars were two- 
man operated. When one-man cars were intro- 
duced it was left at "Entrance", As lines 
were extended or new wyes built, cars used 
additional wooden panel signs in the center 
front vestibule window until the prorer in- 
dication could be added to the roller signs. 

The 2000s and 1- always had roll signs 
with white letters on a black background. 
These were carried in the top sash of the 
right frontmwindow and the right rear side 
window. 2002-2005 originally had the front 
sign outside on the roof. 

The first company-built cars had peanut 
whistles, but soon a deep-toned air whistle 
was developed as standard. These were 
carried on the front of the roof, and ope- 
rated by a pull-cord with a wooden handle 
at the end near the controller. PCCs have 
Klaxon-type horns for emergencies, while 
retaining the standard bell for ordinary 
use. All non-PCC one-man cars have air- 
operated foot gongs in addition to the 
manually-operated ones as on gate cars. 

Two cars operating out of Snelling Station 
were experimentally equipped with oil burners 
for car heaters in 1946. A valve in the oil 
line was placed in the front vestibule where 
it could be adjusted by the motorman without 
his leaving the controls. This was expected 
to save considerable time on one-man cars, not 
to mention the elimination of discomfort due 
to working the coal fire outdoors in sub-zero 
temperatures. 

Cars 1254 and 1266-1328 were equipped with 
all-electric heat, as the East Side Station, 
to which they were assigned, had stalls too 
narrow to permit shopmen to work on the out- 
side stoves alongside the wide cars (up to 
9123" as against 8'84" or less for cars 1144 
and below). 

Gate cars always had manually-operated 
sanders. These caused considerable inconven- 
ience in the rare instances when the fasten- 
ings came loose from the cab-side (at right). 
Fred Howarth recalls dropping sand by hand on 
a Selby-Lake car one rainy evening---dropping 
the gritty stuff through the floor opening 
for the switch-rod in order to get started on 
one steep grade. All one-man cars had air- 
operated sanders, operated by a foot pedal at 
the right of the controller, with the sand in 
bins under the front longitudinal seats, as 
against the knee-operated lever and bin in the 
motorman's compartment on.the gate cars. 

All non-PCC cars had front-platform holes 
in the floor for switch rods. This enabled 
the motorman to set track switches without go- 
ing outside the car. A wedge-shaped holder in 
the floor kept the rod from dragging on the 
ground when the car was moving. A pivoted 
cover over the hole kept out cold winter air. 











TCRT's original standard type car was like 1309, pictured above 


in 1929. 





TCRT built 1,234 cars of this type in its own shops. 


above in 1931. 


35 lightweights served on TCRT lines. 





TCRT's lightweight standard type car was like 2006, pictured 


(GK) 
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The Twin Cities have run the gamut of streetcar types from 
converted horse car trailer to PCC. At left we see St. 
Paul's first streetcar train about to enter service on the 
Grand Ave. line; the date: February 22, 1890. In front 
of the car is Thomas Lowry, the father of TCRT. Above is 
shown TCRT's first PCC, car 299, purchased from Pittsburgh. 


SSS —————————————— 


TRUCKS USED BY T.C.R.f.: (List by R.O.) 





Trucks Wheelbase Motors Wheels Remarks 
Peckham ST grogn GE WP 33M" Work cars 26-28 only 
Special ST 716" GE 67 33" Work car 35; some without 
motors on shop gondolas 
Bemis ST 74M" SRG 33" Jones-built cars 
716" None 33" Work car 70 only 
Bemis 5viin GE WP 33" 
GE 67 Motor Horsepower: 
Brill 518m WP, 67 33, 34" 
Bril} 01 51gn 57, 67 34" WP: 25 
Brill 02 5tgn 67, 70 34M" GE 67: 38 
Brill 03 51gn 70 34" GE 57: 50 
Brill 04 6ton WP, 70 34" GE 70: 40 
Twin City 50" WP, 57,67 34" GE 73: 75 
TC Work Car 518" 57, 67, 33, 34" GE 216: 50 
70, 216 GE 213: 50 
Baldwin #1 61'0" OE, IG 34" 
Baldwin #2 organ 73 34" High speed cars only 
Baldwin #4 ree 57,73,216 34" : 
TC ton 57 34" U of M work car onl 
eae #5 610" 70, 213; Sin ‘4 One of TCRT's standard home-built 
216, 203 trucks. Very similar to Baldwin. 
TC #5 610 70,213,216 34" 
TC #6 6ton 216, 200 34" 
TC #7 Sign 57, 216 33, 34" Work cars only oO 
TC #8 6ron f 70,213,216, 34" 
200, 203 
TC #8 RB 610" 203 34" 
TC #9 516" 200, 203 34", 
TC #10 Aven 258 26" 2000-2000A 
TC #11 Aton 264 26" 2002-2003 
TC #11 Aton None 26" Trailers 200-225 
TC #12 Aton 258 26" Lightweights 
TC #12 RB Aven 258 26" Lightweights 
Natl. Coil 51g" 275 26" Crane car 83 only 
Clark 51g 1220, 1432 25" PCCs 


IDENTIFICATION NOTES ON TRUCKS: 


Brill 1900, 1901, 1902, 1903: All identical; no plate; outside hung 
brakes. 
Brill 1904: Outside hung brakes; heavy gusset plate. 
TCRT (no number): Same as Brill with extra rod across, outside hung 
motors, inside hung brakes. Probably developed 
and built after Brill 1904s. 


Baldwin #1: Outside hung brakes. 

Baldwin #2: 6'4" wheelbase, 2" frame. 

Baldwin #4: 6'0" wheelbase, 2" frame. 

TCRT #4: Identical with Baldwin #4. 

TCR? #5: Wide split pull rod around wheels. 

Baldwin #5: Same as TCRT #5. 

TCRT #6: Short nose on equalizer bar, 14" frame; similar to #8 & #9. 

TCR #7: (Work Car) 15" channel center and 5" channels around the 
wheels (there were earlier TC Work Car trucks, no number, 
on flats and wire cars of 1904-1907). 

TCRT #8:. Long nose on equalizer bar, no holes in same; 14" frame. 

TCRT #9: Holes in equalizer bar; short wheelbase. 


TCRT 6, 8, 9: Outside brake pull rod. 


TRUCKS & MOTORS OF STANDARD CARS: So many changes were made in trucks 
and motor equipment of TCRT cars 
that it is impossible to compile any all time list. Lists can be giv- 
en for certain times, which are typical of operations over a period of 
years. 

In changing trucks of crippled cars, and cars in for rehabilitation, 
a ttempts were usually made to, provide the same type of trucks as the 





TCRT built its own cars because it 
found no manufactured cars to be 
sufficiently insulated to resist 
the rugged Twin City winters. In 
the above photo, car 1376 heads a 
string of storm-stalled cars. (CS) 





eer 








Sometimes this was not possible. 

Cars 737-899 were built with 
only two motors. In 1902 the first cars were built with four motors & 
air brakes. Older cars were so equipped later, most of them from 1903 
to 1905. Many equipment type changes were also made at that time. 

Bemis trucks were used for many of the first Standard cars. Brill 
27-E trucks appeared about 1900, Baldwin trucks about 1905. 

WP motors used on some early Standard cars were probably old equip- 
ment. GE 57 motors were probably the first new ones bought, perhaps 
for the high 700s (785-795) built for Stillwater in 1899. 

GE 67 motors probably came into use in.1901l. (Duluth cars 151-162 
had Brill trucks, GE 67 motors, built 1901.) 

GE 70 motors were probably bought with the first Baldwin #1 trucks, 
a bout 1905, with extra equipment being bought at that time for changes 
to the older cars. Many WP and GE 57 motors removed from passenger 
cars were then used on work cars. 

In 1905, suburban cars 1112-1123 were built, with heavy Baldwin #2 
trucks and high-speed GE 73 motors. 


cars had before. 
All Standards were double truck cars. 


A large building program for the suburban lines was earried out in 
1906. Baldwin #2 trucks with GE 73 motors were again used for the new 
double-deck car 1145; these were probably on hand while that car went 
through a long planning period. 50 additional suburban cars were to 
be built. 18 cars, 1146-1163, were actually equipped with Baldwin 
#4 and GE 73s. 32 cars, 1164-1195, also got heavy Baldwin #4 and 
GE 87 motors, and were built very heavy with the intention of double- 
decking them (not carried out except perhaps on one car). The GE 87s 
were probably replaced about 1909 with GE 216s in the same trucks; a 
great deal of trouble was then ed Lace with these cars; the cars 
and trucks being so heavy, the 216 motors overheated when they were 
run too long. An order was issued in November 1911 to use these cars 
on pullouts only, preferably on the inter-c ity routes (not having 
been put into suburban service they were classed as interurban cars). 
Later they were assigned as regulars on lighter routes, and some. may 
be so traced for many years; for instance, on the Robbinsdale line 
in the years before it went one-man. 

1906 also saw the introduction of Baldwin #5 trucks with GE 70s 
on new "local" cars 1196-1220. Duluth's 1906 cars, 183-197, are 
listed with "TCL trucks" and GE 70 motors. 

In 1907, 1221-1290 were built with Baldwin #5, GE 70 motors. 
Several new motor equipments may have been tested on these cars; 
in 1909 cars 1288-1290 had GE 213 motors. In 1908, 1291-1309 got 
Baldwin #5-213 equipment; Duluth 198-203 got TC-213. Probably in 
1908 cars 1260-1265 were converted to suburban cars with Baldwin 
#4-GE 73s. (Note: Baldwin #3 trucks mentioned in one reference 
only: 8-15-11, cars 1193-1195 changed from vo to #3-70; K-37 
to K-28; Luminous are to Standard headlight. 

In 1908 and 1909, 1310-1369 and Duluth 204-214 were built, with 
TC #5-213 equipment. Then 1370-1379, from the same building order, 
got TC #6-216 equipment. Probably at this time 1164-1195 got 216 
motors. New trucks at this time are listed sometimes Baldwin and 
sometimes TCRT. 

New cars built in 1910 and 1911, with TC #6-216 equipment, were 
ter and Duluth 215-241. (Their 238-241 same cars as 1482- 
1485. 

In November 1911 25 new cars were authorized, and trial of a 
new GE "lightweight" motor was to be made (more of this later). 

75 additional cars were being considered, to have.a new TC #7 
trucks but a work car truck was developed first and became TC #7 
(used with 216 motors on sand cars 43-45, built November 1911). 

New TC #8 passenger car trucks went under new cars 1482-1581 
in 1912, all with 216 motors except one car. The GE 203 motors 
arrived and were run in tests in March and April, 1912, with GE 
203 in car 1348 for the tests, compen ee with 213s in 1342, and 
compared in April and June with 216s in 1422. This new set of 
motors then was put in the 1581, the newest car of the group. 

Then 1564-1566 went to Duluth as their 252-254, with TC #8-GE 
216s like cars 242-251, just built. Also at this time, 868-869 
went to Duluth as 255-256, with TC trucks (like Brill), GE 67s. 
992-993 were now converted to double end, with 216 motors. 

The GE 203 motors were now adopted for new 1913 cars. The 
first new cars, 1564-1566, got the #8-216s from 1578-1580, in 
order to.have the cars equipped in numerical order. First new 
203s went in’ 1578-1580; 1581 already had them; and 203s went 
into new cars up to 1684 in 1914. Last new car then, 1685, got 
new #9 trucks with short wheelbase, new GE 200 motors. These 
motors had been tested in November and December, 1913, in car 
1620, comparing them with the 203s in 1615 and 1622. 

All the rest of the standard cars built, 1686-1855, Duluth 
257-278, and Anoka 1-4, got TC #9 trucks and GE 200 motors. 


Meanwhile, major. changes had been made to some older cars. 
The 900s were all mixed up between Brill-67 and Baldwin-70 
equipment then, and 1135-1142 had Baldwin-67s---so in late 1912 
and early 1913 they were switched around considerably, ending up 
thus: Brill 67s in 900-949, 976-980; Baldwin #1-70s in 950-975, 
981 right to 1107, 1124-1144, etc. 

In Ma rch of 1914, more suburban cars were needed, so 1255- 
1259 were converted, with Baldwin #2 trucks and GE 73 motors. 
The trucks probably came from the 1164-1195 group, some of which 
are listed later with TC #4 trucks. 


MOTOR LIST, SUMMER 1917: (GE 57s gone from all passenger cars) 

WP: 737-751, 817-831 (pullout cars) 

67: 752-781, 786-788, 797-816, 832-858, 860-955, 976-980. 

70: 956-975, 981-1107, 1124-1144, 1164-1168, 1189-1254, 
1266-1288. 

73: 11212-1123, 1145-1163, 1255-1265. 

213: 1289-1370 

216: 1169-1188, 1371-1577 

203: 1578-1684 

200: 1685-1855 

258: 2000-2000A 


(Total: 1,000 cars) 








BORROWING SUBURBAN EQUIPMENT FOR SNOW PLOWS: Each winter the 

; snow plows were 
equipped with #2 trucks and GE 73 motors from the suburban cars, 
usually from,the 1145-1163 group, mostly the 1150s in the group, 
with controller changes also being made: C6-M controllers into 
plows, K-37s into cars. (In summer, some of the plows were dis- 
mounted and stored at Snelling, while some got 216 motors and 
K-37 controllers and served as wreckers, etc.) 

Less cars were of course needed for the winter on suburban - 
lines. Before the company had a lot of big snow plows, Still- 
water kept its full number of fast cars, but Tonka had to do 
with slowed-down cars; later, motors were borrowed from cars 
of both lines. The slowed-down suburban cars were given Bald- 
win #4-216 equipment from the 1164-1195 group (which then got 
GE 70s), and like that group of cars had to be used in light 
service to keep the 216s from overheating under the heavy bod- 
ies. So the suburban cars had, on their special sign rolls, 
Kenwood line readings besides the 'Tonkas, and Rondo readings 
besides the Stillwater signs, and most of the time ran on those 
lines when they were slow for the winter. 

LIGHTWEIGHT TRUCKS: TC #10, with GE 258s, developed for train 
2000-2000A in 1917.. 

TC #11, with GE 264, installed in train 2002-2003 in 1921. 
TC #11 trucks, without motors, installed in trailers 200-225, 
in 1920 and 1921. GE 258 motors for 2002-2003, installed in 
1923, probably placed in #11 trucks. 

TC #12 roller-bearing trucks developed for lightweights 
built for other cities, for 2004-2030, for 1-4, and used to 
replace earlier trucks in 2000-2003 when rebuilt in 1928. 


1928 ROLLER BEARING TRUCKS: 
made to equip the new front-exit 


cars, 1254, 1266-1328. These were apparently the intentions: 

64 sets of trucks were scrapped: Brill 048 under 1003-1041, 
and Baldwin #4s under 1166-1188, 1371-1375. These were re- 
placed by the #5 trucks formerly under the new cars; 70s kept 
in 1000s, 216s in others. 

64 new cars equipped with new #9 roller bearing trucks, us- 
ing 203 motors removed from #8 trucks of 1595-1599, 1626-1684. 

213 motors formerly in #5 trucks of the new cars, now placed 
in #8 trucks of 1595-1599, 1626-1684. 

This did not all agree with some other lists. Apparently 
203s actually were removed from 1578-1599, 1626-1667; these 
motors partly replaced by 213s as indicated above for whole 
group. However, 1254 and 1266-1291 had 70s, which were put in 
1169-1188 and 1371-1375; the 216s from these cars went into: the 
1500s and 1600s, with truck changes made as had been intended. 


MOTOR LIST, MARCH 5, 1930: 


67: 762-954, 976-979. 

70: 955-975, 980-1107, 1124-1144, 1164-1253. 

73: 1212-1113, 1215-1123, 1145-1163, 1255-1257, 1259-1265. 
203: 1254, 1266-1328. 

213: 1329-1424 

216: 1425-1685 

200: 1686-1854 

258: 2000-2030, 1-4 


LAST USE OF OLD STANDARD CARS: 


Very extensive truck changes were 


In November 1935 plans were made 
for using some 30 old 1100s dur- 
ing the winter. These cars weighed 49,000-50,000 lbs., partly 
due to heavy trucks, too much for their motors. Some of these 
were to be changed, using some of 60 trucks discarded from cars 
rebuilt to one-man. Equipment then on the cars was changed as 
follows (if any change was needed): 


From To Cars 
“#6-216 #8-70 1160, 1183, 1188, 1190-1192. 
#8-216  #8-70 1173, 1175-1178. 
#4-216 #8-70 1174 
#5-213 =#8-70 1179 
#5-70 #8-70 1186, 1206-1216 


#8-70 Already: 1166-1168, 1170-1171, 1180-1182, 1184- 


1185, 1187, 1189; 
REBUILDING OLD STANDARDS TO ONE-MAN: 31 cars from 1219-1253 
were rebuilt in 1935. 
They were equipped with #5 trucks and 213-216 motors, mostly 
equipment on hand. 

30 cars from 1186-1218, rebuilt in 1936; got newly rebuilt 
#8 roller bearing trucks and rebuilt 203Q motors (bought second- 
hand). Similar equipment was’ bought or rebuilt for 20 cars re- 
built in 1937, 1166-1185. 

The carbodies of these old cars required so much rebuilding 
that when finished the cars were practically new. Weight was 
greatly reduced, 1168 weighing 49,000 "before," 44,651 "after." 

Note 1935: 1221 and 1236-1253 got spare 200, 203, 213 & 216 
motors. 12 cars, 1219-1220, 1222-1229, 1233, 1235, got 216s 
taken from work cars, but installed in the cars! own #5 trucks, 
The work cars, 44-49 and 51-56, were given 70s in their trucks. 


MOTOR LIST, JANUARY 4, 1937: 


67: 813, 847, 875-876, 898 (spare double-end cars) 
70: 1124-1128, 1131 (Jackson l-man), 1129 & 1230 (DE), 
1137-1138 (spare Jacksons), 1166-1185 (1-man). 

203Q: tee tet ke 1205-1211, 1213-1218. 

BOSCH Teo ase TPOb ea ae 200: 1236-1242). 1645-1854 
203: 1243-1245, 1329-1334. s i S ¥ 
213: 1246-1247, 1335-1411. 298: 1-4, 2000-20305 
216: 1146-1149, 1219-1229, 1233, 1235, 1248-1253, 1412-1644. 


TWIN CITY LINES 
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Until the change of management in Novem- 
ber 1949, TCRT pursued a systematic plan of 
car maintenance. Every five years each car 
was taken to the shops. There the trucks 
were removed and sent to the truck shop. 

The motors were then taken out and the truck 
frames and springs rigorously inspected, 
while the motors were gone over in the elec- 
tric shop. Meanwhile in the erecting shop, 
the car body was tipped on its side and all 
electrical equipment removed and sent to 

the electric shop. The car body was then 
placed upon wooden supports and torn down 

to the framework. After a close inspection, 
any rotted, splintered, or rusted parts 

were replaced. The car was then reassembled 
and given a complete new paint job by hand. 
As this amounted to practically a rebuil- 
ding every five years, most TCRT rolling 
stock was usually in excellent condition. 


NOTES ON SOME CAR BUILDING ORDERS: 


Car 1449, built 12-10-10, was possibly last 
car built with hinge door to motormants cab. 
However, data sheets show hinge door on cars 
through 1481. A definite new order began 
with car 1450, which was first car with a 
sliding motorman's door (actually designed 
as front exit with folding steps---probably 
only such car). 


1911 BUILDING: 36 cars for TCRT: 1450-1485, 

GE 216 motors. Possibly 
should be considered as 35 standards and 1 
experimental (1450). They had been working 
a long time on designing a front exit and 
this may just possibly have been held out 
of an earlier order. All these built in 
January and February, 1911, though in mixed 
up car number order. 

20 cars were put in service in Duluth in 
June and July, 1911, but these should be 
listed as 16 new cars built for Duluth and 
4 TCRT cars sold to them (1482-1485 sold on 
7-1-11).. These 20 numbered Duluth 222-241. 

& incline railway cars also built for 
Duluth in 1911, 220-221. 


1912 BUILDING: 100 cars for TCRT, a very 
definite group, 1482-1581. 

These all had sliding cab door, GE 216 mot- 

ors. Cars completed from 2-3-12 to 10-1-12. 

10 brand new cars built for Duluth, 242- 
251, in service in June and August. Then 
Duluth wanted 3 more cars, and 1564-1566 
were sold to them on 11-13-12, becoming 
252-254. 

2 converted cars, 868-869, sold Duluth 
in 1912, rebuilt by TCRT to be double—end 
Highland cars 255,256; in use January, 1913. 

17 new cars were on order for TCRT, acc- 
ording to assignment list of 12-20-12. The 
two odd cars could possibly be replacements 
for 868-869. The 17 were to be numbered 
1582-1598, to go to Nicollet Station. Then 
it was decided the first 3 of these cars 
would be numbered 1564-1566 to replace cars 
sold to Duluth. 





proved to be a failure; 


Experimental car 1450 on Snelling transfer table, 1911. 
sliding door and folding steps at front end. 
the step mechanism tended to freeze 
up in extremely cold weather and it was soon removed. 


1913 BUILDING: On May 16, 1913, two defin- 
ite car orders in the works 
are mentioned. The first is for: 

57 cars. This would take care of the 17 
mentioned above, 1564-1566 & 1582-1595, and 
40 more, 1596-1635. These cars were built 
from March to October, 1913. 

20 cars. These were 1636-1685, built 
from December 1913 to February 1914. 

All the new 1913 cars were to have new 
GE 203 motors. But to have 1564-1566 as GE 
216s like other cars in their group, the 
216s were removed from 1578-1581 for these 
cars; new 203s went on 1578-1581 and new 
cars 1582-1684; the newest car of all, 1685, 
being equipped with GE 200 motors, the new- 
est thing turned out by GE and supposed to 
be a lightweight motor. 

6 cars were built for Du- 


1914 BUILDING: 
luth in 1914, 257-262. 


20 cars were built for TCRT, 1686-1775, 
from October 1914 to February 1915, all with 
GE 200 motors. 


1915 BUILDING: ‘Mentioned in July is an or- 

der of 17 cars, 1776-1792, 
to be built in 1915. Why 17 is not plain, 
unless it was from careful counting of ex- 
pected requirements. These were built in 
November and December. 


1916, CARS SOLD: On May 13, the four newest 
cars, 1789-1792, were sold 
to Duluth. These became 263-266, in order. 
On July 3, 1713 was sold to Anoka. 
On July 27, four more cars were sold to 
Duluth: 1716, 1719, 1722, 1724. These be- 
came 267-270, not in order. 


1916 BUILDING: 72 cars were to be built in 
1916 and 1917. 63 would 

have new numbers, 1793-1855, and 9 would re- 
place 1700s that were sold. This total or- 
der of 72 cars was to give TCRT exactly 1100 
cars. 68 were built from November 1916 to 
February 1917, with the 1700 replacements 
first; the last four, 1852-1855, were fin- 
ished in June 1917. All had GE 200 motors. 

Meanwhile, in April 1917, experimental 
lightweight train 2000-2000A, was finished. 

In July 1917 the company actually had 
assigned to stations 1100 standard type cars 
plus the multiple-unit car (listed as one 
car on assignment lists). 


TAIL LIGHTS: In the early years, red lan- 
terns were hung on the rear 
of cars at night, men being staticned at 
downtown corners to put these on cars. 

In June, 1911, electric taillights were 
being put on the cars, all standards getting 
them. These operated from batteries and 


were used for many years. 

In 1937, reflectors were authorized for 
722 cars and these were all installed by 
October, 1938. 
then removed. 

In 1927, an air-operated stop sign was 
tried out on 1391 at North Side. 


Taillight batteries were 






Note 
The innovation 


However 


the sliding door was retained in 1450-1855 for motorman's use. 








WHEELS: 33" wheels were standard up to 
1910; thereafter 34" wheels were 
placed on all standard cars. (Note of Aug- 
ust 1911 tells of wheels changed from 33" 
standard cast wheels to new 34" rolled 
steel wheels, on many 1100s and 1200s up 
through 1287.) 

All lightweights had 26" wheels (Davis 
wheels). 28" wheels were tested on 2023 
late in 1937. 

PCCs all have 25" Carnegie super-resil- 
ient wheels. 

FLOORS: Floors of all standard and light- 
weight cars were of oak. Car 

1360 was equipped with a mastic floor (a 
cement-like compound over the wood) on Nov- 
ember 30, 1932. At about the same time, as 
an experiment, car 1614 was given a mastic 
floor except for its front platform; this 
floor added 2,000 pounds to the weight of 
the car and was therefore removed later and 
not so installed in other cars. 

The mastic flooring was then installed 
on the rear platform of all cars in service. 
Later, cars rebuilt to one-man were given 
mastic front platform floors. 

None of the lightweights ever got mastic 
floors. 
INTERIORS: Interior woodwork of all the 
standard cars was of birch, 
with a cherry finish. 

In 1930 this was changed to a natural 
wood finish; all front exit and one-man 
cars were so refinished. The first car so 
refinished, 1495, on July 19, 1930, was 
specially itransferred from Snelling Station 
to East Side Station for use on Hennepin 
Ave. so that Mr. Lowry and Mr. McGill could 
easily inspect it; this car then stayed at 
East Side several years, the lone 1400 there. 

The few metal surfaces in the cars, such 
as back-up control box and the switch box on 
one-man cars (out of sight of passengers), 
were painted to resemble wood surfaces. 

Ceilings were repainted after 1935; some 
became ivory, others white, with white even- 
tually becoming standard. First done were 
1385 (ivory) on August 1, 1935, and 1509 
(white) on September 28, 1935. 

EXTERIOR PAINT SCHEME: Body, yellow; med- 
ium brown trim 
above floor line. Roof and window sash, 
tuscan red. Trim and equipment below floor 
line, grass green. Rear gates, grass green. 
Front cab door, yellow. 


Numbers were painted in silver with sil- 
ver striping around car, until 1920. There- 
after striping was discontinued and numbers 
painted medium brown. 

Front exit doors were first painted grass 
greén when installed; thereafter, front cab 
doors not so rebuilt were also painted green. 

Doors of standard one-man cars, yellow. 

Doors of lightweight cars were finished 
in natural weod color until 1948; thereafter 
all painted yellow. 





A standard front-exit car undergoes rehabilitation at Snelling. 


INTERURBANS 
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PCC color scheme was same as one-man cars 
except for dark green roof. 

Black, red and gold "Twin City Lines" 
decals were placed on the PCCs as they arr- 
ived:from 1947 on, and thereafter on light- 
weight cars and steel side cars as they 
were rehabilitated or repainted. 

TROLLEYS: In 1918 a trolley shoe was test- 
ed on at least one car, 1760, 
but was not found satisfactory. 

Four-inch trolley wheels were used on 
the earlier cars and at least through car 
1265 and possibly higher. Then TCRT began 
to make its own seven-inch trolley wheels 
and some of the older cars were equipped 
with these; Stillwater cars were being 
changed early in 1910. Some data sheets 
indicate cars back at least to 1007 got 7" 
wheels. 

In season, ice scrapers were carried on 
the cars, to be fitted around the trolley 
wheel to break ice off the wires. 

Retrievers were being put on cars in 
1914, if not earlier; some 1200s and 1300s 
were getting them then. In 1927, Knutson 
retrievers were being put on cars with some 
being ordered for many 1000s but not for 
some 1100s or 1200s. Final retriever in- 
stallations were made in July 1929 on reg- 
ular Bryn Mawr cars 985-990. 

PCCs all had trolley. catchers. 

FARE REGISTERS & FAREBOXES: Fare registers 
were originally 
carried mounted in the front of the car in 
full view of everyone, with cords running 
the length of the car. About 1918 they 
were moved to the rear; this was about the 
time the PAYE system was being adopted, 
line by line. For some time, conductors 
had to continue ringing fares on the regis- 
ter even while the farebox was in use. Un- 
used for many years, registers were finally 
removed from all cars (except Intercampus) 
in 1938. 

INTERIOR LIGHTING: Older standard cars had 
36-watt Mazda bulbs. 
Later standard cars and the lightweights 
used 23-watt bulbs of clear glass. 

On gatecars these were arranged in four 
series: two series of five lights each 
along each side of the car, giving individ- 
ual lighting for each double seat; one ser- 
ies of two lights illuminating each side 
Sign and one light above the front steps; 
and a series of two lights illuminating the 
front sign, one above the farebox, and two 
on the rear platform. 

Gatecars had 94-watt headlights and 8- 
watt taillights. The 2000s had 23-watt 
lamps in the body and sign boxes, 72-watt 
headlights. 

' In 1932, cars rebuilt got nine. 56-watt 
lamps in carbody and a 56-watt headlight. 
Earlier one-man cars were changed to con- 
form to this pattern. 2000s rebuilt 1932 
also got ten 56-watt bulbs; one headlight, 
one in front sign box, seven in car body, 
and one on rear platform. Holophane shade 
reflectors and shade holders were put on all 
bulbs in these cars; in the 2000s these re- 
placed older ornamental sign boxes. 

In 1937 the standard one-man car lighting 
was again changed, 534 cars being changed by 
1939. 56-watt lamps were kept in the car, 
arranged in two series, four light each (al- 
ternate lights on opposite series); these 
two series connected with a 94-watt head- 
light which dimmed if either series went 
out. An additional circuit of five 15-watt 
bulbs was installed, one for the farebox, 
one for the taillight, three in the "Enter" 
sign. At this time all light shades were 
removed from the cars. 





Interior of 2006, showing lighting. 





GATES: 


Early electric cars had small gates 
on the pole side to prevent passen- 
gers from boarding or alighting on that 
side. On double-end cars, these gates were 
changed to opposite side at end of line. 

TCRT developed its own distinctive gate 
system in 1894. Riders had been used to 
jumping safely on and off moving horsecars, 
and could not seem to realize that it was 
dangerous to do the same on the faster- 
moving electric cars. A tremendous number 
of boarding and alighting accidents in the 
early 1890s was stopped by the installation 
at the rear entrance of all closed cars a 
pair of folding gates under the control of 
the motorman. The motorman was to shut and 
lock the gates before starting, and was not 
to unlock them until car came to full halt. 

From these gates comes the term, "gate 
side" of a car, as opposed to the "pole 
side" (the side closest to trolley poles, 
then set in the center of street). These 
terms continued in use and are even applied 
to PCCs, and-are used in designating many~ 
things on the cars, such as "gate sign" and 
"pole sign." 

Standard cars built through 1902 got a 
single pair of rear gates; these were cars 
737-949, and Duluthts 151-162. 

In 1903, double gates were tried out on 
950 and 951, though the rear platform was 
no larger than on older cars. Then plat- 
forms on new. building were lengthened from 
5! to 6! and double gates were put on cars 
952-1309, and Duluth 163-203. When the new 
double entrances had proved their worth, it 
was announced that they would be put on all 
Minneapolis cars. These cars actually had 
double gates replacing single ones: 737- 
788, 817-831, 868-904, 942-949, and Duluth 
151-156. Retaining the single pair were: 
ees 832-867, 905-941, and Duluth 157- 
162. 

From 1908 on, cars were built with triple 
rear gates (1310-1855). All standard front 
exit gatecars had these triple gates except 
train cars 1600-1625. Double gate cars 
1254 and 1266-1309 got them when they were 
rebuilt to front exit cars in 1928. Train 
cars 1600-1625 had to be changed from trip- 
le gates to double gates as the third gate 
would not clear the trailer on curves. 

Cars could not pull up close behind the 
triple gate cars as the fender of the fol- 
lowing car would strike the gate rods and 
pop the last gate out of its sockets. At 
East Side Station, where cars were backed 
in bumper to bumper, car fenders were un- 
hooked and lowered to the tracks on the 
gate side. 

The rear opening of triple gate cars was 
on the curved part of the rear vestibule, 
and motormen could not see in their mirrors 
anyone boarding or alighting through that 
third gate. 


DOORS: Bulkhead Doors (between car body & 
platforms) : 

Rear Bulkhead Doors: Single sliding door, 
311" x 6122" on cars 737-788, 797-867 
and 900-949. 

Rear Bulkhead Doors: Single sliding door, 
2t114" x 6t1 3/4" on cars 868-899. 

Rear Bulkhead Doors: Double sliding doors, 
3110" x 6t2", Cars 950-1855. 


These double sliding doors were put in 
all cars rebuilt to front exit, but when 
cars were rebuilt to one-man, bulkhead doors 
were removed. 


Front Bulkhead Doors: Cars 737-788, 797- 
949, None; only en- 
trance to front cab from car body was by 
lowering bulkhead window. 
Cars 950-1855: single sliding door, 2'6" x 
6t2", Rebuilt in front exit cars; replaced 
by single hinged door between cab and front 
step passageway. No bulkhead doors in cars 
rebuilt to one-man. Doors of 950-1144 open- 
ed to gateside, 1145 up to poleside. 


Front Vestibule Doors: (Standard cars) 


Narrow hinged doors; 22" x 5'7"; on cars 
737-788, 797-807, 900-951. 
N rrow hinged door: 223" x 57"; on cars 
86 -899. 
Wider hinged door: 2'9" x 5'7"; on cars 
952-1449, 1451-1485. 

Sliding door, experimental: folding steps, 
used as front exit for short while. Some 
trouble with freezing up; on car 1450. 
aoe door: 2'9" x 517"; on cars 1482- 
1855. 
Narrow Folding Front t Doors: Single 
passenger width; installed on 590 standard 
front exit gatecars, 1920-1928; also on 
trailer cars 200-225, train motor car 2000. 
Installed on ex-suburban Campus cars 1146- 
1149 in 1938. Installed at both front and 
rear of double-end car 1230 in 1931. 

Single width folding doors on lightweight 

cars 1-4, front and rear. 
Double Width Folding Doors ront and Rear: 
On all lightweight 2000s except as noted be- 
low; on all standards rebuilt to one-man; 
on all PCCs, but doors extra wide. 

riple Width Foldi. : On train 2000- 
2000A as built; triple doors at rear of 
2000, and at front of 2000A (which had no 
rear doors); later rebuilt to standard 
double doors. Train cars 2002 and 2003 had 
narrow front exit doors, double rear en- 
trance doors. 





BRAKES: TCRT cars used hand brakes until 
January 1901, when the first ex- 
periments with air brakes were made. In 
October 1902 magnetic track brakes were 
tried and called successful, but were soon 
dropped. First group of cars puilt with 
air brakes was the 900-series in 1902; in 
1903 and thereafter, all older large cars 
were equipped. 

Cars 1-4 had drum brakes; 2000-2030 & 
the 200-series trailers had band brakes. 
SHEATHING: Sides and ends, all standards: 
9/16" x 2%" whitewood. 

Steel sheathing (1/16" steel) was put 
on 287 one-man cars from 1938 to 1950, the 
cars being any on which most of the wains- 
cotting was found to be rotting. Car num- 
bers ranged from 1166 to 1854. 

The first two steel side cars were 1724 
and 1759, equipped in 1938. The end panels 
on 1724 did not then cover anti-climbers, 
put did on all other cars, giving the ends 
a sloping, somewhat streamlined appearance. 
On three cars done in 1939 (1543, 1570 and 
1834) all rivets were puttied up and paint- 
ed over, making panels appear as smooth as 
siding on the lightweight cars. This made 
it too hard to remove the sections, how- 
ever, and 1543 and 1570 were changed in 
1944 and 1949 respectively. 

Siding of all the lightweight cars was 
of Masonite board. 

ROOFS: All car roofs were canvas over 
whitewood (except PCCs). All 1234 
standards had deck roofs, as did light- 
weights 2000 and 2001. 2002 and 2003 had 
high arch roofs (dome roofs) and other 
lightweights had the regular arch roof. 
HEAD LIGHTS: Many different types of head 
lights were used. Around 
1910, enough cars were being fitted with 
are headlights for all night run cars on 
all lines to have them. Are headlights re- 
mained in use the longest on the suburban 
cars. Many headlights were manufactured by 
TCRT. New Golden Glow headlights were 
first being installed in December, 1920. 
PASSENGER SIGNALS: Electric push buttons, 
28 in most. gatecars. 

A button was on each window post, and four 
on rear platform. 

One-man cars had electric buzzer buttons 
on rear platforms. 

PCCs had electric buzzer cords. 
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CAR HEATERS: 
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CAR HEATING: 


listed: 

737-1290 Baker heaters 

1291-1685 Peter Smith heaters 

1686-1855 TCRT heaters 

2000-2000A TCRT heaters 

These heaters were located in the motor- 
man's cab. Extra coal was kept in several 
buckets in the front cab, and supplies were 
obtained from coal boxes at ends of lines. 

Hot air heaters were built and installed 
on cars rebuilt to front exit from 1920 to 
1924. Stoves were located beneath the cen- 
ter of the car, with heat ducts along both 
sides of the interior, terminating in up- 
right pipes behind the first longitudinal 
seat on each side. Stovepipe and chimney 
were on the.gateside at the rear. Extra 
coal was carried in a large box beside the 
stove. 

Fires were usually started around Novem- 
ber first, and kept burning until early in 
April; 
winter. 

These hot air heaters were retained (or 
newly installed) on all one-man cars not 
electrically heated. In these cars, elec- 
tric strip heaters were installed on both 
platforms. 

Electric heat: Trailers 200-225 were 
heated entirely by Chromolax strip heaters. 


The following cars had hot-— 
water heaters of the make 


About this time, 1613 was converted to elec- 


tric heat; the resistor was placed in the 
stove, and its heat conveyed along the left 
side of the car. 

Lightweights 2002-2030 and 1-4 were built 


with electric and resistor heating, and 2000 


and 2001 were so equipped later. 

64 cars rebuilt to front exit in 1928--- 
1254, 1266-1328---were then given electric 
heating to replace the hot water cab stove. 
Resistors were enclosed beneath the car and 
their heat piped along the right side, with 
electric strip heaters beneath all seats on 
the left side. The first standard one-man 
car, 1854, was also so equipped in 1931, as 
were 1129 and the six one-man Jackson St. 
cars in 1932. 

In 1931, automatic thermostatic control 
equipment was bought and instal for the 
electric heaters of 100 cars: 2<4, 1254, 
1266-1328, 1613, 1854, 2000-2030. These 
were disconnected in the late 1930s and re- 
moved in-1942. 

Electric heat cars rebuilt to one-man 
(1293-1328) have undoubtedly run up far more 
mileage than any other cars on the system. 

PCCs are heated chiefly by rheostat heat 
with some auxiliary electric heat. Thermo- 
stats were set for 55 degrees. 


GE 213 motor: 


Max. rate acceleration 2.3 mph/ps 

Max. rate of deceleration, 2.75 mph/ps 
Av. rate of acceleration, 1.9-2.0 mph/ps 
Acceleration consumption current, 75 amp. 





SEATING ARRANGEMENTS: 


they were not supposed to go out all 


Standard city cars 
as built seated 48; 
longitudinal benches at rear seated ten 
each, 7 rows of double cross seats at front 
totaled 28 seats. 

Short cars 868-899 had six rows of double 
eross seats; capacity 40. 

Front exit cars rebuilt 1920-1924 had 3 
rows of double seats removed, replaced by 
benches seating 5 each. This provided more 
standing room near front exit. 

Front exit cars rebuilt 1928 (cars 1254, 
1266-1328): these improved cars again had 
7 rows of cross seats at center of car with 
benches at front and rear. 

All other front exit cars (526 cars) had 
their seating changed to correspond to 1254. 

Lightweight cars had same arrangement as 
1254 and had in addition a single seat on 
the pole side of the front platform just 
behind the motorman. 

Of the double-end cars, only 1129 and 3 
had reversible seats. #4 had longitudinal 
benches, front to rear. 

Trailers 200-226 had longitudinal seats 
and circular seats around front platform, 
giving them a capacity of 57. In 1929 and 
1930 ten trailers intended to be kept in 
permanent train use (200-208, 210) were 
equipped with seven rows of cross seats 
arranged similarly to those in 1254. 

High-speed suburban cars and some 940- 
series cars used in early years on sight- 
seeing trips, had cross seats throughout. 
Capacity was 50, with single seats in the 
last row to facilitate entrance through the 
bulkhead doors. 

PCC 299 came with the Pittsburgh seating 
arrangement: longitudinal seating between 
front and center doors, both sides, and 
cross seats at rear. 300-439 had cross 
seats only, with single seats forward on 
gateside to provide more standing room. 
One-man PCCs (340-439) seat 55; two-man PCCs 
(300-339) seat 53, the center double seat 
opposite center doors being replaced by the 
éonductor's position. His seat, when not 
used, was raised against seat back by means 
of a spring, so passengers would not take it 
while conductor was standing. 





Standard gatecar interior in recent 
years; seven rows of cross seats, 
benches front & rear, both sides. 


The first TCRT-built cars had 
"peanut" whistles. All later got 
larger, deeper-toned whistles, with several 
different types having been used. 

A Westinghouse pneuphonic horn was put on 
1265 in January 1931 and shortly after 23 
more suburban cars got this horn. 

Whistles were mounted on the roof and op- 
erated by a pull-cord for right hand operat- 
ion on all gatecars. These were moved for 
left hand operation on one-man cars, as the 
motorman had to keep his hand on the brake 
valve. In 1932 and 1933, foot levers for 
operating the whistle were installed on cars 
2000-2030. 

PCCs had electric horns, in addition to 
the standard electric warning gong. 


Car Mileage by Divisions, 1909 & 1910: 


WHISTLES: 


East Side 5,914,720 6,872,097 
31st St. 2,785,447 3,581,680 
Bloomington 1,414,846 1,516,328 
Snelling 8,821,139 7,931,762 
E. 7th St. 2,550,834 2,576,682 
Stillwater IU 760,466 785,452 
Owen St. 167,537 177,421 


CONTROLLERS: 





1442, a Chicago Ave. car, southbound 
on 8th, crossing Hennepin on one of 
Minneapolis! coldest days. (CS) 


Controllers were often chang- 
ed from car to car, especial- 
ly when cars were in for rehabilitation. 
Only a general listing will be made: 

K-6 controllers were used in 607-626 and 
in standard cars generally to about 950. At 
one time were used also in 1135-1144. K-6s 
were generally used with GE 67 motors and 
older types. 

K-11 controllers were used on many cars 
not built by TCRT. 

K-14s were used on work cars. 

K-28 controllers came into use somewhere 
in the 900 series of cars, generally used 
with GE 70 motors. Some rebuilt for small 
lightweights 1-4. 

K-35 controllers were bought second-hand 
for all 81 old standards (which had K-28), 
rebuilt to one-man from 1935 to 1937. 

K-37s were introduced with GE 213 and GE 
216 motors, although some were installed on 
775-785 (original Stillwater cars) with 57s. 

K-43s probably came in with GE 203 and 
GE 200 motors and were generaly used with 
these motors although often found on other- 
motored cars. Also used on train car 2000 
originally. 

C6 Type M used with high speed GE 73 
motors on suburban cars and snow plows in 
season; this equipment was interchanged 
with K-37 controllers and 216 motors..- 

K-65s used in 2002-2003 at one time; 
replaced by K-75s. 


K-67 used in 2004 and 2005. 
K-75 used in 2006-2030. 


AIR CYLINDERS: Old 700s, 800s, 900s listed 

with 8-inch air cylinder, 
possibly not the original installation. 
Many of thesé were rebuilt to 10-inch. 

1000s and up to.1855 listed with one 10- 
inch cylinder, except 1145 (double-deck) 
had a 12-inch. 

1329-1854, perhaps when rebuilt to front 
exit, got two air cylinders replacing the 
one 10-inch; two 6-inch on newer (lighter) 
cars, two 7-inch on others. In 1927 these 
were changed with the six-inch cylinders 
being scrapped, replaced by 7-inch, which 
came from older cars which got 74-inch cyl- 
inders. In the 1930s, two 84-inch cylinders 
were installed on 1329-1854 and eleven 1200s 
rebuilt to one-man. 

A single 10-inch cylinder was always re- 
tained on 1254, 1266-1328. 

One 6-inch cylinder on 1-4; one 7-inch 
balanced cylinder on 2000-2030. 





Cab of 1136, showing stove and controller. 
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General: 


Framing: 


Vestibule & Platforms: 


Sheathing: 
Roof: 


W. OWS: 


HOW TO BUILD A STREET CAR 


Length over bumpers 46°19 5/80 
tt " body 33'9 1/8 
Width Overall gt2gn 
Width inside stan 
Height, floor to ceiling 7193n 
Height, rail to trolley board 11t6u 
Height, rail to top of trolley base 1213" 
Truck centers 23ton 


Distance, rail to floor 34" 
Side sills: 22" x 3" plate, reinforced with 3" x 34" x 
34" angles. 

End sills: Rear, two 8" channels; front, two 8" channels. 
Center posts: Ash 

End posts: Ash 


Length: 5t24n 

Length over bumpers: 6'6}n 

Drop platform: sg" 

Bumper: 9" x 13" steel and oak 

Hand rail: 3/4" x 5'4" brass tubing, three 
cast brass sockets 


9/16" x 2h" whitewood 


Canvas over whitewood 


Sides & ends: 


Body: Side sash: 26 drop, 283" x 27 3/4"; 26 fixed, 
284" x 170 
End sash: 1 drop, 33" x 27 3/4"; 1 fixed, 
33" x 17"; 1 fixed, 32" x 42"; two 


_ fixed, 22" x 43"; two removable, 214" 
x 42"; storm sash, 26, 29" x 4340, 
Front vestibule: 
Side sash: One drop, 30" x 27 3/4"; 
30" x 17" 
One drop, 294" x 27 3/4"; one drop, 
294" x 17"; three drop, 25" x 
27 3/4"; three drop, 25" x 17"; one 
drop, 21" x 21"; one drop, 21" x 24n 
storm sash, three 26" x 43"; two 
302" x 433h 
Rear Vestibule: 
Side sash: One drop, 30" x 27 3/4"; one fixed, 
30" x 17" 
End sash: One drop, 30" x 27 3/4"; one drop, 
30" x 17"; two drop, 25" x 27 3/4; 
two drop, 25" x 17" 
Window guards: 3/8" brass tube; four 21", 
eight 25", four 29" and two 30"; 
cast brass sockets 


one fixed, 
End sash: 


Monitor sash: 
Side: twenty-two 7" x 274", Florentine 


lass 
End: Two, 7" x 53" (one red, one clear 


(The above specifications are for car 1145. 
similar for all of TCRT's standard cars.) 


Doors: Rear: One, 4'4" x 6124", double sliding 


Front: One, 2'6 3/4 " x 611 3/4", single sliding. 
Vestibule: One, 2'93" x 5194", single hinged 
Gates: Two pair, opening 33" each 


Floor: Oak 
Interior Wood Work: Birch 





Seats: Cross: 24, 163" x 21114"; 2, 164" x 1am" 
Material, rattan; ,Seating capacity, 50; 
Width of aisle, 273" 

Curtains: Woolen terry 

Steps: Two 10" steel hanger, corrugated steel treads; 

Height, rail to first step: lat 
Signals: Gong: One, 12" diameter; conductor's bells: 
two 4 1/8" diameter; 28 electric push buttons 
Lights: 19, 36-watt Mazda 


Typical Costs: (as of date built) 


High speed car City car (1136 type) 
Body $3289.00 $3167.00 
Trucks 1050.00 B #4 910.00 B #1 
Motor & 4675.00 GE 73 2200.00 GE 70 
Controller C-6-M K-28 
Air brakes AA-1 


293.25 CP-21 
9307.25 


(previous to 1916) 


308.25 
585.25 
Other Costs: 


Twin City #6 trucks: $850.00 
" "#8 " 800.00 
il " #9 " 


800.00 
GE 213 or 216 motors with K-37 controller: $2310.00 


Miscellaneous notes from a 1910 TCRT car roster list some- 
what similar prices for new cars built in 1909 and 1910. To 
quote from this roster: 

"Equipment construction year 1909, 57 new cars at $6,000 
each, track grinder, three snow plows. 

"Equipment construction year 1910, 75 new cars at $6,000 
each, 74 trucks, 36 steel underframes." 


Details were generally 
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EARLY ELECTRIC CARS 200-736 1305-1627 


With the introduction 
of electric cars, two- 
man crews were retained, but overhead fare 

registers were put into use. The cars at 
first were operated double end and used a 
walk-around trolley pole. The closed cars 
had open platforms at each end, with steps 
on both sides. The open cars had benches 
running the entire width of the car, with 
continuous footboards lengthwise on the 
sides. After 1892 the open cars had aisles 
down the center, some retaining footboards, 
while the others had only rear entrances. 

In October 1893 the company was making al- 
terations in the arrangement of the electri- 
cal equipment on the cars, so that trucks 
could be conveniently changed from closed 
to open bodies and vice versa. In August 
1869 the installation of wire mesh guards 
on the left-hand side of the cars was begun, 
and in October of the same year the wooden 
steps were replaced with ones of metal 
grating. 

Accustomed to the slow-moving horse cars, 
many people became quite confused with the 

faster-moving electric cars. Several 
accidents occurred involving persons who 
did not realize the danger of boarding the 
fast cars while they were in motion. 

In July 189). the Supreme Court upheld 
the Legislature on the enactment in 1892 of 
a law requiring vestibules on all cars 
during the winter months. It was pointed 
out that the motormen were less able to per- 

‘form their duties safely on open platforms 


EARLY ELECTRIC CARS: 





TCRT's largest open cars were 540-551, built by Northern Car 
They were used chiefly in Minneapolis. 


Company in 1892. 








in severe weather, and the company lost its 
fight against the bill. 

In 1895 an arrangement of wire gates was 
introduced. On closed cars this consisted 
of folding gates over the steps at the rear 
of single-end cars, plus straight wire 
guards at the other three corners from the 
bottom step to the letter board. On some 
cars the front platform was completely en- 
closed in compliance with the 189), law. on 
double-end cars the right rear step was 
left open, and at the end of a line the 
wire guard at the left front step was 
detached therefrom and fastened over the 
right rear step. The car was then ready to 
proceed in the other direction. On single- 
end open cars folding gates were installed 
over the rear step, with a telescoping gate 
at the right side of the front platform. A 
wire screen on the footboard side extended 
from the bench seat halfway to the letter- 
board, while on the left side a full-length 
screen was used. On double-end open cars 
the system was the same except that full- 
length screens were used on both sides, with 
folding gates at the right rear and left 
front steps, plus the motorman's sliding 
gate at the other corners. 

The first electric cars had destination 
signs similar to those used on the horse 
cars, namely, suitably lettered boards on 
both ‘sides of the roof and at the front. 
Colored lamps under the roof were used at 
night for a short period, but were discon- 
tinued after proving unsatisfactory. In 


’ 


SCRAPPED 
CARS BUILT BUILDER TYPE LENGTH REMARKS or SOLD 
200-235 (30) 1888 Laclede ST Open Trailers - - 2 Rblt 1905-12 
236-245 (9) 1890 " ean u -- to Flats 1905-12 
202-232 (22) 1888 Pullman moon " ae (A) 190],-08 
233-262 (26) 1888 Jones Hehe tt i -- (A) 190-08 
28), (1) 1891 Jones " Closed Motor Rebuilt 1912 
303-316 (8) 1888 Laclede ST Closed Trailers (%) 1908-11 
322-323 (2) 1891 n " " 1908-11 
3 mee (15) 1891 ST Closed Motors 16! Leas 
be jt u " _ 
Boe ia (733 at 1 n " u 1 eee i 
423-lh2 (13) 1891 R&M " Qpen Trailers 2h! 1908-12 
43-501 (50) 1891 Jones " Closed Motors 18: Single 1905-12 
paereay i aot Northern sili " n Rear ote 
3. aad 3, 3 ak 91 n " u u Gate 
50-551 (11) 1892 tN DI Open Motors 36! 1913 
eas (3) 1892 B&W ST Closed " 18: Rebuilt 1910 
570-59. (22) 1892 Jones noun " " 1905-12 
pone (e) 1692 american pr." " 216" (Z) Tepes 
27-691 (%). 1893 ST Open HM 27! ae 
es eee See ete Ee 
= 1896 Pullman DI Closed " WW'0" SRG 
735-736 (%) 1898 (Believed pilot models for 737-761) eae 
1305-1361 (11) 1890 Laclede ST Open Motors 26: 1911-12 
1364-1369 (3) 1892 i " Glosea " Gi SRG 1908-12 
1505-1539 (6) 1891 Stephenson "  " " 18! SRG @ 1906-12 
1570-1627 (17) 1893 Laclede " Open u 28! 1906-12 


March 1892 a plan was devised to have alli 
cars carry a small brass box having colored 
glass sides and a light within. Later the 
board signs were still used at the sides 
of the roof, but with fixed glass signs in 
the front of the clerestory using white 
letters on a black background. An improved 
type of board sign was subsequently devel- 
oped, having a five-sided horizontal post 
which could be revolved as needed. 

The unusually cold winters of the Twin 
Cities made it mandatory to have a carbody 
of heavy, well-insulated construction. It 
is clear that TCRT was dissatisfied with 
every type of car it purchased, for most 
were rebuilt or modified in its Nicollet 
Shops, After rebuilding its 1892 Northerns, 
TCRT decided to build new a pair of cars in 
which all its own ideas for a suitable car 
for the Twin Cities should be incorporated. 
Company records are incomplete, but frag- 
mentary evidence points to cars 735 and 736 
as being the "guinea pigs." Thereafter, as 
the following pages show, TCRT embarked on 
a car-building program which saw hundreds 
of its new standard type of car constructed 
in the Nicollet and the Snelling Shops. As 
each year's program of new car building was 
accomplished, earlier cars shown in the 
roster below were retired, although one was 
sold to the Charles City Western Railway of 
Iowa and served for many years as CCW #52, 

While incomplete, the roster below is 
the best that can be worked out from the 
records remaining in TCRT files. 


Typical of the TCRT closed single-truckers is car 559, shown 
above in service on the Hamline route in St. Paul in 1896. 


Numbers in parentheses. following the car 
numbers indicate total cars in this series 
still in service as of 190). Other cars in 
same series were scrapped before 190l,, and 
records destroyed. 


* - Indicates all cars accounted for. 


% - Body of 305 converted to waiting room at 
Invergrove in 1908. 


g - 621 sold to Charles City Western Ry. in 
1915, becoming CCW #52. 


ST - Single truck; DT - Double truck. 
SRG - Single rear gate. 


A - Duplicate numbers of Pullman-built cars 
were given suffix "A", 


R &M - Robinson & Moan 
B & W - Brownell & Wright 

When standard double-truck cars 1305-1577 
were built from 1908 to 1912, single-truck 


cars in that group were renumbered to vacan- 
cies in the 500 series. 
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737-937 


SPECIFICATIONS & EQUIPMENT 





Length Width Height Seats Cap. 
737-751 43'2k" 8162" 1115" xe ne 
752-768 312k" 8162" Jirgn xaer 1B 
789-796 
797-867 y2'22" 8182" 116" xa L NB 
868-899 3717") 8th 1116" xe L 40 
900-937 43123" 8182" 1116" Cross 18 


On these two pages we deal with 737-937, 
not because they were a distinct class (which 
they weren't) but simply due to space limit- 
ations. 

All these cars were constructed at TCRTts 
Nicollet Shops except the White Bear cars, 
789-796, which were built by Pullman, 1892, 
for the St. Paul & White Bear Railroad, the 
predecessor of the Mahtomedi line. 

737-761: These 1898 cars were TCRT's first 
effort at building its own cars. 
Their design was probably influenced by 608- 
626, built 1892 by American to TCRT specif- 
ications. They had cross seats in the front 
section and longitudinal in the rear, giving 
a seating capacity of 48 and a maximum rated 
load of 125. A solid bulkhead separated the 
motorman's compartment from the passengers, 
the motorman entering through an inward- 
swinging door at the right front end, with a 
two-rung iron ladder below. The rear bulk- 
head had a single sliding door. ‘Two fare 
registers were used, one in the cities and 
the other in suburban territory. They had 
drop rear platforms and gates. Equipment 
included Baker hot water heaters, electric 
tail light, Christensen air, inside-hung 
brakes, Brill 27-E trucks, 34" wheels, 4" 
trolley wheel, a GE #6 trolley base. All 
had wooden underframes. The first fifteen 
cars had Westinghouse motors, the last ten 
used the GE 67; all had a gear ratio of 
17:64. These cars were used mostly in St. 
Paul. By 1921 they were pretty well worn 
out, but it was decided to get a few more 
years of service out of them by converting 
them to trailers; this was done in that 
year and they were renumbered 200-224. As 
trailers they were semi-permanently coupled 
to motor cars 1600-1624, being paired by 
Serres ponane numbers: 205 with 1605, 220 
with 1620, etc. They ran as trailers on 
Glenwood-4th Ave. So. line in Minneapolis. 
The coming of one-man cars rendered these 
trailers unnecessary and in 1936 they were 


scrapped. 
762-788: The 1899 output of Nicollet Shops 
amounted to these 27 cars. They 
were duplicates of the 737s in all but the 
trucks, TCRT having decided to build its ow 


#5. 
by the 
on its 


cars, and also in Buffalo. 


pany 


In the photo it is mounted on Bemis trucks of 


Car 793 was originally St. Paul & White Bear 
1891 design; these trucks were also used 


Pittsburgh & Birmingham Traction Com 


Gilbert Car Co. 


Boomer cars from TCRT: 





trucks. 762-774 used the GE 67 motor, but incline (SM Photo). 
775-788 had the GE 57. All had a 15:69 gear twenty cars (Winnipeg 800-838, even numbers only) purchased from 
ratio. Most of these cars left the TCRT 


fi f hort of equipment. 
system at a comparatively early date; CA&E re left WE s AGED 


took four in 1913, Seattle and Tacoma bought 
19 in 1918---762 became a supply car in 1925 
and the three others were scrapped in 1934. 
789-796: These cars were built for the, line 
between St. Paul and Mahtomedi and 
ran for the independent St. Paul & White Bear 
Railroad until 1899 when it was absorbed by 
TCRT. In appearance, these cars were fairly 
similar to TCRT's own cars but were somewhat 
shorter. TCRT 868-899, built 1901, were 
possibly influenced by the White Bear cars, 
being approximately similar in dimensions. 
Originally the 789s had an open rear plat- 
form; MTCRT modified them to the extent of 
putting a single gate at the rear. These 


cars were retired early, the last of them 
going in 1912. 


797-867: 1900 was a busy year for Nicollet 868-899: Nicollet's 1901 cars were notable 
Shops and these a cars were the in that they represented a step 
result. They were duplicates of the 737s toward a smaller, somewhat lighter car---a 


tendency which was to be repeated by TCRT 
several times. About 43' shorter than the 
737s, the 868s seated but 40 and had a max- 
imum rated load of 100. §ix of these 32 
"Shorties" were rebuilt into double-enders: 
875 & 876 (1916 for Randolph Extension) ; 

896 (1912 for Fort Snelling shuttle); 897, 
898 and 899 (1910 for Robbinsdale and Camden 
extensions). The single-enders lasted until 
1934, 896-898 until 1936, 875-876 until 1941. 


except for having but a single rear gate, 
this cutting their over-all length by one 
foot. Many of these cars went on to serve 
other systems after being succeeded on TCRT 
by newer cars. All were gone by 1935 except 
for two---813 and 847---which were rebuilt 
into double-end cars in 1912 and 1920 res- 
pectively and lasted until 1941. 


Left below 
that ran to the end as Seattle's 800-824 (SM 
45 ICRT surplus cars were sent to Seattle-Tacoma in 1918 by U.S. Shipping Board (BN). 






Note "Lafayette & Grove 


Park" sign, Bemis trucks, single gate (later 
875 was double-ended in 1916 


Car 875 about 1903. 


double) 





Left above, Duluth-Superior Traction's 256 (ex-TCRT 869) at top of 
Right above, rime | Electric's 810, one of 
C. 


RI after a 1919 car barn 


Seattle Municipal's 824, one of 25 TCRT cars 


Right below, Tacoma Municipal Belt's 2-spot; 





900-949: Fifty cars comprised the output of 


Nicollet Shops in 1902. These in- 
corporated a return to the dimensions of the 
737s with similar seating capacity, although 
originally the 900s used all cross seats. 
Certain mechanical improvements were used on 
905-949: Baldwin trucks, GE 70 motors and 
K28 control. All were scrapped by 1934. 


NTERURBANS 

















CAR BUILT WEIGHT MOTORS CONTROL TRUCKS 


By 1898 5,800 wP 
73: " " " 


47,600 57 
" " 


" 
" 
" 
" 
" 
n 
w 
" 
" 
u 
" 
" 


TWIN CITY LINES 


DISPOSITION DATE 


K6 Brill-02 Rblt to trailer 215 1921 
" u " u n 1h. nt 


u 2 
" " w un a u 207 " 
n " " n " " 202 " 
" " " n " " 210 u 
" n n " n n 206 " 
" 1 " " " " 208 " 
u " n " " " 20h n 
u " n u " a 200 n 
" n n " n " 203 " 
u n n n u nn 211 u" 
" " u" " u " 205 " 
" " un " " " 213 u 
" " u " " " 209 n 
u " u n " " 212 " 
" o n n " " 216 n 
" " " u 1 u 21 u 
u " u" n n 21 " 
" u Li " " uu 219 uw" 
" " " n " u 220 i 
u n u i u " 221 n 
" " n " u" u 201 n 
" " u n " " 222 " 
n " " w" " 223 " 
uw " a u n n 22h " 
MI TC-#1 "to supply car #2 1922 
u Ld Sold to Seattle 10-1-18 
i a Scrapped 19 
w Hm Sold to Seattle 10-1-1 
bs id "Tacoma 7-10-18 
1 " u " u" n 
* us "  " ‘geattle 10-1-18 
" n " i " " 
" w "W " " nu 
" " " i " 
il 1 " " " n 
tt n " n " u 
" i oi] " n ” 
K37 " " n " n 
* 2 " "Tacoma 7-10-18 
& Ww " "seattle 10-1-18 
. ‘ : i Tacoma 7-10-18 
: ‘ esate | 10~1-18 
2 Serappe 193) 
1 " wa 
8 Gi GRO Ge OY eee 
" " " u n n " 
" u " " " ai 
s " "Seattle 10-1-18 
MW hf " 1 Tacoma 7-10-18 
% m " o" Seattle 10-1-18 


1892 Was St. Paul & White Bear RR #1 until 1899; 
rebuilt to baggage car in 1906, switcher }1 in 1916 


Was St. Paul & White Bear RR 2; scrapped 
Ww " u " n " " 


u 


" 


" 
" 
" 
" 
" 


1912 
3 1905 
¢ " 1905 
" 1909 
6 Ui 1912 
i " 1905 
uJ 1912 
Sold to Seattle 10-1-18 
" '" " " 
" " " " 
Scrapped 1934. 
" u 
Sold to Seattle 10-1-18 
" u t wt 
" u n " 
Scrapped 1934 
Sold to Seattle 10-1-18' 
" " " t 
Scrapped 193% 


Sold to Seattle 10-1-18 
" " " i 


u " n 


Rb1lt to DE 1911, Ser 


Brill-01 Sold to 
w n on 


n 
u" 
u 


19) 


Scrapped 
" " 
Sold to Tacoma 7-10-18 
n u " " 
u u " uu 
" n " 5- 20-18 
u u u u 
n " u" n 
n " u n 
" u " u" 
n " u" n 
" " " " 
u " " " 
n " n u 
i] " u " 
n " w u 
" " " " 
Winnipeg 7-1- 20 
" u u " 
W " un n 
" " u ci 
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CAR BUILT WEIGHT MOTORS CONTROL TRUCKS DISPOSITION DATE 
. 6 Brill-01 Sold to Winnipe. -1-20 
83%, ie e900 ok se " 1 " Bes t " 
839 " " " " " " " n n 
8i10 " " " " " " " n n 
at " " " " " " " " " 
a " " " " n " " " w 
83 " " " " " Scrapped 193). 
8h s it W My " Sold to Winnipeg 7-1-20 
845 " " ” " t t n " 7 
8.6 " " 1 " " ' " t " 
847 ud e Mi Md 7 Rblt DE 1920, serpd 191 
818 i n u ue 8 Sold to Winnipeg 8-15-20 
89 " " " " " " t " " 
850 t " " n " " " " " 
851 w " " " " " n " " 
852 u " " " " " " " " 
853 " " " " " " " 1 " 
85 1900 2,900 67 K6 Brill-0l Scrapped 193). 
855 " tt n " " n w 
856 n " " " n 0 " 
85 " " " « a n " 
B26 " " " " We vw 
859 " " " " t " 1903 
860" . a i Destroyed by fire 1925 
861 z 3 a " " at Snelling yards " 
862 " 1 " " " " " eT] 
86 " " " 1 " " " " 
" 1" tt " " " tt 
Bed " " " n " " " n 
" " " " " 
pe " t w " " Serapped 193), 
868 1901 0,200 WI e Brill-02 Sold to Duluth 1912 
869 " " t " " " " " 
" " 1 t " 
Br y 4 s = Me Picea aneiit fire 1B 
872 " 1 " w w ‘ " " ne " n 
873 2 " " " " " " n n 
871, " " " " " " " " " 
" 1 w " " 
ote : _ : : x Rbit DE 1916,ecrapt 19i1 
87 a Ww at " " Dest. Snelling fire 1925 
rr a a nee 193 
8 4 " " " " " rp Snelling qe 
881 " " " " " w 
882 n n " " t m1 " 
883 " " " " n tn 
88 " " " " " " " 
88' " " " " " " " 
886 " " " " " " " 
887 " " " Qn n un n 
888 w " " " " " 
889 n " ' " " " n 
890 t " t " " " " 
891 1 " " Ty] t t " 
892 " n " " " " tt 
89 " " " n " an n 
89) n n " " " n n 
89 " " " " u " n 
896." . s : 7 Rblt DE 1912 Scrapt 1936 
89' " t " " " cy w 191 " w 
896 " " " " " " " tt " 1941 
899 " " " " " " " n Sold 1918* 
t " " oy 
on 1902 h2, 600 : Serapped : 193), 
902 " " " " " n " 
u " " " tt " " 
50k " " " " " 1 " 
905 1902 h6,k00 70 26 Bldw-#1 Scrapped 193h,. 
906 n 1 " " " " it 
90 w " " n " " " 
90. " " n " " w t 
909 " 1 1" " t " n 
910 n " " " " " " 
911 n " " " " " " 
912 1 " " " " 1 
" " " 1 " " " 
ane " " " " " " " 
91 " " " t w " " 
916 " " " " u il) " 
917 " " " " w 1" " 
918 a " " w w 1 1 
919 " " " " " " " 
920 n n n 1 " " " 
921 u " n " n " " 
922 " " n " n " " 
923 n Ty " " " " " 
92! " " " " " " " 
92 u n " 1 ” n " 
926 n ci] " " u " " 
927 n " " " " " " 
928 " " " " " " " 
929 " u " " " " " 
930 " " " " w " " 
931 " 1 " " " n " 
932 n n n tt " " a 
933 1 " " " " " " 
93), " 1 " " t " " 
935 " " 1 " " " " 
936 t t u " 1 " " 
937 ' " " 1 tt " " 


*Sold to Cripple Creek Ceal Co., Illinois 
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938-1123 





SPECIFICATIONS & EQUIPMENT _ 938-112 
Built Length Width Height 
938-949 1902 3!2k" Brean 11t6" 
950-951 1903 3125" 8185" qi" 
952-991 1903 S51 a" Behe ten 
992-1087 190) 45! 2" 86h" 115m 
1088-1111 1905 5' 2" Brein yao 
1112-1123. 1905 =ls1ok" «8 rBE" 1116" 


All except 938-953 had double rear bulk- 
head doors. All had an inward-swinging 
door at the right-hand side of the motor- 
man's vestibule, with a two-rung metal 
ladder below. 938-951 did not have a front 
bulkhead door between the passenger section 
and the motorman's vestibule. 938-951 and 
1112-1123 had cross seats only, seating 50. 
952-1111 had cross seats in the forward 
section and ids: REISE in the rear, with 
a capacity of 4.8. All were rated at a 
total capacity of 125 with a maximum number 
of. standees, but the cross-seat cars rarely 
carried that many. 

938-1111 had wooden underframes and four- 
inch trolley wheels, while 1112-1123 were 
the first TCRT cars to have steel under- 
frames and seven-inch trolley wheels. All 
had 3l-inch truck wheels, and Christensen 
air systems. 9368-1111 originally had out- 
side-hung brakes, but 976-980 and 1007-101 
received inside-hung brakes about 1912. 
1007-101 also had their Brill trucks re- 
placed with TC-8 at the same time. Gear 
ratios were 15:69 for 938-95. and 976-979, 
15:71 for 955-975 and 980-1111, 2:51 for 


1112-1123. 
SUBURBAN CARS: The dozen cars, 1112-1123, 
were TCRT's first attempt to 
build a high-speed car for cross-country 
running. Built for the Stillwater line, the 
cars were outshopped in August, 1905. Chief 
differences between them and standard city 
cars were mechanical; bodies were identical. 
It is to be wondered why they were not given 
multiple-unit equipment; their operation in 
trains would have permitted major economies 
in labor costs as well as easing operating 
problems. Their combination of GE 73 motors 
$75 hp), 24:51 ratio, 34" steel wheels and a 
'4" Baldwin truck gave them a top speed in 
excess of a mile a minute, and they used it. 
See also cars 1145-1163 and 1255-1265. 
In Britain double-deck 


DOUBLE-DECK CARS: 
cars have been operated 


successfully throughout virtually the en- 
tire life of the electric railway industry. 
On this side of the Atlantic, however, only 
a handful of companies experimented with 
the two-story cars. Among these, TCRT. 

Car 1092 was double-decked in a makeshift 
fashion in 1904. The work consisted of mov- 
ing the trolley base to the extreme rear, 
affixing twelve four-passenger cross benches 
to the deck roof, installing a stairway from 
the front of the roof leading transversely 
to the front exit door, laying a walkway at 
either side of the benches and enclosing the 
superstructure by necessary posts, hand 
rails and screening. The car was left open 
to the elements, which brought about certain 
improvements soon thereafter: a full length 
framework of pipe and planks from which were 
hung waterproof folding curtains gave some 
protection from showers. This entire super- 
structure raised the over all height only to 
16'4", and total weight to 52,000 lbs. (as 
against 1092's original weight of 47,300 lbs). 

Although 1092 met with only indifferent 
success, TCRT was convinced it was on the 
right track---two years later it announced 
the start of work on converting thirty cars 
to the double-deck type.‘ The cars selected 
were its new suburban type (1112-1123, etc.) 
which with their steel underframes and much 
more substantial construction of side posts 
and wider platforms were better able to bear 
the weight of a more substantial upper deck 
than 1092 had. This 1906-model upper body 
was borne by a flat roof; its side panels 
were solid and came up to the arm rests; it 
had a solid roof, and protection from rain 
was provided by pantasote curtains along the 
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i ac 


Car 1012 at 38th & Chicago in 1915; on Washington-24th Ave. No. line. 


Double-decker 1092 as originally placed in service. 





(EHN) 





Shortly afterward its 


upper deck was given additional protection by the installation of a full- 


length waterproof roof and side curtains. 


sides and glass windows at the front. The 
upper body came back only as far as the rear 
bulkhead, leaving the lower rear roof exposed. 
The trolley base was mounted on the upper 
roof. Five-passenger benches (13) were pro- 
vided, with one aisle which was along the 
left side. This upper body was installed on 
car 1145, increasing its height to 16'8" and 
its weight by 15,000 lbs. Another car reput- 
edly was converted as was the 1145, but com- 
pany records fail to show it and no proof of 
its existence has been forthcoming from any 
other source. 









See photo on 
front cover. 


Upper deck removed in winter. 


The summer of 1907 saw double-deckers in 
service on the Lake Minnetonka line, along 
with standard single-deck cars. The trolley 
wire had to be raised to accomodate the big 
fellows and this worked a hardship ‘on the 
standard cars. This, coupled with mediocre 
public enthusiasm for the upper deck idea, 
caused TCRT to decide that the expense in- 
volved was not justified. The upper decks 


of 1092 and 1145 (and the third car, if it 
existed) were removed for good about 1909, 
and TCRT thereafter contented itself with 
but a single deck car. 








Double decker 1145 and possibly one other (1149 
or 1163?) had a more substantial upper deck. 
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CAR BUILT WEIGHT MOTORS CONTROL TRUCKS DIS: 
POSITION DATE CAR BUILT 
938: 1902 46,400 70 28 Blw-#1 —Serapped 193} HEIGHT MOTORS CONTROL THUGKS DISPOSITION DATE 
n 
9h0 : n " " iy 1038 20H 46,700 70 K26 Baldwin #1 Scrapped 1936 
¥ y : : : " 20,0 = i : " " " " 
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97 " " " " " " : 107. " i " " : i H 
97 " nia! 700 qo K28 Blaw wl n ‘ 107: " Ly " " " s 
o7625 " 600 67 6 Brill-02 " 1076" ; nce n " 
97 " n n u 107 " " " W : * He 
97 " " fn " " " 107 n # " " : : i 
979 " " n 1" n ; y 1079 n " " " : 2 ul 
980 "43,600 +" "  Br411-03 " : 1080 " " " " : " 
981 " n n n n " bi 1081 UJ " e " : ; 
982 " " " " " " : 1082 ft uf " i ‘ : 
98 " tn w " " * " 108 i 7 " " " n 
9 " " 3 4 " = 3 a ; " " " " i 
38 e : : : " " rad u : " " " n 
586 7 a zs : " 1086 a i " " ” 
28 i " " " n n , 108' " " " " : ' 
eee tear oe eee. We 
990 n " 1 "t " " ‘ 1090 n wu " ‘ ; ; 
991 e " " n it t 1091 " MW " " i" : ‘ 
333 47,300 70 26 Brill-o i 8 loge. ee 8 te " n 
33 i : 4 s : : " 1093 : : " " " " 
35 4 MS He ‘ : " 109! 4 Y : " 1" w " 
996 " " " ' " " ; er " ' ' ; ji i : 
ee i Y : : ° . " ye “4 : " " " " 
99 " " " " " " : ee i " " s i ‘ i 
999 " " " " " " a 3 e 8 " ; : : 
1000 w " " n " " ; wae ; " " a ; ‘ i 
1001 " " " " " " ' ey 5 " " . 3 ' 
1002 n 1 " " " " 2 ane n n u : ; ; i 
1008 ; ‘ - ' : : i re 2 ‘i : " " " 
1004, " " " " " 1 ae " ” " ‘ é i 
3002 " " 1 " " : Mrs " " " ' ‘ : 
4 " 
tobe =) ieee " Burned at Nicollet 1933 Ee ee oe et % 5 i 
100! " " " " " Sorapped 1936 1108 My Lu " : : 
bess - z . : 2 : : Byes : s 5 ; ¥ Sold to Duluth 1906 
1010" " n 8 " 1" 11002~*" " en " oe i 
1011 n " n 0 t " : 1111 " " " ; z : : ! 
1012 " " " n " " : 111. i 6 : ced : 
1013 : : . : = Tne " 59,000 73 C6T™ Baldwin #2 Scrapped 1938 
01) a " " 
101 " n " 5 i B : ia 4 . by Y 4 Wrecked 1920 
Sere xen Scrapped 1938 
1016 1904 47,300 70 28 Brill-oh —Serapped 1936 11g ‘ a cane " WP 3 
101 " " " " " n 111 f m ie " . ‘ ; 
1019 " " n n " n + 1119 7 HI i " . : : 
1020" mn on: 4 ‘ tt ; 1120 =«O" " "oon " , 1" 
1021 " " " " " " 3 1121 us ia is . . : 
aaa a i " " n 3 11220~Ci" " wins it M ! ; 
nt n : 
i0ok " . : ‘ ‘ : " 1123 : . . bs i w " 
102 n " " " " " Es 
See ; ; w ef a EXENEIRIEALY 
" no n 3 
ee a a fevfasfaatafishvelirifisfarfar saphena 
cas oe . . " m ai [21 [22 |2~]24]25|26|27|28]29[30] 
on u " " " u n tt iid q 
0 t " " " " F 
aes : n t " " : : t 3 a Sf [ 
i u n" H 
" " " " 130 | Si 
1036 n w " n " i ' rip oe ees Eres Sseaat se 
" " " n 0 " n n eerie 





60 





1124-1327 


SPECIFICATIONS & EQUIPMENT 





Built Length Width Height 


1L2)-11y, 1905 U5tge" 8162" 1116" 
1145-1220 1906 h6to5" grag" yi" 
1221-1265 1906 1617! 912i 15" 
1266-1287 1907 6! 7" giaiu yqi5n 
1288-1309 1908 6'o" grain  jyiEH 
1310-1327 1908 6! 8" grpkn  yy1gn 


All had steel underframes. 112-111) 
had cross (transverse) seats in the forward 
section and longitudinal in the rear, as 
also did 1164-1327. 115-1163 had all cross 
seats, with a capacity of 50 (the last seat 
on each side at the rear was only single- 
width). Cars of these groups that were 
later rebuilt with a front exit and/or air 
doors for one-man service, had their cross 
seats relocated opposite the seven central 
windows on each side, with longitudinal 
seats at each end, for a total capacity of 
4.8. Total rated capacity including standees 
was 125 for 112)-11),, and 150 for 115-1163, 
due to the difference in width. The rear 
bulkhead had a double sliding door, the 
front bulkhead a single one. The motorman's 
outside door was inward-swinging. Rear 
gates on 112-1309 were double, on 1310, 
single. 112-1188 had Christensen air sys- 
tems, while 1189-1327 had GE systems. 

Other equipment included double fare 
registers, Baker heaters, seven-inch trolley 
wheels, 3)-inch truck wheels, outside-hung 
brakes on 112-112, 1164-1168, inside-hung 
brakes on 1113-1163, 1169-1327. Gear ratios 
were 15:71 on 112h-114h, 116-1168, 1189- 
1285, 1289-1327; 2:51 on 11).5-1163, 1255- 
1265; 17:69 on 1169-1188, 1286-1288, when 
125), & 1266-1327 were rebuilt with front 
‘exits they were equipped with GE-203 motors 
having a 16:68 gear ratio and K-)3 control. 
On assignment to the Jackson St. line ih 
St. Paul 112-1133 had their bodies placed 
one inch off center to provide passing 
clearance on double track, as track centers 
were closer on that line than on any others. 
11),6-11)9 received TC-6 trucks, GE-216 
motors, and K-)3-F2 control in 1933 for 
service on the Inter-Campus line. They 
also received a front exit and under-floor 
heater in 1939. 


Standard cars were classified as either 
"fast" or "slow," depending on motors. Fast 
cars had GE 200, 203, 213 or 216 motors, and 
slow cars were equipped with GE 67s, GE 70s, 
or Westinghouse motors. Although motors were 
changed out from time to time, we can say for 
most of the years that "fast" cars and "slow" 
cars shaped up as follows: 

Fast: 1166-1195, 1288-1855. 

Slow: 737-1111, a Ee 1164, 1165, 

1196-1254, 1266-1287. 

Gaps in this listing are filled by TCRT's 
"suburban" cars---actually interurbans in the 
common use of the term. These were equipped 
with GE 73 motors and were far-and-away the 
fastest cars in the Twin Cities, regularly 
attaining mile-a-minute speeds on the cross- 
country runs to Lake Minnetonka and Stillwater. 
These cars were: 1112-1123, 1145-1163, and 
1255-1265. In spite of their high speeds, the 
suburban cars had standard city-car bodies and 
operated as single units (aside from experi- 
ments, TCRT never operated a multiple-unit 
electric train). 


PHOTOS: Top: 1221 at west end of Selby- 
Lake line, Girard Ave. & 


Lake St., Mpls., Sept. 26, 1949. (DB) 


Next: 1305 on new loop at Brookside after 
Hopkins Jine was abandoned west of 
that point. Photo date: Oct. 25, 1951. 


Center Left: 1307 at 50th & Penn, on the 
Qak-Harriet line. (WO) 


Center Right: 1248, interior. (WO) 
Lower Left: 1136 at Fair Grounds. It was 


used there during several of 
the Fairs as TCRT's Money Car. (WO) 
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End of the line for suburban car 1264 
is seen above; the car is pictured 
in storage at North Side Station. 


INTERURBANS 
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1328-1498 


SPECIFICATIONS & EQUIPMENT 





Dates Built: 1328-1359 in 1908; 1360-1379 
in 1909; 1380-129 in 1910; 
130-1179 in 1911; 180-198 
in 1912. 


All had length 16'8", height 1115"; width 


was 9'23" for 1328-1359, 911" for 1360-198. 


All had steel underframes, inside-hung 


brakes, triple rear gates, double rear bulk- 


head doors, arc headlights, seven-inch 
trolley wheels, 3l-inch truck wheels, Peter 
Smith hot water heaters. Seating was the 
same as on 116-1327. GE air systems were 


used on 1328-129 and 1182-1198, while 14.30- 


14,81 had Allis-Chalmers AAB. Gear ratios 
were 15:71 for 1328-1370 and 1376-1379, 
17:69 for 1371-1375 and 1380-1),98. 

1328-181 had swinging motorman's doors, 
while 1),82-1)98 had sliding ones. 11,50 was 
temporarily fitted in 1911 with an experi- 
mental front passenger exit having sliding 
door and folding steps. 





ae 


TROLLEY COACHES: 


was made in Minneapolis by TCRE during 1922 
and 1923. Two coaches (one built by the 
J. G. Brill Co. of Philadelphia and one by 
TCRT itself) were used on a line from 38th 
& Bloomington to 48th & Bloomington. These 
coaches were so constructed that they could 
operate either on the street or on rails; 
this was done to enable them to operate to 
and from Lake Street Station without put- 
ting up an additional trolley wire for the 
negative return, the-rails serving instead. 
This was accomplished by the use of but one 
trolley pole with a fork at its end, each 
fork tipped by a trolley wheel. When under 
double overhead wires, both wheels were in 
use; when on streetcar tracks but one was 
used with steel rear wheels running on the 
rails. 

Service was given on a fifteen-minute 
headway during rush hours, and thirty min- 
utes at other times; the line was open from 
6:66 AM to 11:30 PM. Apparently coach #1 
was a crude-type gasoline bus. 

This line opened on May 15, 1922, and 
ran until May 23, 1923, when the Blooming- 
ton Ave. rail line was extended to 48th. 
The coaches were then:.stored until June 11, 
1934, when all were sold to be scrapped. 

In its 1922 Annual Report, TCRT stated 
that it did not accept or reject trolley 
coaches, but that its investigation of them 
would be continued. 


An experiment in the op- 


eration of trolley coaches 





TCRT trolley coach #3 (#2 a Brill), built 
by TCRT in December, 1922. Note flanged 
rear wheel and general resemblance to the 
lightweight cars TCRT was then building. 





Above: 


Below: 





Headlights in standard cars were originally 
the carbon-are type. When cars were rebuilt 
in the '20s, getting front exits, headlights 
were changed to the electric incandescent type 
All cars were equipped with an electric tail 
light, and all deck-roof cars had red glass in 
the rearward-facing clerestory panel. 

All one-man cars (except PCCs) had passenger 
signal buttons connected to a doorbell sounder, 
except that buttons on the rear platform oper- 
ated an ordinary buzzer. This enabled the op- 
erator to open the rear doors instead of or in 
addition to the front doors, as necessary. 

Cars 1425 and up had full-length storm sash 
while 1424 and below had only the lower sash 
protected by storm windows. Starting in 1945, 
237 cars were equipped with window guards made 
of quarter-inch steel rods instead of the pre- 
vious wire screens. The new guards were hinged 
at the bottom so that they could be swung down 
over the sides when windows were washed, where- 
as the screens had to be removed entirely. 


1451 at Minneapolis end of the Selby-Lake line, 1949. 
sheathing, carried out on a great number of standard cars. 


1338 at the Lake Harriet loop, about 1915. 


Note the steel 
(DB) 


Certain cars were equipped with fareboxes 
for. Mahtomedi and White Bear local service. 


These were: 1116, 1117, 1119, 1257, 1260-1263. 

Seats in all cars except PCCs were covered 
with natural-color rattan. In later years the 
rattan was painted a pale yellow. In an effort 
to reduce the expense of maintaining the rattan 
seats, new coverings of dark green plastic with 
the same weave as the old rattan were installed 
experimentally in 1408, 1454, 1485, 1492, 1501, 
1577, 1587, 1618, 1656, 1669, 1707, and 1747. 

The following cars had brackets for metal 
classification markers for use on Mahtomedi: 
1211, 1213-1218, 1233, 1235, 1238-1241, 1271, 
1391, 1393, 1398, 1608, 1617, 1618, 1622-1624, 
1630, 1631, 1633-1635, 1809-1815, 1821, 1822, 
1825, 1832, 1840. 
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1499-1669 


SPECIFICATIONS & EQUIPMENT 


Dates Built: 1h99-1577 in 1912; 1578-1655 
in 1913; 1656-1669 in 191k. 


Dimensions: All cars, length )6'8"; width 
9'1"; height 1115", 


All had steel underframes, inside-hung 
brakes, triple rear gates, double rear bulk- 
head doors, arc headlights, seven-inch 
trolley wheels, 3h-inch truck wheels, Peter 
Smith hot water heaters. Seats were cross 
in the forward section, and longitudinal in 
the rear, with a total capacity of 8. All 
had sliding motorman's doors and GE air 
systems. Gear ratios were 17:69 for 1)99- 
1573, 15:66 for 1574-1577, and 16:68 for 
1578-1669. After 1931 most cars of this 
group were rebuilt for one-man operation, 
pecs tring GE-216 motors with a 17:69 gear 
ratio. 


1600-1625 TRAIN CARS: Records are not lack- 
ing for the 1920s, 
but they make a mystery of what equipment 
these cars had. These cars should have 
mostly had #8-203 equipment; a few cars, 
formerly having higher numbers, should have 
had #9-200. ‘Two seemingly reliable lists 
in the late 1920s give them 216 motors; one 
list has #8 trucks, the other #9. Data 
sheets and several other lists give them #9 
trucks, 200 motors. We will assume that 
the train cars had #9-200 equipment. (A 
1922 valuation report has 203 motors in the 
train cars, except for 216s in 1603-1605, 
1607 and 1609.) 
Renumbering of 1600-1625: (1921) 


Q1d---New Old---New Qid---New 
1600 1600 1640 1609 1670 1618 
1599 1601 1642 1610 1671 1619 
1625 1602 1644 1611 1620 1620 
1603 1603 1650 1612 1699 1621 


1626 1604 1655 1613 1622 1622 
1605 1605 1614 1614 1766 1623 


1630 1606 1615 1615 1701 1624 
1607 1607 1669 1616 1590 1625 
1633 1608 1617 1617 


In every instance except one, cars mere- 
ly exchanged numbers; the exception was the 
first train motor car, 1590, which became 
1625---original 1625 then became 1602--- 
and original 1602 became 1590. 

The reason for the renumbering was that 
train cars were rebuilt in the 1921 program 
of converting 300 standard cars to front- 
exit cars. Of this group, the first done 
was train car 1590 with its trailer 1590A. 
240 regular front exit cars were next done. 
Work then commenced on 25 more trains with 














Top: 1510 at Snelling, 1917. g 
; 9 | 10 | 11 | 22 | 23 | 4 
Below: 1658 at Snelling, 1950. (EHN) mt 28 | 29 30 1a 


737-761 converted into trailers. Consecut- 
ive train numbers were desired, with motor 
ears to be rebuilt from cars still requir- 
ing front exit work. 

The motor cars were rebuilt from triple 
to double gates, and platform enclosed 
where third set of gates had been. 




















PECTA! U D_NON-STAND. -C.R.T. PASSENGER C. A 
SHORT CARS: 868-899. 37! long; all other standard cars were 44! JACKSON ST. CARS: 1124-1133 had their bodies moved one inch off cen- 
to 47'. Used on local main lines at first, ter in 1929 to prevent the cars! rubbing due to 
later on stub lines, Stillwater local lines, narrow track centers on the Jackson St. line. 
Bryn Mawr, Jackson, Broadway, and on short 1124-1128 and 1131 were rebuilt to special 1-man 
rush-hour pullouts on heavy lines. ears for this line in 1932. 
NARROW CARS: 976-979 Only 8'3" wide; reason unknown. TRAINS: 1600-1625 were equipped to haul trailers when rebuilt with 
front exits in 1920-1921; some had their numbers changed 
DOUBLE-DECK CARS: 1092, 1145, and probably one other; upper decks at this time to get the train numbers consecutive. These 
removed about 1908. motor cars continued in use after the early 1930s as front 
: exit and l-man cars. The trailers were 200-225, rebuilt 
DOUBLE-END CARS, STANDARD: Temporary: 890, 893, 894, 992, 993 and from old standard cars. 


possibly others. 


Permanent: 813, 847, 875, 876, 896-899; MULTIPLE UNIT LIGHTWEIGHT TRAINS: 2000-2001, 2002-2003, 2004-2005; 


these were two-man cars except on free these were standardized with the 
lines (Burns Ave. and Fort Snelling Stub) other 2000s in 1928. 
DOUBLE-END CARS, SPECIAL: One-Man: 1230, converted for Deephaven LIGHTWEIGHT CARS 2000-2030: Rebuilt to l-man in 1930 and 1932. 
and used later on Fort Snelling Stub; 2001, 2002, 2004. were scrapped for 
lightweight #4, spare car for 1230; 1129 parts in 1950. 2011 was scrapped in 
and lightweight #3 (these two had a door 1953, the others in 1952. 
on either side), converted for Merriam 
Park and Western Ave. lines. STILLWATER LOCAL LIGHTWEIGHT CARS: 1-4; the only TCRT cars built 
: i-man. Later ran in Mpls. on 
SUBURBAN CARS: .High speed cars for Stillwater and Lake Minnetonka; Franklin-llth, Bryn Mawr, Broad- 
*11212=1123, 1145-1163, 1255-1265 (42 cars) way and shuttle lines. 
EX-SUBURBAN CAMPUS CARS: 1146-1149; kept for Inter Campus line, e 


using slow motors but retaining pilots, 
class lamps and suburban seating arrange- 
ment. Fitted with front exit doors 1938. INTERURBANS 
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1670-1855 


SPECIFICATIONS & EQUIPMENT of 1670-18 
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Motor 1853, Snelling Station, 1938. 
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DISPOSITION OF CARS 737-1855 


Pp N . 
1903 1 car Demolished by freight train: 859 
1905 1 car Sold to Duluth: 3 (number repeated) 
1906 4 cars Sold to Duluth: 1108-1111 
1911 4 cars Sold to Duluth: 1482-1485 Sein neha repeated 
1912 3 cars Sold to Duluth: 1564-1566 (numbers repeated 
2 cars Sold to Duluth: 868-869 
1913 4 cars Sold to Aurora Elgin & Chicago RR: 782-785 
1916 1 car Sold to Anoka: 1713 (number repeated) 
8 cars Sold to Duluth: 1716, 1719, 1722, 1724, 1789-1792 
numbers repeated) 
1917 lcar Sold to Anoka: 1855 
1918 25 cars Sold to Seattle: 763, 765, 768-775, 777, 779, 786, 
788, 797-799, 803-805, 807, 808, 810-812 
20 cars Sold to Tacoma: 766, 767, 776, 778, 787, 817-831 
1 car Sold to Cripple Creek Coal Co., Illinois: 9899 
6 cars Sold to Duluth: 1202, 1204, 1212, 1231, 1232, 1234 
1 car Rebuilt to standard Front Exit: 1788 
1920 20 cars Sold to Winnipeg: 832-842, 844-846, 848-853 
1 car Wrecked: 1114 (Suburban car) 
lcar Burned in yards: 1258 (Suburban car) 
lcar Converted to trailer: 952 (became 1590A, later 225) 
300 cars Rebuilt to standard Front Exit: 1554-1787, 1789- 
1854 (order completed in 1921) 
1921 25 cars Converted to trailers: 737-761 (became 200-224) 
1922 lcar Converted to Supply Car #2: 762 
75 cars ‘co to standard Front Exit: 1479-1553 (complete 
23 
1923 75 cars tay to standard Front Exit: 1404-1478 (complete 
1924 75 cars Rebuilt to standard Front Exit: 1329-1403 
1925 14 cars Destroyed in Snelling storage shed fire: 860-865, 
871-874, 877, 879, 947, 951 
1928 64 cars Rebuilt to standard Front Exit: 1254, 1266-1328 
1931.1 car Rebuilt to special l-man/2-man double end: 1230 
1932. 1lcar Rebuilt to special l-man double end: 1129 
6 cars Rebuilt to special l-man Jackson St. cars: 1124-1128, 
1131 
1933 1 car Burned in yards: 1006 
1934 95 cars Sold for scrap: 764, 780, 781, 800-802, 806, 809, 
814-816, 843, 854-858, 860, 867, 870, 878, 880-895, 
900-946, 948-950, 953-960 
1935 31 cars Rebuilt to standard 1l-man: 1219-1229, 1233, 1235-1253 
1936 148 cars Sold for scrap: 896, 897, 961-1005, 1007-1107 
1 car Converted to Supply Car #95: 1134 
30 cars Rebuilt to standard l-man: 1186-1201, 1203, 1205-1211, 
1213-1218 
1937 20 cars Rebuilt to standard l-man: 1166-1185 
1938 33 cars Scrapped: 1135, 1139, and Suburban cars 1112, 1113, 
1115-1123, 1145, 1150-1163, 1255, 1256, 1259, 1264-1265 
1 car Converted to Rail Grinder #96: 1261 (Suburban car) 
1939 16 cars Scrapped: 1130, 1132, 1133, 1137, 1138, 1140-1144, 
1164, 1165; and Suburban cars 1257, 1260, 1262, 1263 
1941 9 cars Scrapped: DE cars 813, 847, 875, 876, 898; and ex- 
suburban Campus cars 1146-1149 
1952 l1car Scrapped: 1136 (Fair Grounds Office Car, 1936-1952) 
SUMMARY: 590 rebuilt to Front Exit; 81 rebuilt to standard 1-man; 


8 rebuilt to special 1-man; 
converted to trailers; 
243 sold for. scrap; 


lines; 
1,128 cars. 


3 rebuilt to work cars; 26 
18 burned or wrecked; 100 sold to other 
59 scrapped by the company; total, 


0. 


ONT 





1931 37 cars Rebuilt to l-man: test cars 1854 and 1328, and order 
of 35 cars: 1293-1327 
1932 100 cars Rebuilt to l-man: numbers from 1669 to 1853 
1933 100 cars Rebuilt to l-man: numbers from 1654 to 1852 
35 cars Rebuilt to l-man: numbers from 1538 to 1598 
1934 100 cars Rebuilt to l-man: numbers from 1465 to 1653 
1935 69 cars Rebuilt to l-man: numbers from 1382 to 1624 
1942 5 cars Rebuilt to l-man: 1487, 1490, 1491, 1500, 1516 
1945 lear Wrecked: 1275 
1946 lcar Scrapped: 1353 
1947 lcar Converted to Supply Car #97: 1349 
15 cars Scrapped: 1331, 1334, 1361, 1363, 1365, 1372, 1414, 
1428, 1434, 1445, 1447, 1456, 1477, 1481, 1484 
1948 1 car Scrapped: 1330 
1949 43 cars Scrapped: 1332, 1333, 1336, 1337, 1344, 1352, 1356, 
1358, 1359, 1360, 1371, 1373, 1374, 1377-1380, 1399, 
1405, 1406, 1411-1413, 1421, 1431, 1432, 1435, 1438, 
1442, 1443, 1444, 1452, 1453, 1455, 1458, 1463, 1471, 
1474, 1476, 1486, 1493, 1547, 1354 (Note: Bodies of 
1354, 1374 and 1476 made into storage sheds, Snelling) 
1951 12 cars Scrapped: 1329, 1341, 1350, 1364, 1368, 1381, 1400, 
1419, 1427, 1542, 1555, 1503 
1952 64 cars Serapped: 1254, 1272-1274, 1276-1292, 1335, 1338-1340, 
1342, qoee? 1345-1348, 1351, 1355, 1357, 1362, 1366, 
1367; 1369; 1370, 1375, 1376, 1383, 1401, 1403, 1404, 
1407, 1409, 1410, 1416, 1418, 1422, 1423, 1426, 1429, 
1436, 1439, 1457, 1459-1461, 1472, 1478, 1483, 1514 
1953 lcar Scrapped: 1271 
lcar Body sold: 1268 
lcar Sold (given) to Seashore Electric Railway: 1267 
SUMMARY : 6 cars, rebuilt to standard l-man/2-man; 1 car converted 
_ work car; 1 car wrecked; 1 car sold; 1 car body sold; 


137 cars scrapped}; 


total: 590 cars. 


DISPOSITION OF 


1936 
1937 
1940 
1947 
1950 
1951 


1952 


1953 


Cars 


Cars left (as of 11-17-53): 


OP WERNER ED 


Fe 
no 


(to November 17) 


Burned: 
Total gone in 1953: 


cars 
car 
ear 
car 
cars 
car 
car 
cars 
car 
cars 


-cars 


3 cars remaining in service: 1266, 1269, 1270; 


STAND. —MAN/2-! C. 3 

Wrecked: 1610, 1629 

Wrecked: 1699 

Burned in shops: 1674 

Wrecked: 1179 

Wrecked: 1449, 1834 

Burned in yards: 1793 

Blown over and wrecked: 1605 

Wrecked: 1198, 1613, 1773 

Burned on line: 1507 

Bodies sold: 1235, 1553, 1597, 1723, 1735, 1749, 
1751, 1771, 1810 

Scrapped: 1247, 1408, 1507, 1534, 1598, 1612, 1613, 
1655, 1683, 1728, 1731, 1774 


Sold: 2 gatecars, 104 one-man cars, 
67 PCCs; total, 173 cars. 
1 2000, 140 one-man cars. 


315 cars, plus 17 work cars. 


1 gatecar, 


3 gatecars, 253 one-man cars, 
74 PCCs, 50 work cars; total, 
330 passenger cars, 50 work. 








STANDARD CARS 


1,128 cars built with TCRT numbers (includ- 
ing 
104 cars built for Duluth 
2 cars built for Anoka 
1,234 total standard cars built. 


SPECTAL CARS 


2 Incline cars built for Duluth. 
LIGHTWEIGHT TYPE CARS 


35 built 
5 built 
1 built 

50 built 

10 built 


124 total 
GRAND TOTAL: 


for 
for 
for 
for 
for 
for 


for 
lightweight cars built. 


1,360 passenger cars built 


17 numbers repeated 


TCRI 

Duluth 
Grand Rapids 
Chicago bodxes only) 
Chattanooga 
Nashville 

Evansville 


1898 to 1928 by TCRT. ender ; 


times such windows were used. 
destroyed in the Snelling fire, 1925. 


Private Car 





President Lowry's private car was a single- 


passengers in its observation end 
enjoyed full-length windows, one of the few 
The car was 


SU, Y:; 1.C.R.T. PASSENGER CARS SOLD TO 
OTHER LINES: 


139 cars sold to Duluth (28 roa 
4 cars sold to Anoka 2 ex-TCRT 
84 lightweight cars sold to systems other 
than Duluth 
4 cars sold to Aurora Elgin & Chicago, 1913 
1 car sold to Mason City & Clear Lake, 1915 
25 cars sold to Seattle, 1918 
20 cars sold to Tacoma, 1918 
1 car sold to Cripple Creek Coal Co., 1918 
20 cars sold to Winnipeg, 1920 
1 car sold to Seashore Electric Ry., 1953 
PCC carss sold to Shaker Heights, 1953 
PCC cars sold to Newark, 1953 
PCC cars sold to Mexico City, 1953 
TCRT cars sold to other lines, of which 
243 had borne TCRT numbers. 


PRIVATE CAR: Thomas Lowry's private car was 
built by Nicollet Shops in May, 

1898. The last word in comfort and speed, 
this car was used for many years to show dis- 
tinguished visitors (including President 
McKinley) the beauties of the Twin Cities. 

Data: Weight, 49,000 lbs. Length, 4310"; 
width, 8'9"; height, 12!2"; four GE 57 motors; 
C-6 controller; Christensen air; Brill 5'g" 
trucks; 34" wheels; 28:57 ratio; wood under- 
frame; 7'4" inside width. 
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DOUBLE-END CARS AND DUMMY LINES: MTCRT was a : 

single-end 
company, so its few double-end cars possess [eal 
unique interest. The following compilation 
lists TCRT's double-end cars and gives the 
lines which through circumstances were forced 
to use them. TCRT never built a double-end 
car new; all were rebuilt from single-enders 
(although pre-1898 cars built outside may 
have been double-end originally---records are 
vague). \ 





Car DE. Remarks 
358 1905 Laclede 18' closed motor; B 1908 
505 1905 Nicollet. 

" 



















509 Snelling; Ft. Snelling till 1912 
510 " Nicollet. ; 
513 " Nicollet; stored March, 1911 
516 "Nicollet. . 
524 "  B 4/24/12 
reys # Probably the most famous of all 
538 " Snelling; Ft. Snelling dinky at TCRT double-enders was 1230, for 
least to March, 1911; body poor, many years the regular shuttle 
different car wanted. car at Ft. Snelling. In these 
1523 " B 6/29/11 views, 1230 is seen: in 1937 
1529 Number changed to 529 on 3/20/12 (upper left, HR); its "blind" 
so not to conflict with numbers side, 1946 (above, SM); and at 
of new standard cars. B 6/12. the end (left, wo}. 
1534 Was Camden Extension car March, 
1911; B 4/12/12. 
L514 Owen St. Station DE car 1905; 


B at Robbinsdale 1/7/07. 


(Above cars-~-505 to 1511---were 
Northern "Dinkies," 18! closed 
motors; last single-truck passen- 
ger cars on TCRT. Regularly used 
on Robbinsdale and Camden Exten- 
sion lines from Nicollet Station, 
and on Fort Snelling Stub line 
from Snelling Station.) 


The following cars were used reg- 
ularly on certain feeder lines 
built as single-track extensions 
to main lines, and later on short 
lines which could be operated 
most economically as shuttles. 
They also saw a good deal of use 
as shuttle cars on portions of 
lines cut off for sewer construct- 
ion or bridge repairs. For many 
years during Fair Week, a DE car 
was sent to Stillwater to give 
added service on the South Still- 
water line. TCRT usually tried 
to have a spare DE car at each 
station using them, or at least a 
spare in each city. Only their 
most regular uses are listed: 


#3 on Western Ave. 3 and 1129 were true 
double-enders; doors at opposite corners 
and reversible seats. (su 





a oy Camden: extensions’. #4 had two doors, both on the same side of the car. It had longitudinal seats---the 
890 1911 890 temporarily DE for Oak St. only TCRT car so equipped. #4 is at Ft. Bnelling (left, SM) and at Lake Street (RO). 
ay 1912 To Snelling to replace Dinkies on 

896 " Fort Snelling stub line. 

992 } 1912 Fast, big cars for new E. 25th St. 

993 shuttle (from Minnehaha & Cedar 

to 25th St. & 36th Ave.; used out 
of Lake St. Station. Later 993 
transferred to East Side for Rob- 
binsdale, 898 sent to Lake St. 

892 1913 Temporarily DE for St. Louis Park 

shuttle; probably Stillwater 
dummy that year. 

894 1914 Temporarily DE, spare DE car for 

St. Paul; shuttle run on Prior 
Ave. for short while. 
aa 1916 For new Randolph Extension, opened 
876 June, 1916 (Snelling Station), 
from Snelling to Cleveland. (Main 
line ran on E. 7th, Randolph, and 
north on Snelling Ave.) 

847 1920 Made DE for Lake St. Station, thus 
giving them one "big" DE car at 
each station. 

1230 1931 To East Side Station to be used as 
Deephaven shuttle; through cars 
ran Sundays and some rush hour 
trips. One man/two man car. 

1129. #1932 One man car, inaugurated one-man 
service on Western Ave. shuttle 
on August 9, 1932. 

3 1932 One man car, used regularly on 
af Western Ave. with 1129 going to 
Merriam Park shuttle. 
4 1939 One man car, sent to Lake St. es 
spare for 1230 on Fort Snelling. 


e 1910 To East Side for Robbinsdale and 
" 








813 at Lake St. Station, 1937. 847 at Snelling Station. 
1129 at Snelling Station, 1941.(KB) 876 at Lake St. Station. (KB) 





B---Burned 
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In 1916, under the guidance of Walter J. 
Smith (its Master Mechanic) TCRT decided that 
it would be to its advantage to build a new 
type car much lighter than the standard type 
which had been used exclusively since 1898. 

If successful, such a car would make less 
noise, reduce track maintenance, accelerate 
and brake more rapidly, and reduce power con-— 
sumption. 

TCRT's designers found that the biggest 
Saving in weight could be made in the trucks ; 
with a lighter truck, a correspondingly 
lighter motor could be used. 

The result was the two-car multiple-unit 
train 2000-2000A. These cars had bodies of 
the standard size but much lighter and had 
folding doors instead of the usual wire 
gates. The radically-designed trucks had 
inside journals, band brakes and two 25-hp 
motors each. 

After an improved type truck and a new 
body style were designed, two-car train 
2002-2003 was constructed in 1921. It was 
rebuilt in 1923 so that it could be operated 
as two single cars or as an MU train. 

The next development of the light weight 
idea came in 1925 when cars 1-4 were built 
by the Light Weight Noiseless Blectric 
Street Car Company for the Stillwater local 
lines. These cars were shorter but other- 
wise generally similar to 2002-2003. 

In 1927 TCRT finally evolved what became 
its standard lightweight passenger car when 
2004-2030 were constructed in its shops; 2004- 
2011 in December 1927, 2012-2030, January 1928. 

2000 and 2001 were the only 2000s to have 
deck roofs, and 2002 & 2003 were the only 
ones to have the high arch roof. 2000-2005 
as rebuilt for single-unit operation after 
having been MU, and 2006-2030 as built new, 
were equipped for either one-man or two-man 
operation. The rear doors were handled by 
the conductor from toggle switches mounted 
on a post adjacent to the fare box. ‘MTwo-man 
operation prevailed until 1930. 

2000 & 2001 were originally heated by a 
coal stove on the front platform, but were 
given electric heaters when rebuilt. 1-4 & 
2002-2030 had electric heaters from the very 
start. 

Whistles on all the lightweights were be- 
neath the front platform and operated by a 
foot pedal. 


: 
| 


wes 


i 


° 


LIGHTWEIGHT CARS 










3 


Above: 


Cars 2002 and 2003, photographed shortly after their 
1921. Originally cars 2001, 2003 and 2005 were true 
speak in "Dieselese"); they contained motors but no controls 


completion in 
"B" units (to 
or trolleys. 


Assignments: 1-3: Stillwater local lines, 1925-1932; 4: Stillwater local 

lines, 1925-1930; 4: Cedar Ave. shuttle, 1930-1933; 3: the 
Western Ave. shuttle (St. Paul} , 1932-1941; 1,2,4: Franklin-llth st. 
(crosstown), 1933-1935; 1,2,4: Bryn Mawr, 1935-1939; 1,2: Broadway Cross- 
town, 1941-1949 (disused 1939-1941); 4: Ft. Snelling shuttle (spare car), 
1939-1952; 3: No regular assignment after 1941. 

The 2000s were assigned as follows: Grand-Monroe and Broadway Crosstown 
in Minneapolis to 1950; 34th Ave. S., 1950-1952. In St. Paul: Snelling 
Crosstown, Rondo-Maria, Maria-Ft. Snelling-47th Ave., St. Clair-Payne, 
Rondo-Stryker, and Grand-Mississippi. 

Below: TCRI's first experimental lightweight train: 


cars 2000 & 2000A 
(later 200M), in 1916. 


2000-2005 rebuilt to single units, 1928. 





ROSTER OF LIGHTWEIGHT CARS OF TWIN CITY RAPID TRANSIT COMPANY: 


Number Built Builder Weight Length Width Height 
2000- 4-3-16 TCRT 28,000 46103" 911" LOrén 
2001 " " it " 1 " 
2002- 11-15-21 TCRT 28,000 4610" 9ton Jorgn 
2003 " n it " Ls " 
1-4* = 4-25-25 LWNS 24,400 35'1og" 9rom Lors5in 
2004— 7-15-26 TCRT 29,480 4516" 910" orien 
2005 n t 1 " " " 
2006- 12-27 ‘TCRT 29,480 4516" gto JoOtlin 
2011 1 " " " " " 
2012- 1-28 ‘CRT 29,480 4516" 910" Jorlin 
2030 " " 1 " " n 


* Specifications for cars 1-4 are as single-end cars; 


went up to 27,400 lbs. 
All Cars: 





width of aisle 215", 


All the lightweights had the following common items: 

7™ trolley wheel, four motors (25 hp each), 26" steel 
wheels, cross & longitudinal seats, incandescent head 
light, electric tail light, air operated folding doors, 
steel underframe (except duralumin on cars 2006-2030), 
inside width 8'5-3/4", and drop 


platforms (except 1-4, flush platforms). 


a 





Seats Motors Controller Air fJrucks Ratio Floor-Rail Class Scrapped 
49 GE 258 GE K-75 GE CP 27 TC-12 15:72 3a" M-9-L 1952 

" n n n 1 n " n 1950 
49 GE 258 GE K-65 GE CP 25 TC-12 15:72 32" P-14-M 1950 

n n n n n n " n 1952 
42 GE 200 GE K-28 AAL TC-12 15:72 34n A 1949* 
49 GE 258 GE K-67 GE CP 25 TC-12 14:73 Bagn Standard 1950 

" " " " " ft n " 1952 
49 GE 258 GE K-75 GE CP 25 TC-12 14:73 32agn Standard 1952 

t " " A n n t " n 
49 GE 258 GE K-75 GE CP 25 TC-12 14:73 32g Standard 1952 

" " " ai " " n n " 

when 3 & 4 were made double-end their weight * Car 4 scrapped 1952 


TC-12 Trucks: Weight without motors 
4,000 lbs.; Hyatt 
roller bearings, inside journals, 
concentric clasp axle drum brakes, 
5133" axles (hollow), rubber discs 
bolted in alternate holes in web of 
wheels to reduce noise. 


Original couplers on 
lightweight trains 
2000-2000A, 2002-2003 
were hollow tubes in 
which were carried 
control cables. 
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Above: Car 4 on Cedar Ave. shuttle line 
on May 18, 1930---the first day 
of one-man operation in Minneapolis. (MS) 





Below: 2002 at Snelling Station, 1948; 
note TCL emblem on side---first ” 
used in 1947 on PCC cars. 





Top Left: 2005 in the classic front three-quarter pose. (DJ) 
Center Left: 2024 at Snelling shops,. showing details of rear door and end. (TCRT) 
Above: 2022 at Snelling Station exhibits the lightweights! blind side. (TCRT) 


* 
a 


Left: 2001 at North 
Side Station 
about 1947. (cs) 


--ae 
Lower Left: Train ae 


se agate #2005 HUME EE LT 


Right: Building car 
2005, 1926. 
This was last car to 
be equipped for MU 
operation. (TCRT) 
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The Lightweight Noiseless Electric Streetcar Co. 


TCRT's experiments with constructing its 
own lightweight cars aroused widespread in- 
terest in the transit industry. Because of 
the satisfactory results of the experiments 
a consulting engineer of Chicago, A. L. Drum, 
thought that a ready market could be found 
for such cars throughout the country. So in 
1924 the Light Weight Noiseless Electric 
Street Car Company was organized with offices 
in Chicago. A. L. Drum was president; E. M. 
Maddox of Chicago, vice-president; Re. 
Choate of Minneapolis was another vice-presi- 
dent; A. J. Chaleen, formerly of TCRT, was 
master mechanic. The company advertised to 
build cars to any other company's designs and| 
specifications, or supply its own types. 

These advertisements (see reproduction) 
stated that "We have developed two types of 
lightweight double truck cars, as follows: 
Car A, designed for one-man or two-man oper- 
ation as single units, or for three-man op- 
eration as a two-car train, with 4610" over 
all length, a weight of 26,000-28,000 lbs., 
seats for 48 as a two-man car or for 54. as a 
One-man car, and 105 as a two-car train. Car 
B, designed for one-man or two-man operation 
as a single unit, with an over all length of 
37'6", a weight of 22,000-24,000 lbs., and 
seats for 43 passengers." 

It is not quite clear just how LWNESCCo. 
and TCRT were connected. LWNESCCo. stated 
that its shops were located at Snelling & 
University Aves. in St. Paul (which were 
TCRT's shops). It advertised the light- 
weight truck designed by W. J..Smith for 
TCRT as the W. J. Smith #12 truck (TCRT named 
it the TC-#12 truck). Car A was TCRE 2002- 
2003. Who developed car B is not known. 

At any rate, a contract was let in 1924 
for fifty car bodies for Chicago Surface 
Lines to their designs and specifications. 
Twenty cars were for the Chicago City Ry. 
and thirty for Chicago Railways Co. All of 
these cars were multiple-unit, numbered 6219- 
6238 and 3232-3261, weighing 42,000 lbs. 

In its advertising, LWNESCCo. stated that 
it was also building ten lightweight noise- 
less cars: four for Stillwater, Minn. (TCRT), 
five for Duluth, and one for Grand Rapids. 
These were all to be 3716" long. Duluthts 
cars were used on the Superior, Wisconsin, 
lines. The Grand Rapids car came about due 
to a carbarn fire in July, 1924, that burned 
forty of GR's old cars. That Company began 
planning for a lightweight special car to re- 
equip and modernize its system. As a result, 
three car builders who submitted designs and 
bids (Kuhlman, St. Louis, LWNESC) were auth- 
orized each to build one sample car. LWNESC 
got its order on September 23, 1924, and the 
Grand Rapids sample car was added to nine for 
other cities. 
Snelling shops on October 20, 1924, and the 
Grand Rapids car was completed in March, 1925, 
with the others emerging the following month. 
It was originally intended to number the GR 
car 375 and have a LWNESC emblem on the sign 
but this idea was discarded and the name 
"Minnesota" decided upon. After seeing five 
months of service on the GR some changes were 
made: deluxe individual double bucket seats, 
Tubber tile floor covering and skirts were 
installed. The GR car was different from the 
Duluth and Stillwater cars in that the vesti- 
bules were shorter on the latter and a diff- 
erent platform arrangement was used. All of 
these ten Shorties had Smith #12 trucks. 

Many companies evinced considerable inter-— 
est in the LWNESC cars and several inquiries 
were received in regard to the building of 
Cars; quotations were made for Lancaster, 
Pa.; Johnstown, N.Y¥.3; and Brooklyn, N.Y. 
Brooklyn wanted cars similar to TCRT 2002- 
2003 and the Chicago cars. 

However, the only other cars manufactured 
by LWNESC in TCRTts Snelling shops were 33 
for Nashville and Chattanooga, Tennessee, and 
Evansville, Indiana. The Tennessee Electric 
Power cars were #131-140 for Chattanooga, and 
#600-609 for Nashville. 131-140 weighed 
29,000 lbs. and were named, such as 131-Chat-— 
tanooga, and 137-Lookout Mountain. 600-609 
weighed 28,800 lbs. and were also named:  600- 
President Andrew Jackson, 608-David Crockett, 
ete. The Evansville cars were #401-407 doub- 
le end, weighing 28,300 lbs., and #408-413 
single-end, weighing 26,750 lbs. These were 
named also: 408-George Rogers Clark, 411- 
Francis Vigo, etc. All had Smith #12 trucks. 
These were built during August-October, 1926. 


The whole group started through 









cars of your 
8nd specificatio 


Light Weight Ca 
ONncentric Clasp A. a 
ore Comfortable Bra T ; 
utomobile Interference. 





; “Send Us Your 
Light Weight Noiseless 
1745 Mlinois Me 





These were the last cars sold by LWNESC, 
although the company was still in existence 
in 1927 to supply parts. The exact circum- 
stances of the rise and fall of LWNESCCo. are 
not known, nor are the exact dates of organ- 
ization and dissolution, All of these cars 
were built under contract with TCRT!s subsid- 
iary, Transit Supply Company. 





ns, now 
Duluth, 
Inn., and 


‘hops at St, Paul, Minn, 





being Constr 
: ucted f 
vee Stillwater, 
Ttand ids, 
Mich, te 









The above advertisement appeared in the Jan- 
uary 3, 1925, issue of Blectric Ry. Journal, 


Photo at top shows completed Nashville cars 
ready to leave the Snelling shops in 1926. 
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Above: Chicago car 6219 in St. Paul in 1924. 
Top Left: Building the Chicago cars at Snelling shops, 1924. 


Left: Duluth car 
301 in St. 
Paul, 1925. 


Above: TCRT 4 at 
Ft. Snell- 
ing, 1941. (Hanft) 


Left: The famous 

#12 truck, 
used under LWNSC 
cars as well as 
under TCRT's own 
lightweights. It 
had a 4'6" wheel- 
base. 


Above: One of the Chattanooga cars at St. Paul, 1926. 


Above Left: Interior of a Chicago car. 


Left: An Evansville car at St. Paul, 1926. The Grand Rapids 
car was generally similar. 
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P.C.C. CARS 


Left: PCC car 322 on University Ave. 
on the interurban line between 
Minneapolis and St. Paul; 1951. 
















Lower Left: 398 on the Nicollet-2nd 
St. NE line, 1951. (FH) 


Below: Front view of a TCRT PCC car 
at St. Louis Car Company. 
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CARS ORDERED REC'D, WEIGHT MOTORS CONTROL TRUCKS EQPT. LENGTH WIDTH HEIGHT 

299 12-44 2-45 35,830 1432F West. Clark B2 WwW. 4610" 8'4" qoroan 
300-319 5-45 12-46 37,990 14325 KG-99 " OW. 46t5m groom =~ 1003" 
320-339 us iW 4 1220E1 Wy ft "GE " " " 
340-364 4-46 147 tt " 1 tt ' GE " " " 
365-389 " 1 n 1432S " " " W. " " " 
390-414 1-47 6-49 ud 14325 mn iW Wr Wis Ly Wl m 
415-439 n 1 " 1220E1 " " " GE " 1 " 


00-. : Single unit, single end, 55 seats (except 300-339, 53 seats), all-electric, 
back-up control, motor cut-out switches, 55 hp. 300-volt motors, exterior dash 
lights, drum brakes interlocked with center doors, no treadles, 25-lb. gong, Klaxon horn, 
overhead fans & monitor for pressure ventilation, standee windows, hand-cranked windows. 


Car 299: This car was ordered on Pittsburgh Railway Company's order for 65 cars (1500-64). 

Car 1547 was diverted from that order and shipped direct to TCL from the builder; 
another car was built on the order for Pittsburgh, thus constituting a delay in the filling 
of the order for the full 65 cars. The car shipped to Twin City Lines was modified to two- 
man operation and renumbered 299. For 22 months it was the only PCC in the Twin Cities and 
underwent considerable experimenting, the results of which were embodied in cars 300-439. 
299 is not all-electric, using air for braking to a stop from speeds of 4-5 mph. at which 
point the dynamic brake loses its effectiveness. Extended dynamic braking on 300-439 is 
effective almost to zero speed, with a drive shaft brake completing the stop and acting as 
a parking brake; this friction brake is spring applied and electrically released. 


Motors: All cars have four motors, each rated at 55 hp. This gives the PCC car more 
horsepower per ton of weight than any other type of streetcar (12.5 lbs. per horse- 
power for PCC cars versus 30-50 lbs. per horsepower for conventional cars). Motors are 


force ventilated, reducing operating temperature, excluding dirt and moisture, increasing 
the life of the windings and lowering maintenance. 


All cars built by St. Louis Car Company, St. Louis, Mo. } 





434 at East Side, 18 Aug 50. (EHN) 











TWIN CITY LINES 75 








PCC cars were a long time coming to the 
Twin City Lines, but when they finally arriv- 
ed they came in the form of one of the finest 
vehicles for local transit yet designed. 

The transit industry authorized research 
for a modern, streamlined and agile streetcar 
in 1931; five years later this radically 
different vehicle, known as the Presidents! 
Conference Car (PCC) was ready for mass pro- 
duction. Hundreds of PCC cars, following 
closely the original design (although mod- 
ified somewhat in certain instances » were 
in service by the time World War II involved 
the United States. In 1945 it was again 
possible to resume research, and the result 
was the all-electric PCC car which embodied 
important’ mechanical and structural improve- 
ments. This super-PCC was evidently what TCL 
had been awaiting, and soon the PCC came to 
the Twin Cities in force. 

The first step was the purchase of a test 
car. This was diverted to TCL by the builder 
(St. Louis Car Company) from an order then 
being built for Pittsburgh. Pittsburgh PCC 
1547 arrived at Snelling Shops in January, 
1945, and was renumbered TCL 299. After run- 
ning on several lines under varying climatic 
conditions, TCL satisfied itself that the PCC 
car could meet its operating conditions sat- 
isfactorily. 

In May, 1945, TCL ordered forty all-elect- 
ric PCC cars of extra width from the St. 
Louis Car Company. On Thanksgiving Day, 1946, 
car 300 arrived at Snelling, resplendent in 
the TCL colors of canary yellow and deep for- 
est green trim. The 300 was the first of 140 
all-electric PCCs and epitomized the start of 
the company's $20,000,000 modernization pro- 
gran. 

299-339 could be operated one-man or two- 
man and seated 53; the others were one-man 
only and seated 55. 

As of 1951, PCCs were assigned thusly: 
Snelling Station: University Ave. 

Grand-Mississippi 

St. Clair-Payne-Phalen 

Hamline-Cherokee Hts. 
Nicollet Station: Glenwood-4th Ave. South 

Nicollet-2nd St. N.E. 
East Side & Bryant-Johnson 


Nicollet: Grand-Monroe 
East Side Station: Bloomington-Columbia 


Heights (partial) 


After abandonment of St. Paul lines in 
1952, PCCs gave partial service on Como- 
Harriet and Oak-Harriet lines. 

The 1949 change of management reoriented 
TCRT vehicle policy; the new officials were 
bus-minded through and through and, notwith- 
standing the excellent performance record of 
the PCCs, decreed that they must go. Their 
disposal is related on the following page. 








Above: PCC 331 at speed 
passing the state 
capitol in St. Paul. 


Right: Unloading car 300 

on November 29, 
1946---first of TCL's own 
PCC cars. 


Below: Interior of a TCL 
PCC when arranged 
for two-man operation. 
Note the conductor's seat 
and transfer box. (StL) 


Lower Right: A typical 
newspaper 
spread welcoming the PCCs. 





THE MINNEAPOLIS STAR 


and JOURNAL 








MINNEAPOLIS, MINN., THURSDAY, DECEMBER 19, 1946 ak 20 





NO TOKENS NEEDED—Hundreds of Minneapolis residents tried out the comforts of the 
city’s new streetcars today free of charge, Four of the new “streamliners” operated 
through the loop, carrying all who cared to get wboard. Similar free rides were pro- 
>vided in the St. Paul loop by four other cars. The eight new cars will go into service dur- 


{| ing the rush hour today on the Minneapolis-St. Paul line. Picture shows the first group 





to board one of the cars for the trial spin, 
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SALE OF P.C.C. CARS: With the decision to 

end all rail service, 
the TCRT management was confronted with the 
problem of realizing as much as it could from 
its investment of more than $4 millions in 
its 141 PCC cars. The cars were put up for 
sale, but because of their 9! width. buyers 
were limited to a handful of companies. 

The first such company to avail itself of 
the opportunity to purchase virtually new 
PCC cars at a. bargain price was the Shaker 
Heights Department of Transportation, oper- 
ating the ten-mile rapid transit line between 
Shaker Heights and Cleveland, Ohio. Already 
operating 25 all-electric PCCs of 9' width in 
train service (comprising about half of its 
total rolling stock), the municipally-owned 
rapid transit line thus seized the opportun- 
ity to standardize 100% on PCCs. 

The second purchaser turned out to be the 
Public Service Coordinated Transport Company 
of Newark, New Jersey. Thirty TCRT PCCs were 
purchased to serve,in the Newark Subway, the 
first new rail vehicles bought by that com- 
pany since 1917. To accomodate these single- 
end cars, PSCT constructed a loop at the end 
of the subway at Franklin Avenue. 

The remaining 90 all-electrics and the 
original PCC, 299, were purchased by Mexico 
City (Servicio de Transportes Electricos del 
Distrito Federal). The Mexican Government 
in late 1952 authorized the expenditure of 
$13 millions to modernize and expand Mexico 
City's electric railway system; the first 
reports had it that Pacific Electricts 5050 
Class cars were to have been purchased but a 
delay occurred in the transaction and in the 
meantime TCL's PCCs stole the show. Mexico 
City originally wanted doors on both sides 
of the cars, but TCL was successful in per- 
suading the purchaser that it would be easier 
to move a few station stops than to rebuild 
all 91 cars. 

By the first day of 1954, certainly, there 
should: be no PCCs in service in the Twin 
Cities. TCL will end up with its own old 
cars, but even they will only have a few more 
months to run. 


TCL No. Sold To New No. 
299 Mexico 2299 
300-319 W 2300-2319 
320-339 Newark 1-20 
340-359 Shaker 51-70 
360-364 Newark 21-25 
365-414 Mexico 2365-2414 
415-419 Newark 26-30 
420-439 Mexico 2420-2439 


Shaker Heights Cars: Twenty cars, 340-359, 
were purchased in Jan- 
uary, 1953, to be completely rehabilitated 
,and repainted by TCRT. The new numbers were 
51-70, with cars renumbered in order. Five 
were for single-unit operation (51-55) while 
the remainder were rebuilt by TCRT for train 
operation (56-70). All twenty received 26" 
wheels. All labor and new materials were 
furnished by TCRT, except for equipment for 
train operation which was supplied by SHRT. 
Work consisted chiefly of rewiring and add- 
ing equipment for train.control, almost no 
body work being involved. Master controllers 
had to be rebuilt, line breakers changed, and 
coupling equipment and new signal systems in- 
stalled. The back-up control was changed and 
front doors were arranged for individual op- 
eration. New Ohio Brass trolley retrievers 
replaced TCRT's trolley catchers. TCRT even 
made the new destination signs. The cars 
were repainted to conform to Shaker Heights! 
own PCCs, 71-95. TCRT reportedly received 
$16,224 each for these cars, including cost 
of rebuilding. On September 17, 1953, four 
of the single-unit cars were shipped from 
Snelling Shops. All cars: GE equipment. 
Newark Cars: On March 30, 1953, Public Ser- 
vice Transport Co. of Newark, 
New Jersey, ordered thirty cars, all with GE 
electrical equipment. Minneapolis papers 
listed a sale price of $10,000 each. These 
cars were merely put in good running order 
by TCRT, with no equipment changes and no 
repainting. First to arrive in Newark was 
the 360; on August 12 it was unloaded at 
PSCT's Lockwood Street yards. 
Mexico City Cars: In August, 1953, TCRT 
contracted to sell all 91 
remaining PCCs to Mexico City. 71 of these 
had Westinghouse electrical equipment (299- 


DISPOSITION OF P.C.C. CARS 





The 30 TCRT PCC cars which are now operating in the Newark Subway will 


provide speedy, comfortable transportation for many years. 
provides commuters to Newark and New York with free parking, 


This line 
10¢ fare 


and a fast, convenient connection with Pennsylvania Railroad trains. 
In the above photo we see PSCT's #21 (ex-TCRT #360) in its new blue & 


gray colors. 


The PCCs replaced 1917-model cars on the 4-mile line. 





Shaker Heights! #54 (ex-TCRT 343) is shown here (left) at Snelling 


Station, and (right) 


(Right) Mexico City's 
#2391 ready 
to leave Snelling for 
a new service career. 
It a was TCRT's 


391. (Js 





319 and 365-414) and 20 had GE equipment 
(420-439). These cars were rehabilitated 
and repainted by TCRT but no changes in 
equipment were made. The repainting saw 
these cars receive a light cream body and 
roof, with green for the skirts and for the 
panels in which the standee windows are set. 
The Mexico City numbers consist of a "a2" 
prefixed to the old TCRT numbers, providing 
for easy reference to the cars in dealings 
with the St. Louis Car Company. This means 
there will be gaps in the Mexico City roster 
due to cars sold to Ohio and New Jersey. The 
first car was specified to be in Mexico City 
by Labor Day, and TCRT thereafter shipped 
them south of the border one per day. 


ready to leave for Cleveland. (JS) 





LAST MINUTE NEWS: 


As we go to press, the 
latest news received 
from the Twin Cities is to the effect that: 

As of November 17, 1953, 67 PCCs have 
been shipped; these are: Newark, 30; 
Mexico City, 32; Shaker Heights, 5. The 
Shaker Heights train cars will be the last 
to be shipped, due to the extensive work 
they require. 

As of November 17, 1953, only 19 PCCs 
remained in service and these were being 
withdrawn as fast as standards could be 
fixed up to replace them. After November 
6, 1993, the remaining PCCs were used on 
the 4th Ave. line only. All will probably 
be off this line by December 1, 1953. 
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St. Paul was famous for its cable lines over half a century ago. In 1887, the first 
line was built from Broadway to St, Albans, running along Fourth, Third, and Selby, 
and the line was put into operation by January 16, 1888, Another cable line along 
East Seventh from Broadway to Duluth ave. commenced operation June 14, 1889. 
The above photograph shows the cable line, looking down the Selby hill, The Selby 












Tunnel brought electrification to the line. 


The first street cars were horse drawn and 
went intc operation in St, Paul on July 
15, 1872. The first car staried at 4 p. m. 
on Ath and Wabasha over a track a total 
of 2 miles long. The street car company 
consisted of six cars, operated by 14 men 


and 30 horses. 






The above double-decker street car operated fo Above is a photograph of the first electric street cars 
Lake Minnetonka in 1906, This was a part of the used in Minnesota. The first electric fram was put inte 
longest line in ihe sysiem, extending westward to service on the Fourth ave. S. line in Minneapolis on Dec. 
Tonka Bay on the western shores of Lake Minnetonka 24, 1889. For the next decade, the street cars had to con- 
The double-deckers proved so weighty, eventually, tend with severe bicycle competition which cut sharply into 
that street car. officials junked the cars because of the trolley revenue, bui failed to stop the expansion of 
wear on trolley wire and rails. The cars, ‘after having the system, 

their upper siories removed, were put into service as 






Form 552 


Tew 


regular street cars, 





Here is pictured an early electric street car much in use in both Si. Paul and Minne. 
apolis in the 1880's and 1890's. It was shorter than mos! cars seem today, and at one 


D 
time this particular car was a double-end car. Ht was used in later years as a “special” 
to the University Football field, Notice the silver stripe lines on the baseboards NT S|. 0, } 
which are now discontinued. —REAR “Roy 2. 
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The new, modern, streamlined street cars are practically noiseless. They are 
2 part of the tremendous modernization program of the Twin City Lines. 
Twin City Lines is an organization of neighbors of yours and good citizens who 
recognize their responsibility to serve the public graciously and well, and whe 
make a constant effort to give service which is a credit to. the communities. 
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Trucks, motors and controllers of work 
cars were continually being changed, as on 
passenger cars; and where.some short notes 
on these are included here, it is not in- 
tended to imply that the work cars did not 
have different equipment at other times. 

Most work cars were operated by shopmen 
or crews of the Maintenance of Way Dept. 

Trainmen operated snow plows, sand cars 
and the baggage car regularly, and other 
work cars at special times. East Side 
trainmen were occasionally called on to op- 
erate the U. of M. work car. 

Most TCRT work cars were painted box car 
red, with white lettering. Snow plows were 
painted according to the passenger car 
paint scheme, with all plow machinery a 
dark green. Baggage car 34 was painted 
like passenger cars. Sand cars 43-45 were 
painted yellow above the belt rail and a 
dark green below, with tuscan red sash and 
roof. 

THE EARLY ELECTRIC WORK CARS: Many single- 
truck pass-. 
enger cars served their later years as work 
equipment, without having their numbers 

changed. They were used as sand cars, flat 
trailers, wreckers, coal and ash cars, etc. 

Of the regular work cars, there was a 
separate numbering series for each differ- 
ent type; this had some effect on present 
work car number series. Those listed here 
were on record in 1904. 


Early Snow Plows---Bemis DT, 4 WP motors, 

. 4 Sprague motors for the 
rotary, hand brakes; length 25'8", width 
6110", Many used for other jobs in summer. 
#1 "Mogul" TCRT, others built by TCRT. Wood 
underframe, vestibules on front end. 

1 Burned 4-29-08 
2 M 7-24-11 
3 M 4-14-08 
4 fn June-12 At Midway in 1904; 
Track Dept. plow, '10 
5 " 4-29-08 
6 
7 
8 
9 


" 4-16-08 

" 4-14-08 

wt " 

" 4-16-08 

10 M 4-29-08 

11 " 4-14-08 

aly iH 4-19-08 

13 Rebuilt as work car 4-1-12, renumber- 
ed Al3; had weed cutter on front end. 
Used as rail grinder in 19ll. D, '36 

14. Same as 13; renumbered Al4. Had big 
tank for spraying calcium chloride on 
switches. Destroyed in Snelling fire 
8-17-25. 

15 Burned 4-19-08 

16 Sold to Aberdeen, 12-1-10 

17. +=Burned 4-29-08 

18 m June-12; rail grinder in 1910 

19 "4-29-08; at East Side, 1904 

20 Rebuilt to Locomotive #20 in new num- 
ber series, 8-10-07 


At Midway in 1904 


Sweeper---No number. "Smith Ave. Sweeper." 
Stored at 7th St., 1910. 28'3" 

long, 7'2" wide, McGuire trucks, 33" wheels, 

2 WP motors, 1 SRG for broom. Burned 6-12. 


Oil Car---#1. 


SSE 


22'6", Hand brakes, 33" whls, 
2 motors. Burned 11-30-12. 


Wire Cars---#1: Built by TCRT. Bemis ST, 
hand brakes, rheostat control- 

ler, 2 Sprague motors. East Side wire car 
for some time. Destroyed completely on 
5-8-10 when burned at Snelling---boys turn- 
ed on current while brakes set. 

#2: ‘Equipped like #1. Owen St. wire 
car in 1910. Burned 4-24-12. 

(Modern wire cars 3, 4 and 5, built 1905, 
were numbered as part of this wire car 
series.) 


Supply Cars---#1. 24! long. Built by TCRT 
in 1891 at Nicollet. 

#2. Converted from Northern ST passen- 
ger car, 5-8-03. Rebuilt 4-19-12, getting 
air brakes, sliding door to cab, electric 
heaters. Burned in Snelling fire, 8-17-25. 
Before this car was destroyed, it was re- 
placed (1922) by another Supply Car #2. 


Wreckers---#1: 20'4"'. Bemis ST, hand 
brakes; 2 SRG motors, K-11 con- 


troller. East. Side wrecker. Burned 4-12. 





SERVICE CARS - 


#2: Same data as #1. Midway wrecker; 
to Smith Ave. 1-21-07; at 7th St. in March 
1910. Burned 4-24-12. 

#3: Bemis ST, 2 Sprague motors. Smith 
Ave. wrecker in 1904. Burned June 1912. 


Work Car Flats---#1: Bemis ST, 2 Sprague; 
burned June 1912. 

2. Bemis ST, 2 SRG; burned 9-29-08. 

3. 22'. Bemis ST, 2 SRG, " 9-29-08. 

4. 22'. Bemis ST, 2 Sprague; B 9-29-08. 

5. Bemis DT, 2 WP. Burned 10-2-08. 

6. Bemis DT, 2 WP. Burned 9-29-08. 
Numbers of new double-truck work flats 

began with #7, in continuation of this 

series. 


Flat Trailers---All burned June 1912; all 

Bemis ST. Nos. 1-7, 10, & 
12. #6 was wood shop trailer, 22! x 6'6", 
#10 was work car trailer, 2616" x Gran, 
#12 was wood car trailer at 3lst St. 


NOTES ON MOTORS USED ABOVE: 


Sprague: 15 horsepower 
SRG: 20 m 
WP: 25 " (Weather Proof") 


Starting in 1905, TCRT 
replaced virtually all 
its work car fleet with new and far better 
equipment. Many are still in service, al- 
most half a century later. 


MODERN WORK CARS: 


#2 Supply Car. Ex-762, converted 11-22. 
Passenger car cab door and double gates re- 
tained; large sliding doors added in center 
of car, both sides. Brill 02, GE 67, K-6. 


#3 Wire Car. At University Substation 
Garage, 1930s to present (1953). 


#4 Wire Car. Snelling wire car from 
1912 to about 1941; thereafter Duluth wire 
car. 


#5 Wire Car. 
to 1953. 


#6 Powerhouse Coal Car. 
equipped, hopper bottom. 


East Side wire car, 1912 
No motors, air 


(Notes on Work Car Flats following thru- 
out list: Termed "Work Car." Some were 
converted to special uses, not all of which 
may be on record. Sand Cars originally had 
sand house removed in summer, so different 
cars were equipped different winters; sand 
houses left on after the early years. These 
work cars were constructed with small cab, 
with room only for several persons. "Winter 
cabs" were added on to these on many work 
cars so construction crews could be shelter- 
ed while riding them. These extension cabs 
were usually, but not always, removed in 
summer. ) 


#7 Work Car. Most of these work cars had 
trucks, motors, controllers of gate cars 
which were scrapped in 1949. 


#8 Work Car. Nicollet wrecker for some 
winters, roughly 1914 to 1930. 


#9 Work Car. No comment; it just worked. 
#10 Work Car. 
#11 Work Car. Stillwater Division work 


car, generally kept at Owen St. to 1932. 
Pilot and classification lights. 


Same as #9. 


#12 Work Car. Minnetonka Division work 
car, kept at Nicollet to 1932. It had 
pilot and classification lights. Extension 
cab 12-16-11. ‘Listed as Nicollet sand car 
for winter 1920-21. Damaged by fire 1-9-34; 
serapped December, 1936. 

#13 Work Car. Was sand car, 1-16-25. 

#14 Work Car (Sand Car). North Side sand 


car, winter 1920-21. Thereafter Nicollet 
sand car and wrecker, to 1953. 


#15 Work Car. Destroyed in Snelling fire, 
8-17-25, the only steel frame car in this 
fire; it was rebuilt in November 1925. 


#16 Work Car. 
#17 Work Car. 


#18 Work Car (Sand Car). North Side sand 
car and wrecker, from 1920s to 1953. (The 
"wrecker" designation was dropped from these 
ears in the 1930s with purchase of trucks as 
wreckers for Nicollet, East Side, Snelling.) 


#19 Work Car. Lake wrecker; probably 
their wrecker a number of winters, including 
1929-1930. 


Duluth sand car, 1920-1952. 


Same comment as #9. 


#20 Switch Car (Locomotive). Ex-snowplow 
#20 of earlier numbering series. Rebuilt to 
locomotive 8-10-07 for Powerhouse switching. 
Used third rail at Powerhouse. 


#21 Crane & Wrecking Car. Snelling wreck- 
er till 1940s, thereafter at Nicollet. 


#22 Snow Plow. At Duluth, 1911-1919 and 
Snelling thereafter. 


#23 Snow Plow. At Snelling, 1911-1920; 
Duluth thereafter. 


#24 Snow Plow. East Side 1911-1953. 

#25 Snow Plow. Wood underframe. May be 
#25 of earlier snow plow series, or may have 
had a different number (#21 suggested). From 
1911 on, East Side in winter, St. Louis Park 
line plow; Owen St. wire car in summers. 
Sold to Anoka in 1918. 


#26 Shifter Car. Used at Snelling Shops 
to move cars and trucks. Rebuilt 1943. 


#27 Shifter Car. 


#28 Shifter Car. Snelling Shops. These 
three shifters had wood underframe, monitor 
roof originally; may have been the cable 
grip cars which boosted electrics over Selb: 
Hill; building date unknown. #28 (also 26 
rebuilt in 1943 with flat roof and consider- 
able other changes. 


Snelling Shops. 


(Snow Plow Note: Plows 23-24 and 29-32 
were double end,wwith plow at one end, broom 
at the other. Broom assemblies, including 
GE 70 motor and K-28 controller for each, 
were removed in 1942.) 


#29 Snow Plow. East Side; Minnetonka Div- 
ision plow to 1932; Lake St., 1932-1953. 
See routing note for #34 Baggage. 


#30 Snow Plow. Bloomington till 1911, 
Lake 1911-1914, North Side 1914-1953. 


#31 Snow Plow. Snelling to 1953. 


#32 Snow Plow. Nicollet to 1953. 

#33 Wire Car. Large spool for cables. 
Generally at Nicollet to 1953; thereafter 
used as flat car. 


#34 Baggage Car. Possibly not numbered 
at first. In 1925, high speed gears changed 
to low speed. Operated over entire Minne- 
tonka Division routes during summer lake 
season, beginning in 1906. Had East Side 
motorman and conductor. Car first operated 
to Tonka Bay, then returned to 9th Ave. Hop- 
kins junction; backed into Hopkins, wyed 
there, backed out of Hopkins, and then went 
west to Deephaven. (Snow plow used the same 
routing, but the plow was double end.) #34 
withdrawn from service after being damaged 
in collision on line. Sold for scrap, 1936. 


#35 Sand Blast Car. 
er in 1909. 
at Snelling. 
in 1911. 


Listed as rail grind- 
A 1911 list has a #35 snow plow 
Sand blast equipment installed 


#36 Snow Plow. Lake St. to 1953. Lake 
wrecker during summers of early 1910s, to 
1914 at least. 


#37 Snow Plow. 


Duluth to 1920, Snelling 
to 1953. 





‘Shifter #26 at Snelling after being 
rebuilt (28 similar). ) 








#54 at Snelling. 








Work car #66 laying new rails on 
Marquette Ave., Mpls. 
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#38 Snow Plow. 
ision plow to 1932. 
to 1914 or later. 


Owen St., Stillwater Div- 
Duluth wrecker summers 

Duluth plow, 1932-1952. 

#39 Rail Grinder. 


#40 Rail Grinder. 


Built by Kerwin, 1911. 
Same as #39. 


(#39 Snow Plow. Listed in 1910 and 1912 
reports; latter had both a #39 plow and a 
#39 rail grinder. May have been renumbered 
from old plow #18, burned June 1912.) 


#41 Switch Car. Ex-No. St. Paul RR., 
built by Pullman 1892; ex-TCRT 789; 34! 
long, Single gates; to baggage car 5-1-06; 
later to truck switcher at shops; probably 
shifter #1, old series; renumbered #41. 


#42 Switch Car. Ex-No. St. Paul RR., 
built by Pullman 1892; ex-TCRT 794. To 
shop flat 6-30-05; to truck switcher. May 
have been shifter #2, old series. 


#43 Sand Car. At 7th St. until 1920; at 
Snelling to 1953. (Cars 43-45 listed as 
"Sand & Wrecking Cars" in 1914.) 


#44 Sand Car. Lake till 1953. Used as 
oil car during summers for first few years. 


#45 Sand Car. East Side till present. 


#46 Work Car. Had weed cutters on front. 


#47 Work Car---specially equipped as dump 
car. 


#48 Work Car (Wrecker). Track Dept. flat 
in summers, Owen St. wire car in winters to 
1917 (replaced by #72). Thereafter Owen St. 
winter sand car and summer wrecker to 1932. 
North Side wrecker, 1932-1952. 


#49 Work Car. 
some years. 


Termed "Refuse Car" for 
#50 Crane Car. Entirely rebuilt and got 
streamlined cab in 1947. 
#51 Work Car. See #9. 


#52 Work Car. Saw some use as Duluth 
wrecker around 1915. 


#53 Work Car. See #9. 
#54 Work Car. See #9. 
#55 Work Car. See #9. 


#56 Work Car. Some use as wrecker, 1915. 


#57 Electric Shovel. Snelling. 

#58 Cupola Car, Track Welder, Box Motor. 
4-12-14, Cupola Car, used for crushing rock 
from gravel pits. Rebuilt 1925, best termed 
Box Motor or Supply Car; used for hauling or 
storing cement, salt, etc. Out of use, 1953. 


#59 Sprinkler Car, Oil Car. Cab on front 
for motorman, cab on rear housing sprinkling 
machinery. 


#60 Electric Shovel. Snelling. 
#61 Cupola Car, Track Welder, Box Motor. 
Same as #58; rebuilt 1925. 


#62 Work Car. First at Snelling Shops; 
Snelling Station from about 1934 to 1953. 


(Note: Work Cars 62-69 used chiefly as 
ash cars; stations shown where they were 
most of the time.) 


#63 Work Car. First at North Side, then 
at Snelling Shops, 1934-1953. 


#64 Work Car. Lake St. to about 1934, 
then at North Side to 1953. 


#65 Work Car. Duluth to about 1934; then 
Lake St. to 1953. 


#66 Work Car. Nicollet to 1953. 


#67 Work Car. Snelling Station to about 
1934, then Duluth to 1952; others in 1953. 
#68 Work Car. East Side to 1953. 


#69 Work Car. 


Snelling Shops (Boiler 
Room) to 1953. 
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#70 Sand Blast Car. Bemis ST, no motors, 

hand brakes. 
#71 Gondola. 

Pavement Plow. 


Trailer, ST, also called 
#72 Wire Car. Owen St. wire car to 1932; 
Duluth 1932-1941; Snelling thereafter. 
#73 Electric Shovel. Snelling. 
#74.Yard Crane. Snelling. 


#75 Snow Plow. 
1919-1952. 


#76 Snow Plow. 


East Side to 1919, Duluth 
Snelling to present. 


East Side till present. 
#77 Snow Plow. Nicollet to 1953. 
#78 Snow Plow. Nicollet to 1953. 


#79 Snow Plow. Lake St. to 1953; to East 
Side in fall of 1953. 
#80 Snow Plow. North Side to 1953. 


#81 Snow Plow. Snelling to 1919; East 
Side 1919 to present. 


#82 Snow Plow. Snelling to 1953. 
#83 Crane Car. 


#84 to #93: Gondola Cars. ST trailers, 
used as coal cars, refuse cars, etc. 


Snelling. 


#94 Electric Shovel. Snelling. 

#95 Supply Car. Ex-1134, converted Oct- 
ober 1936. Equipped with side doors, jib 
hoist, window guards and miscellaneous parts 
from #2; appearance similar. Was at first 
to be numbered #2, but it was decided number 
should not be repeated. #2 and #95 retained 
general passenger car color scheme. Supply 
cars made runs from Snelling storehouse to 
a different station each day of the week on 
a regular schedule. 


#96 Rail Grinder. Ex-1261, converted 
1938. Filled with rail grinding machinery; 
no changes to body of car; painted work 
car red. Used regularly until about 1950, 
often spending several weeks going up and 
down one line (or part of a line). 

#97 Supply Car. Ex-1349, converted July 
1947. Painted work car red except for green 
doors. Front exit retained. Large sliding 
doors installed on each side, replacing 6th 
and 7th windows. Windows 8-13 on both sides 
boarded up. Rear gates removed and rear 
platform enclosed by windows and dash. Had 
stove removed and four electric heaters in- 
stalled in cab. Rehabilitated and repainted 
in 1952; controller with LB2 control put on 
and field shunt installed inside car. The 
regular schedule for #97 was: Monday, Lake; 


Tuesday, Nicollet and Snelling Station; Wed- 
Thursday, East Side; 


nesday, North Side; 
Friday, Duluth. 





(Above) #95 at Snelling, 1938. 


(Below) #96 at Nicollet. (KB) 
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#18, the North Side sand car for about 
thirty years. 








sattisd. 


Note sand 


house. 





(cs) 
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The severe Twin Cities winters made 


above scene commonplace. 


#31, one of 


the Snelling plows, in action. 








Snow plow #30 at North Side in 1950. 
It was based there for 39 years. (EHN) 

















#47 at Nicollet; this car was Work car #7 at Snelling. Note Locomotive #20 at Main Powerhouse. 
used as a dump car. its "winter" cab. It was TCRI's only third-rail car. 
Still in service. (KB) 
No. Type Built By Weight Length Width Height Trucks Motors Ratio Control Brakes U.F. Scrapped BODY TYPES: 
2 A 1922* Snel 43,800 43123" gtgan 11t6n GE 67 15:69 K-6 Ch. " 1936 As Supply Car 
Bi B 1905.. Nic 1,780 37'6" 8183" loll" = TC-W GE 57 28:57 K-14 Ls "In use B: Wire Car 
Y Naa =) " " " " " n " " uu " " n 1952 C: Motor Flat 
baie =) 1908 = Snel " n " " " " " " GE W- =1953 D: Gondola trailer 
(Tee b) --- NDCC 36,500 36!2n loro" gr5n AB None None None West. " In use E: Shop Switcher 
Reis’ 1905 Nic 39,280 3610" ssn lorgn = TC-W GE 70 15:41 K-6 Ch. Steel 1952 F: Shop Flat 
8 Cc n 7 n n n n " " " " " n In use 3 Baggage 
900 " n " " " " " 1" " " " " 1 K: Rail Grinder, 1-truck 
108 ¢ " " n " " " " " " iW n " " L: Locomotive 
pCa ar 0} " " 41,700 37125" " loin " GE 57 28:57 K-28 " " 5 M: Sprinkler 
12. Cc n nm n n n " " 1 " K-14 " " 1936 N: Sand Car 
13 " " 40,300 25t63" gtg" lorgn " GE 70 17:64 K-6 n " In use P: Switcher 
tee’ ue 7 Li i a bi ¥ i " t n " " Q: Pavement Plow, 1-truck 
15 C " qn n " " " " " " " " " " R: Yard Crane 
16 Cc " " " " n n " " " " " " 1952 Ss: Snowplow 
AvL3. iC 1912 Snel --- 25'63" 7183" 10193" Bemis WP --- 0 --- Wood 1936 T: Sandblast Car 
Ad " " --- " " " " " --- --- " 1925 V: Electric Shovel 
uy Gaetan ©) 1907 Nic 41,000 " sgn 1019" = TC-W GE 70 15:71 K-28 GE Steel In use X:  Gondola-flat, 1-truck 
18 iC " ai " " " . n " " " A " 1953 Zs: Salt Car 
19 Cc " " " n " " " " " " n " In use SW: Snowplow-sweeper 
20 L " " 78,500 27!0" gtoem Jitsu = TC-7 GE 57 16:69 K-6 Ch. " In use RG: Rail Grinder 
ede R " * 78,600 3815" gtlg" 11'6" = B-4 GE 216 17:69 K-37 GE " In use 
22. 38 1906 " 65,400 2792" 8153" 1oI7n = TC-W GE 73 17:73 C-6 "M" Ch. ne 1953 ABBREVIATIONS: 
23 SW 1907 " 75,400 24'10" gig " " ci ul " GE " " 
24 SW n " n " n " . " " n n " n 
Builders: 
252.58 " " 37,000 2413" 813" o'9" Bemis GE 57 28:57 K-14 Hand Wood § 1918 Se eae 
2 EB ---- -- 17,600 204" 7132" 9tg" Pkhm 2WP 17:64 K-11 Hand Wood In use Riess PissLiek ahene 
Nic: Nicollet Shops 
27 n ---- cis n n n n n " " " n " 1952 :. 
NDCC: Natl. Dump Car 
28 " ---- pea " n " " " n " " n " In use Ker: KGnwint 
29 aly 1908 Snel 73,400 24tl10n onan Loran Bo4 GE 73 17:73 c-6 "Mn GE Steel 1953 Thew:  Thew Elec. Co 
' w 8 p - 
an sw " " " " " " " " " " " n " BH: é Brownhoist 
32 SW " " " tt n ' n n " " " n a x eee 
33 B 1909 " 39,800 3710" gts" lorlidn Tc-W GE 67 15:69 K-6 sae n In use Pee ee 
340:..:G 1905 Nic 54,540 451" 9125" litgn B-4 GE 57 28:57 K-14 Ch. " § 1936 
Ep ia s 1909 Snel 35,540 2410" 910" lotgn Spel 2 GE 67 15:69 K-11 "1944 
360 48 1910 " 65,400 2782" g15gn loI7n = B-4 GE 73 17:73 C-6 "M"’ Ch. Lage oF) 
37 Ss " " " " " " w" " n " " " n 
3. 8 Ss " i " " " " " " i n " ci 19 53 
290-5 1911 Ker -—-— 15175" -7t4M  10t11" Spel 1 GE 67 7 K-11 Hand ame fe 03 
40 K a n —— " n " 1 " " " " " n 
ALP 1910* Snel --- = 3410" " Wood 1916 
42 Pp 1910* " paper " " n 1914 
45 ON 1911 " 50,000 40:0" g110" 101113" TC-7 GE 216 17:69 K-37 GE Steel In use 
44 N n ci " " " w " " " " " " n 
45 N " " " " " " " " " " " " " 
BoC 1912 " 41,000 37t23" gto" lorgg" TC-W " 17:64 n Ch. " n 
4T Cc " " " " " " " " non n "8 n 1952 
48 Cc qT " " " n nn " n " T " " " 
AQ 1913 . 0,000 f " 10193" " " 15:69 " f he" >In use 
50:°R " " 0,000 4310" gt113" 1l2tlgn TC-7 " 17:64 " " n" n #97 at Snelling. (KB) 
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SAND CARS 43, 44, 45: Very unique in appear- 
CRANE #21: Heavy-duty wrecker. Capacity ance with drop centers 
Equipped with 74 hp. 
Could carry 29,750 lbs. 
sand, or 29,120 lbs. of 
(KB) 


of crane, 30,000 lbs. 


Hoist 
operated by a 73 hp. motor. 


and quite flat roofs. 
MCB couplers. 


motor on sand screw. 
water, or 30,000 lbs. 


coal. 48 cu. ft. capacity. 





SHOP SWITCHER #28: This car, with cars 26 
& 27, shifted cars at 
Snelling shops. They were rebuilt for the 
purpose from old passenger cars. 
It is expected 


1954 WORK CAR OUTLOOK: 
that TCRT rail 


operatiors will be terminated on or about 
June 1, 1954. Between now and mid-1954, 
most of the service cars listed on these 
pages will be scrapped. Probably #20 


CRANE CAR #50: Capacity: 8100 lbs. 12! rad- 
ius, 3600 lbs. 26%! radius. 
A 24 hp. motor in cab. Cab modernized 1947. 


will be kept by the new owners of the 
Main Powerhouse (along with #6), but the 
others may be considered "Scrapped 1954." 


8i 





SPRINKLER CAR #59: Used oil or water. 50 


i ft. compressor in 
rear cab maintained ai pressure in its 





CRANE CAR #83: All steel. 


Capacity: 
lbs. at 25110" radius, 
ibs. at 44'0" radius. (RO): 26" wheels. 


ELECTRIC SHOVELS 57, 60, 73: All steel but 


cab. Extra set 
of wooden wheels for work off the track. 1/3 
cu. yd. capacity. 710" truck wheelbase. 


ELECTRIC SHOVEL #94: All steel. Caterpillar 


treads. Detachable 
steel wheels for rail travel. Used also as 
skimmer and ditcher. 4 cu. yd. capacity. 
Its GE motor was rated at 25 hp and drove 
through mitre gears. Wheels were 20", 1 
trolley, mounted 7'10" from rear of cab. 


10,000 
4,000 


[20 eneienmmeeeeememeees 














Motor Horsepower: No. Type Built By Weight Length Width Helght Trucks Motors Ratio Control Brakes U.F. Scrapped 
tan tin 1ogn ma " 17:69 " " " In use 
GE 57: 50 BP 2 4 1914 Snel 44,300 37h zen 8 i 10'9¢ Te-7 GE 216 if # : H Toss 
GE 67: 40 53. ¢ " " " " " " " 1" " " 1 " Tn use 
GE 70: 40 5 (5 n nn " " " " " " 1 n n u n 
GE 733 75 (93 n " " uw u " " u" wt " n " 1 
GE 216: Za 56 Cc " i " u " u " " " " " " n 
arch oe 57 Vv "  Thew 56,000 2710" gr6" 1gtom spel 1GECV ---  Rheostat —_- Moo oo 
WP: 25 58 A n Snel 51,000 37'0" gz" jor6n TC_W GE 67 15:69 K-28 Ch. nw 1953 
59 M 1915 " 52,700 3514" groen organ = By GE 57 16:69 K-37 GE CP 25 " 1952 
60 V " Thew 56,000 270" grén gto Spel 1 GE CV ---  Rheostat --- " ul 
Brakes: 61 oA " Snel 51,240 3710" gt2n jorén pr GE 67 15:69 K-28B Ch. "1953 
: 62 e0 fn "43,320 37'23"  grom | jorqign on WP 17364 K-6 x : In use 
" u ci i " " n n 
CH.: Christensen a z i H _ is . . : - i 
GE: General Electric 6 a : ms os y 7 § = * * Hs * 
West: Westinghouse be 5 ; i t je . i ‘ i 7 Beau 
AC; Allis Chalmers 67 c m m n " m e n x m n" " 1952 
* n use 
* re) rebuilt from 790. 1910 es Cc " 1 " 1 “a " 1 " n n . a ioe 
: 4 a 70° Tt " "13,980 11'0" 616" Jitin Bemis ——_ -—- -—- 3 
Spat " 762° 1922 71 Q See Gnel ere se ee sa Eoe=) single None Sa ---- nm 1952 
95 u " 1134 1936 72. B 1917 " 59,000 3716" gtgm. jorlin TC_W GE 57 28:57 K-14 aE " In use 
a ‘ i reves ane eae " Thew 56,000 27'0" gt6n jgron Single 1GECW --- Rheostat ---~ Steel In use 
H i 9 re n B ass —s aoe eee aoe ie Ree Sa wens 
: es 7 5 " ene) 64,320 3712" gtgn iiton Bala 2 GE 73 17:73 C-6 ™ aA-C n 1952 
TRUCKS: 7% § n " t " " n w " nt n ft " In use 
x 77 Ss 1918 nt n n n n n n 1 n n n ft 
TC-Work: 5!8", 33-34" We 78 s " n n n " " " " " " n n n 
ree ee re eed teed 19 8 " " fn t 1 " ‘ " . a : fe a 
oat Ad Ss ' " " w " n " 
B-4: 610", 34" Balawin ay s " " " " " " " " " " " In use 
Pkhm: 803", 33" Peckham 82 Ss " " " " " " " " n n " " 1953 
Spel: 716", 33" Special 83 oR 1927 DFSC 67,300 4410" gtom ja2tan og GE 275 15:57 C-169 TM GE CP-27 " In use 
Br: 18", 34" Brill 27-5 8 Xx eee ess —— ee 5 —- Single None ane ee = Wood 1952 
Bald 2: 614", a Baldwin 85 xX patted =e ee meee Son ee t tn Pear ware Pai t nt 
NCS: 518", 26", National 8 x anes aes ane oon ars ee " " panes at aan n " 
Ctplr: Caterpillar crawler 87 oF ra Bele AS Ss ae aes " " a aac ee " " 
Bald 1: 610", 34" Baldwin 88x sites ne sae ie aes ake q " =a ae eae " " 
TC-5: 610", 34" 89 x se, eee xa eS ake Dak 1" " aS 2a = " 1953 
90 xX --- --- --- --- --- --- " " --- --- --- nm 1942 
x --- --- --- --- --- --- " n --- --- --- W1952 
es x --~ --- --- --- -<- ace n n --- --- —— n n 
93 x ot, = == ae pe a n n --~ -——~ eee n Bi) 
94 OV 1929 Spdr 31,000 31'6n 8tgn  1i'0" §=6Ctplr 1 GE --- --- --- Steel In use 
95 A 1936* Snel 48,300 45193" Srgin W160 Bald 1 GE 70 15:71 K-28a Ch. # 1947 
96 RG 1938 » 983900 4617" gtafn Uiisn Bald 4 GE 73 24:51 C-6TM Ch. mt 1952 
a A 1947* "48,300 4618" " " TC-5 GE 213 . 15:71 -K-374 GE n In use 
9 N 


ever Existed 
n " 
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DULUTH - SUPERIOR TRACTION COMPANY 


Insofar as rolling stock was. concerned, 


Duluth-Superior Transit was a remarkable car- 


bon copy of TCRT. Practically all Duluth's 

ears had their origin in the Twin Cities and 
for this reason we append the following ros- 
ter of Duluth-Superior cars: 


Duluth TCRT Date Remarks 
151-162 New 1901 Like TCRT 867 
163-177 New 1904 

178 1043%* 1905 

179 1108 1906 

180 1109 " 

181 1110 Wy 

182 bake ” 

183-197 New " 

198-203 New 1908 

204-214 New 1909 

215-219 New 1910 

220-221 New 1911 Incline Cars 
222-237 New uy 

238 1482* wu 

239 1483* ! 

240 1484* Wy 

241 1485* Me 

242-251 New 1912 

252 1564* i 

253 1565* " 

254 1566%* a 

255 868 " 

256 869 nH 

257-262 New 191. 

263 1789 191 

264 1790 tt 

265 1791 " 

266 1792 t 

267 1724 n 

268 1719 u 

269 1716 Pe 

270 1722 ul 

271-278 New 1917 

279 988 ft 

280 989 " Rented to Du- 
281 990 ft luth 12/20/17; 
282 991 iW returned to 
283 1672 " TCRT 11/4/20. 
284 1673 uw 

285-288 ~-- 1917 Not TCRT built. 
289 1202 1918 

290 1204 " 

291 1212 " 

292 1231 " 

293 1232 " 

294 1234 " 

295-300 --- 1919 New Birneys 
301-305 New 1925 Lightweights 


* Given TCRT numbers but never used on TCRT 


lines; replaced by second car, same number. 


Duluth, the shipping point for ore mined 
in the famed Vermilion, Cuyuna and Mesabi 
iron ore ranges of northern Minnesota, has 
been jokingly referred to by its residents 
as the city that is 26 miles long, 3 miles 
wide and a mile high. To further complicate 
the public transportation problem, the topo- 
graphy of the territory served is hilly and 
is broken by many ravines and densely wooded 
parks. As a result, there is a low density 
of population in proportion to area, not 
only in Duluth but in its companion city, 
Superior. Nevertheless, streetcars ran for 
many years in these cities, and practically 
all of them originated in TCRI shops. Even 
the two unique incline railway cars were 
built at TCRT's Snelling Shops and bore a 
marked resemblance to Twin City cars. 

On November 8, 1890, the first streetcar 
operated by electricity in Duluth. From 
then until the abandonment of the last 
electric car on July 8, 1939, Duluth and 
Superior depended on their electric cars 
for their local transportation. 

Originally, Duluth-Superior cars were 
two-man, with gates at the rear and a small 
door for the motorman at the front. From 
1926 until 1930, DST was occupied in alter- 
ing its cars to permit one-man operation. 
Double folding doors were installed at the 
front and a single folding door at the rear. 

Trolley coach operation started in 1931 
when the Lester Park line was converted. It 
proved successful and one by one the street 
car lines gave way. Today the heavy lines 
in Duluth are trolley coach, while lighter 
lines, as well as all lines in Superior, are 
served by motor coaches. 








213 in 1937. 








The incline cars were 24! long, 11! wide, 
8'8" high inside and weighed 22,000 lbs. 
At the top, passengers transferred to the 
isolated Highland Ave. line, served by 
cars 255 and 256 (below). 





248 on Grand Ave. line, Duluth. 


230 





on Gary~New Duluth 


line in 1937. (HR) 
301 Class car, 1926. 





Above: 


Below: 


163 in 1931. 
174 in 1938. (SM) 





End of an Era 


Duluth’s incline railway operates for the last 


time as buses take over 


9-16-39 





Duluth News-Tribune Photo 


Car on the Duluth incline railway. 


DututH, Minn. — One of the 
world’s oddest railways—the famed 
incline, whose two cable-connected 
cars have shuttled up and down the 
500-ft. cliff off Lake Superior since 
1891 —has given way to modern, 
streamlined buses. 

Millions of passengers from all 
parts of the world have made the 
ride along the steep 2,749-ft. cable 
route to view the shimmering lake 
and watch the whaleback ore boats 
put out for eastern steel mills. The 
incline was abandoned as part of Du- 
luth’s transit modernization plan, and 
residents of the city had been urged 


to ride the incline during the summer 
before it was shut down for all time. 
The pavilion, at the top of the line, 
was one of Duluth’s show spots be- 
fore it was destroyed by fire in 1901. 

During its dying days hundreds of 
Duluth residents who had long con- 
sidered the old incline just a conve- 
nient way home from work, dropped 
their nickels to ride the. last. time. 
Inter-car telephones signaled stops and 
starts at the five stations along the 
incline. It was extremely important 
for the drivers to get together—as one 
went up, the other had to come down, 
exactly at the same rate. 





About fifteen miles north of Minneapolis 
is the town of Anoka (22,443 souls in 1940). 
The first.sign of interest in establishing 
public transportation between these centers 
apparently came about in 1898, for in that 

ear the MINNEAPOLIS & ANOKA ELECTRIC SUBUR- 
Ban RAILWAY was incorporated with a capital 
stock of $50,000. Nothing came of this, how- 
ever, and the next attempt was made on the 
30th day of March, 1909, when the incorpor- 
ation of the ANOKA-MINNEAPOLIS SUBURBAN RY. 
took place, also capitalized at $50,000. It 
too died at birth. During 1912 and 1913 a 
few Duryea buses were in operation on the 
West River Road between Minneapolis, Osseo, 
and Anoka by the Girling-Warner firm. 

These same two years witnessed the build- 
ing and opening of the first rail line from 
Minneapolis to Anoka. On wey ee 1912, the 
ANOKA-MINNEAPOLIS SUBURBAN RY. sold its fran- 
chises to the MINNEAPOLIS & NORTHERN RAILWAY 
COMPANY, which had: been incorporated in the 
state of Maine (1!) with capital of $500,000. 
The M&N filed corporation papers with the 
state of Minnesota on August 15, 1912, auth- 
orizing it to do business in Minnesota. Con- 
struction was started on a line from north- 
east Minneapolis to Anoka, 14.74 miles. The 
line was finished in the spring of 1913 at « 
cost of exactly $496,686.29. The route be- 
gan at a wye at Main & Mill Streets in Anoka, 
thence via private way to a connection with 
the Soo Line Railroad at 34th Ave. NE in Min- 
neapolis. An agreement was made with the Soo 
Line for the use of that railroad's bridge 
over the Mississippi River near that point so 
that the cars terminated at 42nd Ave. N. & 
Camden Place in Minneapolis. General offices 
were located at 3900 Washington Ave. N. Two 
McKeen gasoline motor cars were purchased and 
the line opened for business on June 10, 1913. 
A big celebration was held on June llth, with 
important officials of the road and both its 
terminal cities participating. 

The first schedule was as follows: 

Lv. Mpls: 8:00, 11:00, 2:10, 4:00, 11:30; 

Lv. Anoka: 7:00, 11:00, 1:00, 4:00, 7:00. A 
week later the schedule was increased to six 
trips daily with four extra trips on Sunday. 

The line advertised itself as "The Smoke- 
less, sootless route to Minneapolis, the only 
one of its kind with all-steel cars finished 
in mohogany." 

On December 16, 1913, General Manager F. H. 
Hunter announced that the line had completed 
arrangements to haul freight. Such loads 
would be handled out of the Soo Line freight 
depot in Minneapolis and would be unloaded at 
the M&N freight depot at the Anoka wye. A 
special freight motor was built for this ser- 
vice by the McKeen Motor Car Company. 

* On February 10, 1914, a plan was announced 
for a proposed line to be constructed from 
Anoka to points on the northwestern shores of 
Lake Mille Lacs under the name of the MINNEA- 
POLIS, MILLE LACS & NORTHERN RAILWAY. The 
new line was to use the M&N tracks from Minn- 
eapolis to Anoka. After a little grading had 
been done in and around Anoka the project was 
dropped. 

The M&N was having financial troubles at 
about this time. Although much construction 
material and supplies were being hauled to 
the Coon Rapids Dam being built about half- 
way to Anoka, it was still rough sledding. 

As if this were not enough, the McKeen cars 
were giving trouble, the main problem being 
that they were almost impossible to start in 
cold weather. On January 1, 1915, the M&N 
went into receivership. The contract for the 
use of the Soo Line bridge was to expire that 
same week and contractors! liens totalling 
$87,000 for construction of the road were due 
on January 26, 1915. Application was made to 
the Minnesota Railroad & Warehouse Commission 
to discontinue operations for the winter, but 
permission was received to halt operations 
for but thirty days. On January 26, 1915, the 
line became the property of the lienholders, 
of whom the principal one was Mr. C. P. Brat- 
nober. He purchased the claims of the others 
on March 3, 1915. The deed was conveyed to 
the MINNEAPOLIS, ANOKA & CUYUNA RANGE RAIL- 
ROAD COMPANY, which had been incorporated on 
February 12, 1915, by Mr. Bratnober and cer- 
tain officials of the defunct M&N. 

Work soon began on putting the line into 
first-class shape. The heavy construction 
materials hauled to the dam over the M&N's 
light rail, coupled with sketchy maintenance, 
had wreaked havoc with track and roadbed. It 
was announced that the MA&CR had hopes of el- 
ectrifying the line by April lst. In order 
to retain title to certain portions of the 
right of way it was necessary to restore ser- 
vice immediately. As the manufacturer: had 


MINNEAPOLIS, ANOKA & 
CUYUNA RANGE RY. 





#105 (ex-St. Paul Southern) in 1945. (WM) 
repossessed the three McKeen cars when the 
M&N went into receivership, the MA&CR. was 
faced with a problem of utmost gravity. 
was soon determined that electrification 
could not be completed in the time allowed, 
so a steam locomotive and several coaches 
were purchased from the Chicago, St. Paul, 
Minneapolis & Omaha Railroad (Chicago & 
Northwestern), and service was started with 
them on April 20th. A water tank and coal 
bins were built in Anoka, and since there 
were no turntables or wyes long enough to 
accomodate the train, the locomotive ran 
forward to Minneapolis and backward to Anokal 

The electrification was completed nine 
months later and trolley service began on 
October 13, 1915, using rented TCRT cars 
1516, 1714, and 1717, plus several cars pur- 
chased from Cleveland Railways Company. At 
the same time, an order was placed with TCRT 
for four cars; two were delivered new in 
December of 1915 and one each second-hand in 
July 1916 and November 1917. The MA&CR had 
been extended from the Soo Line interchange 
to connect with the end of TCRT's 2nd St. NE 
line at 30th Ave. NE & Grand St. A depot 
was located at 517 2nd Ave. S. in downtown 
Minneapolis, and cars reached this point by 
trackage rights over the 2nd St. NE line to 
Marquette Ave. to 6th St. to 2nd Ave. S. to 
the depot. Outbound the cars ran on 2nd Ave. 
S. to Washington, to Marquette, then on the 
2nd St. NE route. In June 1916 a handsome 
brick depot was erected in Anoka on Main St. 
alongside the Rum River, and the company's 
offices were moved to this location. 

Effective January 1, 1923, the MA&CR be- 
gan using the Luce Line depot at 3rd Ave. N. 
& 7th St. N. in Minneapolis. Cars were then 
rerouted on Hennepin to lst St. N. to lst Ave 
N. to 8th St. N. to the depot at 7th St. N. & 
3rd Ave. N. This route was used until the 
end of passenger service. 

The best and most profitable years were 
those from 1915 to 1925. The heaviest sche- 
dule ever operated called for fourteen daily 


It 


(SM) 





#1 (100) pulling freight car, 1945. 


trips with four extra trips on Sundays. Two 
cars usually provided base service with TCRT 
cars being rented to meet special demands. 
The line carried about 140,000 passengers 
annually during: this prosperous. period, and 
standing loads were common on many trips. 
During State Fair Week, through cars were run 
from Anoka to the fairgrounds (TCRT's Como 
line east of 2nd St. NE & Hennepin). 

MA&CR's regular stops were: Minneapolis 
Depot, 30th Ave. NE, 34th Ave. NE, 43rd Ave. 
NE, Riedel, Nelson, Fridley, Myers, Osborne, 
Hanson, Oakland, Riverview, and Anoka Depot. 
Additional public and private flag stops 
brought the total up to sixty. 

Freight was not neglected: Two express 
motors were purchased, and these carried ex- 
press and package freight. A freight belt 
line was constructed in Anoka, and service 
given with the old steam locomotive until 
1922 when this trackage was electrified. 
Interchange freight was handled from connect- 
ions with the Soo Line at 34th Ave. N. and 
with the Great Northern at Osborne and Anoka. 
MA&CR's principal freight power was electric 
locomotive #100, built in 1913 by General 
Electric Company as a gas-electric; it was 
converted to straight electric in 1917 by its 
second owner, and came to MA&CR in 1922. Ten 
miscellaneous freight cars completed the ros- 
ter, along with a couple of snowplows bought 
second-hand (see Roster). 

Along with many other electric railways, 
the MA&CR's revenues declined sharply in the 
mid-twenties due to increased use of autos 
and trucks. So much express business was 
lost to trucks that the express car was dis-— 
continued, along with the mail service. In 
an attempt to reduce expenses, three of the 
passenger cars were rebuilt to permit one-man 
operation, with the rear platforms made over 
to accomodate freight and express. These 
changes did not seem to help matters any, and 
on July 9, 1926, the line went into receiver-— 
ship. On November 25, 1929, the MA&CR RR.. 
was reorganized as the MA&CR RY. and was in- 








MINNEAPOLIS ANOKA & CUYUNA RANGE RY. 





MA&CR #1 at meeting point, 1937. 





#25 had a long 
and busy life. 
It was TCRT!'s 
Stillwater line 
snowplow & wire 
ear to 1912, 
the St. Louis 
Park plow until 
1918, then to 
Anoka where it 
ran until. suc- 
ceeded by #105. 
(CAL) 


NP #3 at northern 

entrance of the 

Pump plant, 1945. 
(Wa) 


corporated under the laws of the state of Del- 
aware by Mr. W. D. Lovell with a capital of 
$39,000. (The reason for the "Cuyuna Range" 
portion of the title was probably that the 
road hoped to connect with the MESABA RAILWAY, 
a 35-mile interurban between Hibbing and Uil- 
bert in the northern Minnesota iron ranges.) 

Revenues continued to decline throughout 
the thirties; freight profits were offset by 
passenger losses, leaving little for mainten- 
ance of equipment and roadway. The Pillsbury- 
Lincoln Mill in Anoka, one of the major indus- 
tries on the line, was destroyed by fire and 
never rebuilt, dealing the interurban another 
harsh blow. 

Because of the lack of money for mainten- 
ance, the physical condition of equipment and 
roadway became appalling. Rails gave the 
appearance of two snakes wriggling through 
knee-high weeds and rotted ties gave track a 
roller-coaster effect. Rails were laid on a 
sandy foundation and tangent track was some- 
times super-elevated while curves were level. 
Overhead poles leaned in every direction but 
the catenary was in fair condition. The line 
became known far and wide as "Old Rock and 
Roll," and patrons swore that the cars cover- 
ed as much distance sideways as forward. Dur- 
ing the last years of operation the cars were 
painted boxcar red; when the paint became 
shabby, the cars presented a singularly dismal 
appearance. Cars 1 and 2 were used in regular 
service and occasionally received a fresh coat 
of paint. Careening wildly down the line, the 
cars appeared to be disjointed; vestibules 
bobbed up and down while the body twisted and 
turned with loud creakings and groanings, and 
the floorboards chafed back and forth against 
each other. The roofs leaked so badly that 
passengers had to put up umbrellas when the 


Legend 





(BR) 


Scale 


1927 
ay 


rains came. 
more than once a rider, smoking in the rear 
of the car, would slide down the aisle on the 
seat of his pants and slam up against the 
motormants back as the car left the rails and 


Derailments were frequent, and 


slammed into an embankment. On one occasion 
the underbody equipment became loosened from 
the severe jolts the car took and vibration 
of the air compressor caused the whole under- 
body equipment to fall onto an Anoka street. 
Much of the freight carried on the rear plat- 
form consisted of cases of shells and cart- 
ridges from the Federal Cartridge Company in 
Anoka; these would bounce merrily around as 
the car proceeded. To cap the climax, it was 
not uncommon for the trolley pole to jump the 
wire as many as fourteen times per trip! 


Car #8 still retained the wire gates and 
steps on the rear platform and these gates 
were supposed to be clamped shut when the 
car was running; the clamps seldom stayed 
fastened, so the gates flapped open and shut 
at each convulsion of the car on the wash- 
boardy track. It is not known whether any 
freight was ever lost from this cause. 

The MA&CR finally gave up all hope of 
regaining its lost passenger business; on 
August 23, 1939, all passenger service was 
discontinued and the cars were put in dead 
storage. Freight operation continued, but 
so. deplorable was the condition of the track 
that a governor was installed on the engine 
to keep speed down so as to safeguard the 
steam road equipment handled over the line. 

With the entrance of the United States 
into World War II, a large defense plant was 
built by the Northern Pump Company near the 
MA&CR track south of Fridley. An inquiry 
was undertaken by this company to solve the 
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Minneapolis, Anoka and 
Cuyuna Range Railroad Co. 


Effective January 1, 1932 
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6:30am, Daily 7:45 a.m. 
8:30am. Daily 10:10 a.m. 
11:30 a.m. Daily 1:10 p.m, 
1:30 p.m. Daily 3:10 p.m. 
3:40 p.m. Daily) 6:10 p.m. 
4:30p.m. Daily 6:10 p.m. 
6:30 p.m. Daily 8:10 p.m, 
9:30pm. Daily 10:55 p.m. 






Route from Minneapolls 

Seventh St. Station at 8rd Av, N, 
to 8th St.; fo Ist Ave. N.; to 1st 
St. N.; to Hennepin: to Great 
Northern Depot; to East Hennepin ; 
to 2nd St, N. H.; to Marshall St. 








Stations 

34th Ave, N. E., 43rd Ave. N. B. 
in| Minneapolis; ‘Riedel ; H 
Fridley; Scout Camps; Myei 
Osborne; Coleman; Sonora; South 
3 ; Hewson ; 
Oakland; 
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problem of transporting workers to and from 
the plant, and the company decided to pur- 
chase the MA&CR---which it did on November 
29, 1943. Having no use for the trackage 
north of Fridley to Anoka, that part of the 
interurban was torn up. The southern port- 
ion of the line was completely rebuilt with 
crushed rock ballast, heavier rail, new over- 
head and poles, and relocation of some track, 
plus new spurs. The three stored passenger 
cars of the MA&CR were completely recondit- 
ioned and painted in the patriotic colors of 
red, white and blue. Passenger service on a 
twenty-minute headway was established in Nov- 
ember 1943 for employees only, with no fare 
charged. Cars ran from the plant to the old 
connection with TCRT at 30th Ave. N. & Grand, 
which had been ripped up. TCRT built an ex- 
tension of its wye and backed its cars down 
to 30th & Marshall to meet the Northern Pump 
cars. No actual track connection was re-est- 
ablished, although the end of each company's 
overhead wire was tied to the same pole. All 
through the war and until 1948 the red, white 
and blue cars continued to serve and then the 
passenger service was discontinued. Freight 
service by the electric locomotive is still 
operated every day---serving not only the 
Northern Pump plant (which since 1950 is once 
again making armaments), but also two fil- 
tration plants of the Minneapolis Water De- 
partment. 

The three gaily painted passenger cars 
remained stored at the Northern Pump plant 
until the spring of 1952. Determining then 
that there would probably be no further use 
for the cars, officials of Northern Pump 
ordered them scrapped. The end came on May 
14, 1952, when they were put to the torch. 















Car No. Type Builder Date Length Width Height Weight Motors Trucks Ratio Seats Disposal 1 Rebuilding: 
: 1g tpn rai ia 266 2 1952 Northern Pump sent cars 1, 2 
‘ : TCRT 1915 4618 a1 Lata 41,700 GE 200 TC-9 15:6 a . es é 8 to TRE shops for s couplete 
rn tn 6 1926 rebui. job which cost $32, . 
; oe ae HAE Se oe 2 ioe The chief change was in making 
5 3 McG 1916 74,000 D 1943 them double-enders; this meant 
6 2 CRys 1910 =47'1" gr 38,000 26 D 1923 installing controls and an air- 
7 1 TCRT 1914 46'8" 9t1" 1212" 41,700 GE 200 mTC-9 15:66 44 D operated door at former rear end, 
8 2 " 1917 " " " " " " " 48 B 1952 adding another trolley pole, and 
installing a rigid coupter ae 
25 TCRT 1904 2413" 813" 4116" 37,000 GE 57 Bemis 28:57 -- D 1928 both ends. Air horns and sma 
100 3 GE 1913 Seiton 1416" 86000 GE 205D Wason -- In use electric headlights were built | 
110 6 TCRT 1917 3710" 9t6" 1212" 56,200 W 306 Baldwin 15:66 -- D 1948 in. After rebuilding, cars had 
only two doors, both on same 
Type: 1 -- Combine TCRI: Twin City Rapid Transit GE 200: 40 hp. side, making other side blind. 
2 -- Coach CRys: Cleveland Railways Co. GE 57: 60 hp. 
3 -- Express McG: McGuite-Cummings Car Co. GE 205D:100 hp. 
4 -- Snow plow GE: General Electric Co. W 306: 70 hp. @ 
5 -- Locomotive Bs Burned All cars, 4 motored 
6 ---Work car-plow D: Dismantled 
We Westinghouse 
Notes: 


Interurban combine built by TCRT 12/7/15. 
Cost $6,000. Steel underframe, K43F2 
controller, GE CP-25 air brakes. Stored 1939, 
rebuilt 1943 to double-end; stored 1948 and 
burned on 5/14/52. Rebuilt to one-man 1926. 


a: 


2: Interurban passenger built by TCRT on 

12/8/15. Same data as #1 except seats 
48. Rebuilt to one-man 1925, stored 1939, 
made double-end 1943, stored 1948,burned on 
5/14/52. 


3: Passenger cars with wooden underframe;_ 
- 4; ~=built by Cleveland Railways 1910. 3&4 
ee bought in 1915 and 6 in 1916 for $1200 
each. 3 was rebuilt to an express car in 
1919 and retired in 1926. 4 & 6 scrapped '23. 
2: Express car built by McGuire-Cummings Car 
Company ;bought 7/4/16 for $7572.54. Put 
in storage 1925, scrapped 1943. 
Z: Interurban combine, built by TCRT on 11/ 
18/14 as its #1713. Sold to MA&CR on 
7/3/16 for $6973.90, after being rebuilt with 


a baggage compartment. Never rebuilt for one 
man operation. Scrapped 1943. 


8: Interurban passenger built by TCRT as its 

#1855 on 6/28/17. Sold to MA&CR on 11/ 
20/17 for $8777.36. Rebuilt for one-man op- 
eration in 1925. Renumbered #3 by Northern 
Pump, made double-end and operated until '48 
when stored; burned 5/14/52. 


25: Snowplow built by TCRT as its #25 on 

11/22/04. Sold to MA&CR in 1918 for 
$2525. K14 controller, wood underframe, 
hand brakes, 32'4" long over plow. Scrapped 
in 1928 when #110 was purchased. 


200: Built as gas-electric freight loco by 
GE in July 1913 for the Minneapolis, 
St. Paul, Rochester & Dubuque Electric 
Traction Company (Dan Patch Lines) (later 
Minneapolis, Northfield & Southern) at a 
cost of $34,500. Sold to Central Warehouse 
Company for $8,000 in 1917 and converted to 
straight electric operation. Sold to MA&CR 
in 1922 for $12,601.63. Wason RM54B trucks, 
two C74F controllers, capacity 600 tons at 
10 mph and 400 tons at 15 mph. In October 
1943 this loco was renumbered Northern Pump 
#1, but soon became #100 again. 
110: Work car & snowplow built by TCRT in 
1917 for the St. Paul Southern Rail- 
way. Bought by MA&CR in 1928. Equipped 
with portable line tower on rear deck. It 
became Northern Pump #105 in 1943 and was 
scrapped in 1948. 
T1110; Ex-Soo Line reefer used as work 
car; bought 1942 for $140. 


No #: Trailer snowplow built 1949 with the 
plow and ballast blocks from #105 and 
McGuire trucks from old express car #5. 


No #: Mack gas locomotive, Model BR, weight 
15 tons; used for switching on non- 
electrified plant trackage. 


MINNEAPOLIS & NORTHERN RAILWAY: ROSTER _ 


"Minneapolis" & "Anoka" - McKeen gasoline 
motor cars built 


by McKeen Motor Car Company of Omaha at a 
cost of $38,976.20 in 1913. 5510" long. 
Taken back by the manufacturer in 1915 and 
later sold. 


Gasoline-electric freight 
locomotive built in 1913 
at a cost of $18,767.10. 45'0" long, 918" 
wide, weight 25 tons, capacity 15 tons. It 
had square windows at intervals and an open 
rear platform so that it could be used for 
passenger service by the installation of 
folding chairs. Taken back by manufacturer 
in 1915 under legal proceedings. 


MARCR RAILROAD: 


Built by Baldwin Locomotive Works 1881 for 
Chicago, St. Paul, Minneapolis & Omaha Ry. 
which sold it to the MA&CR in 1915 for but 


McKeen Locomotive: 


Steam Locomotive #1: 


$922.99. Weight on drivers, 48,600 lbs.; 
pressure, 140 lbs.; tender capacity: six 
tons coal and 2500 gallons water. Disposed 
of in 1924. 

MA&CR RAILWAY: Miscellaneous freight cars: 
1-6: Air dump cars; 26! long; sold 1923. 
102-104: Flat cars; 37' long; scrapped '26. 





108 and 8 in 1945. Northern 


Pump's modernization of the 
old standards might well have 
been emulated by TCRT itself. 



























MAKCR #1 as built 12/7/15 by TCRT. 
body window; 








Front bulkhead was in back of second 


the wide front door was for baggage, narrow one for motorman. 








‘MA&CR #1 & #2 as rebuilt for one-man operation in 1925-26. 
bulkhead was same as it was before rebuilding. 
(Both drawings by Russell L. Olson) 


except it retained rear gates. 


On #1, front 
#8 was rebuilt similarly 
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MINNEAPOLIS FILTRATION PLANT RAILWAY 


This 1.5-mile line was built in 1917 to 
haul materials and supplies to the City of 
Minneapolis's water filtration plant, then 
in the process of construction. On comple- 
tion of the plant, the railway was to carry 
operating supplies from the Soo Line RR 
(MStP&SSM) connection, and workers from the 
nearest trolley line, TCRT's Columbia Hgts. 
route, more than a mile southwest of the 
plant. The first regular trip over the 
Filtration Plant line took place October 
1917. 

The interchange with the Soo Line is lo- 
cated at 36th Ave. N.E. & Central Ave. From 
this point, FP's single track crosses TCRT's 
double track, then parallels it one block: 
north to 37th Ave, N.E, at the city limits. 
Here the FP route turns northeasterly and 
proceeds on PRW along the west side of 
Reservoir Blvd. After a mile of this side- 
of-the-road operation, the line turns onto 
a short ‘stretch of PRW which carries it 
into the plant grounds. A one-car-capacity 
carhouse is located at the south end of the 
latter section. 

Plant employees were carried free, but 
service for persons living along the line 
was provided at a three-cent fare. Between 
passenger runs or in spare time, the freight 
loads were hauled to the water works. The 
freight consists of anything from ammonia, 
alum, coal, or chlorine, to a special sand 
taken from the Mississippi River for water 
filters. Investigations of the costs of 
hauling such freight showed that the total 
annual expense of passenger and freight 
service was over $2,700 less than the 
cheapest trucking rate for freight alone. 
The truckers were not desirous of handling 
the chlorine or powdered alum. This has 
been the principal factor in keeping the 
trolley car in operation. 

The sole item of rolling stock is #1, 
built at. the McGuire-Cummings factory in 
Paris, Illinois, in 1917. ‘This car was 
especially designed to both carry passen- 
gers and to pull freight cars for the con- 
struction and operation of the water plant. 
It is equipped for double-end operation, 
but has center entrance and exit doors on one 
side only. Motorman's doors are located at 
each end, on the same side as the center 
doors. This arrangement has created some 
unusual situations. When the car was 
delivered from the builder, it was found 
that the doors were facing the wrong side 
of the right-of-way. A Soo Line switcher 
was called to take the car to the Soo Lines 


‘roundhouse at Shoreham, where the car was 


- place. 


turned on the turntable and returned to FP 
tracks. A visitor to the line once asked 
why the doors faced only one side of the 
track, while the car was equipped for 
double-end operation. Motorman Myron Handy 
replied that there were so many wild Indian: 
in the woods on the other side of the right- 
of-way, that they didn't dare. let the 
passengers off on that side! The car is 
painted maroon, with orange window sashes, 
and black bumpers, roof, and underbody. 
Seating 36, the car weighs 3,000 lbs, has 
MCB couplers, automatic air, McGuire trucks, 
two C-101A controllers, and four GE 75-hp 
motors, enabling it to haul standard steam- 
road equipment. 

Minor repairs can be made at the car- 
house, which has a pit. However, when the 
car requires major repairs, it is taken to 
TCRI's Snelling shops. Since there is no 
physical connection between TCRT and FP 
tracks, an interesting operation takes 
The Filtration Plant track crosses 
TCRI's tracks at 36th & Central at an angle 
of about 5 degrees. At this point, first 
the front truck of #1, then the back truck 
is derailed. When the front truck is de- 
railed, it is then rerailed on TCRT tracks, 
and the same procedure is followed with the 
rear truck. The car is then run under its 
own power to Snelling shops. On the return 
trip, the car regains its own tratk in the 
same derailing procedure. 

The one and only motorman for the line 
is Myron Handy, a former Soo Line fireman 
and TCRT motorman. A colorful and humorous 
person, he has become a legend because of 
years of faithful service. In all of his 
twenty-five years as motorman, Handy has 
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had only one accident. On that occasion 
Handy brought the car to the terminus at 
Central Avenue, and left it there to await 
the return trip while he went to a corner 
grocery store. Several children playing 
about the car evidently let the emergency 
brake off. When Handy looked out ot the 
store, he saw the car starting down grade 
into Central Avenue. He ran out to the 
street and tried to get a hold on it as it 
ran by, but its momentum knocked him to the 
ground. Continuing on down Central Avenue, 
running against traffic, it turned right and 
and headed for the Soo interchange with its 
trolley pole swinging wildly in the air, 

At the interchange it managed, somehow, to 
run thru the automatic derail and still 
stay on the rails. From there it ran down 
the Soo tracks until its air pressure fell 
to twenty pounds, at wnich time the auto- 
matic air applied itself. Fortunately, 
there was no damage to the car other than 
the, broken trolley rope, but Mr. Handy re- 
ceived a cut in his forehead, which required 
seven stitches at a hospital. However, he 
was soon back at his job of piloting #1. 


The following schedule was in effect 
from 16 June 191 until passenger service 
was discontinued on 1 May 1948: 

Lv. Filtration Plant 7.30, 8.00 a.m., 12.00, 
1.45, 3.30, ).00 pom. daily, h.Wu5 p.m. week- 
days only; Lv. 37th & Central Ths. 8.15 
aeme, 12,15, 2.00, 3.45, 15 p.m, daily, 
5.00 p.m. weekdays only. 

The Filtration Plant line obtained its 
electricity from TCRT, and when the latter 
substituted buses on the Columbia Heights 
line on 17 May 1953, MFP decided that it 
was not feasible to buy power from any other 
source, and so discontinued rail operation 
in favor of trucks. Some of the line's old 
regular riders, including plant employees, 
teachers and pupils of Silver Lake School, 
in Columbia Heights, were aboard for the 
last trip on Friday, 15 May 1953. ‘The 
motorman was Tom Boerbon, as Myron Handy . 
had retired in September 1952. The City of 
Minneapolis has put its trolley up for sale, 
and when a buyer can be found, a Soo Line 
switcher will probably pull Number One out 
of its neat white car house for the last 
time. 





The ST. PAUL SOUTHERN ELECTRIC RAILWAY CO. 
was incorporated under the laws of the State 
of Minnesota on April 5, 1913. Actual con- 
struction began on November 17, 191, when 
grading was started on the eighteen-mile 
right of way from Invergrove to Hastings. 

It was originally intended to have the line 
run to Rochester, seventy miles south of 
Hastings, and some additional grading was 
completed, but the rails were never laid be- 
yond Hastings. Construction was completed 
from Invergrove at a cost of $600,000, and 
passenger service instituted with four Niles- 
built interurban cars having red plush seats 
and very ornate interiors. Dark green paint 
with silver lettering and striping were used 
on the exterior. 

Trackage rights were obtained from TCRT 
over their So. St. Paul-Invergrove line from 
7th & Robert Sts. in downtown St. Paul to 
Linden St. at the city line, Power was pur- 
chased from the Northern States Power Co., 


and fed to the trolley wire at 600 volts, DC.‘ 


Regular stops were at Invergrove, Birch Lake, 
Highland, Pine Bend, Brown's Crossing, Tyner, 
Spring Lake, Wilson, and the end of the line 
at 2nd & Tyler Sts., Hastings. Hourly ser- 
vice was given when the line was opened, but 
this was soon reduced to ten daily round 
trips. Regular meets were usually made at 
Pine Bend Siding. The shops and carhouse 
were at Invergrove, thereby creating a unique 
situation, The last run in the evening left 
St. Paul for Hastings. . This car would lay 
over on the Hastings wye during the night, 
and then be first out in the morning. when 
this car reached the Invergrove carhouse, 
its passengers were transferred to a waiting 
car for St. Paul, and the car from Hastings 
would pull into the carhouse. This made it 
possible for each car to have an inspection 
every other day, and eliminated much dead- 
head mileage. Very little freight was 
carried over the line, 

During World War I, the line continually 
lost money. Finally on September 28, 1918, 
the StPS was forced into receivership. Under 
the receiver the company borrowed funds, and 
in the prosperity after the war it appeared 
that, the line could be put on a profitable 
basis. This optimism was short-lived, for 
automobiles and buses soon began to cut 
heavily into the revenues. In assistance to 
competitors, the Minnesota Railroad & Ware- 
house Commission granted equal schedule 
rights to bus lines in this territory. From 
the start, there had been competition by the 
steam trains of the Milwaukee Road, Chicago 
Great Western, and Burlington System. It 
was no wonder, then, that a clipping in a 
St. Paul newspaper of February 5, 192, 
stated that the StPS-was on the verge of 
financial ruin. Service was cut to five 
trips weekdays and six on Sundays. Not long 
afterward, the line became hopelessly in- 
solvent, as the receiver had no funds with 
which to operate or to maintain the track 
and cars, On Tuesday, July 31, 1928, the 
last car pulled into Hastings at 9.15 p.m. 
The line was ordered sold at public auction, 
and on August 23, 1928, Paper, Calmenson & 
Company of St. Paul was the successful 
bidder at $3,200. On October 2), 1928, the 
B.W. & Leo Harris Company started removal of 
the trackage in Hastings streets and on the 
right of way. TCRI operated its city cars 
as far as Faulkner Avenue in Invergrove, to 
provide some service in the latter tow 
after abandonment of the StPS. By the end 
of 1928, the line had been completely dis- 
mantled. 

The St. Paul Southern was the only inter- 
urban in the Twin Cities area to use heavy 
railroad-roof coaches and combines. Much of 
the right of way can still be seen, along 
with traceable remains in Hastings, mute re- 
minders of bygone days when the green-and- 
silver interurbans whistled their way along 
the beautiful wooded bluffs of the 
Mississippi River. 

Rolling stock was composed of four pas- 
senger cars, one work-motor, and four work 
trailers. #1 & 2 were single-end, RR-roof 
combines built by the Niles Car Campany in 
191). at a cost of $890 each. ‘They were 51 
feet long, seated 8, weighed 58,000 lbs, & 
had wooden underframes and Baldwin trucks. 
#51 & 52 were similar to #1 & 2, but were 
straight passenger cars seating 5. #51 was 
destroyed by fire about 1920. The combina- 
tion work-freight-motor-snowplow (no number) 
was built Es TCRT in| October 1917 at a cost 
of $6,487.65, with an overall length of ho 
feet, an 183-foot cab, four Westinghouse 306 
motors, K-1h, controller, steel underframe, 
MCB couplers, and Baldwin trucks. #101-10), 
were drop-bottom gondolas built before 1895, 
and acquired by StPS in 1918 for $750 each. 


To St. 


Richmond St. 


Faulkner Ave. 


Invergrove Car Barn 


NOTES: 


(Below) 


Hastings. 


There were five bridges & trestles 
between Invergrove and Hastings. 
The car barn had a capacity of one car. 
TCRT operated as far as Linden St. and 
later to Faulkner Ave.; the wye at Faulkner 
Ave. was put in by TCRT. 
The mileage of the line was 18.05 miles 
from Linden St. to Hastings. 
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Pine Bend Substation, 3/4 mile west of 
Work motor at left is seen 

freight cars while one of the 
motors is at rear. 


(CAL) 


(Below) Combine #2 on Second St., Hastings, 
in a bit of snow. 
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North Bound, leaving Hastings (read down) 


St. Paul Southern Electric Railway Co. 


TIME TABLE NO. 12. 
EFFECTIVE 12:01 A. M., May 15, 1928. 
Subject to change without notice 


South Bound, leaving St. Paul (read up) 





Sat. 











Daily | Daily | Daily | Daily | Daily Sun. | STATIONS | Daily| Daily | Daily | Daily Daily | Stn. 
2: fae Ser |g a: | ag re 8 [eB ofem Loos ieat 
EUAN Seat Eiri: Sa ORS ine 

A. M.|A. M.| P.M.| P.M.| P.M.} P.M. A. M.| P.M.} P.M. 

6:35] 9:40/ 12:40] 3:40] 6:35] 9:40|Hastings 9:15] 12:15] 3:15) 6:17 12:27 - 
6:48| 9:53| 12:53] 3:53 6:48] 9:53 |Wilson 9:06} 12:06} 3:06) 6:08 12:18 
7:00/ 10:05! 1:05] 4:05} 7:00] 10:05|Pine Bend 8:53 | 11:53] 2:53 5:55 12:05 
7:08] 10:18| 1:13} 4:13] 7:08] 10:18 Ryan 8:45] 11:45) 2:45| 5:47 11:67 
7:16 10:21 | 1:21] 4:21] 7:16} 10:21 |Shops 8:35] 11:35) 2:35) 5:37 11:47 
7:20| 10:25! 1:25 | 4:25) 7:20] 10:25 Inver Grove Y | 8:31] 11:31] 2:31] 5:33 11:48 
7:28} 10:33 1:33 | 4:33] 7:28] 10:33 |South St. Paul] 8:23 11:35 
7:46| 10:51! 1:51} 4:51] 7:46] 10:51 |St. Paul 8:03 11:15 












































Express and Packages carried on all passenger cars between St. Paul and Hastings. 











TWIN CITY: LINES 


GHAR EREG 










Above: On the Mahtomedi line; at the 


North St. Paul wye, 1950. (JS) 
Below: Interior of car 151l. 





Above: 





Mexico City's 2405 ready to 
leave Snelling Shops, 1953. 
Skipper Morgan, TCRT Power Supt., on 
the left, a Mexico official on right. 


Below: Transferring the mail from a 
Hopkins car (left) to Como- 
Harriet car for trip downtown; 1950. 
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INTERURBANS If you have enjoyed "Electric Railways of Minneapolis-St. Paul" 
no doubt you will desire to read the other available issues of 


The National Electric Railway News Digest INTERURBANS. These are: 





Special 5: Denver & Interurban Railroad .......e.e++. $1.00 
4 Special 6: Outstanding Interurban Cars ......esseeees sar 
ial 7: Pacific Northwest Traction Company ....... «50 
Our next publication will be Special 15, "Interurbans of Utah." Spec : 
a This will be ready about June 1, 1954, and will sell for $2.00. Special 8: S.P. Red Electrics of Portland, Oregon... 1.00 
SS Orders are now being accepted. Special 9: Sacramento Northern Railway .. aeeeewees (2600 
Special 10: News & Articles... .0c seis ccesas eee seveeces 225 
= z Special 11: Los Angeles Railway, History ...es.sseeeee 2.00 
4 " > 

BE Snaciah DOs artis pacific Electric Rativay;" ani will sell  SPecial 12: Los angeles Railway, Roster of Cars ...... 1.50 

= pecia : Pac ce Electric Railway, Roster .....see- . 
eB for one dollar. Orders will be accepted starting May 1, 1954. Special 13: Supplements 1, 2 and 3 (each) pane eee “50 
=e Special 17: "Electric Railways of New Orleans." The complete Special 15: Interurbans of Utah (in preparation) ..... 2.00 


Special 16: Part I: P.E. Ry., Northern District ..... 1.00 
INTERURBANS (monthly) POR-LOAD och Gs eek eas weds vease 1650 
INTERURBANS eet oe for-1947 sax < 2.00 
Special 18: "Los Angeles-Pacific Railroad." INTERURBANS (bi-monthly) for 1948 ............ 1.50 


histories and car rosters of New Orleans, from the 
days of the horse cars to the present. Ready late in 1954. 





LL CAAA AAA A ee 


